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are 7 ways shippers are cooperatin¢e 
2 & 
i to help us do the job! 


— 


a By ordering cars only to actual] requirements, 


2. Not asking for cars to be spotted 
: (y until ready for loading, 
r UA 3. Loading all cars promptly, 


A, A. Loading Cars to full] capacity, 


of 5. Unloading all cars promptly, 


6. Cleaning Cars promptly and thor- 
oughly after unloading freight. 


@ By quickly telling us of anything 
we can do to help. 


RAILROAD a 











“Too little, too late,” will not be said of our country’s 
freight transportation if shippers, railways and 
receivers continue to fulfill the obligations in these 


Ten Commandments. 


I. ORDER FREIGHT CARS PROPERLY_______ 


3. LOAD ‘EM TO CAPACITY___________ 
4. ROUTE ‘EM TOWARD OWNER LINES____— 
5. HAUL ‘EM FASTER__________._____ 
6. UNLOAD ‘EM PROMPTLY_____-__-___-__ 
7. UNLOAD ‘EM COMPLETELY______-_-_-_-__ 
Lola oe... 
9. KEEP ‘EM REPAIRED______._._-._._._._- 
10. KEEP “EM ROLLING!_________- 


An unbeatable spirit of determination and cooperation has 
welded Shipping Department, Receiving Department and 
Freight Transportation Workers into a great army that is 

fighting for Victory twenty-four hours a day, seven days a 
week. Already its accomplishments have amazed the world 
and given hope to nations the world over. 


Great Northern Railway is proud of the part its transcon- 
tinental system and its thousands of workers are playing in the 
destruction of the nation’s enemies. It is deeply appreciative 
of the helpfulness of all users of its service. With your aid, 
we'll KEEP ’EM ROLLING! 
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Destination— FREEDOM'S FRONT! 


As the tools of Victory pour off American assem- 
bly lines, trains are ready to speed them on 
their way. When hundreds of thousands of 
armed men are ready to move, trains are steamed 
up and waiting for the green signal. America 
moves relentlessly into battle, and her railroads 
are on the alert... for they are essential 
to this gigantic military operation. 
Chesapeake and Ohio Lines are proud to 
be part of “The Mainline of Freedom” 
. were glad to respond “Ready!” when 
the call came ... proud of the A-1 condi- 





a)! 





tion of Chessie’s railroad .. . of being “Geared to 
the GO of America” with thousands of new freight 
cars, a brand-new fleet of super-powered locomo- 
tives, and a railroad organization second to none! 
We needn’t remind our regular commercial ship- 


pers that Uncle Sam’s needs come first . . . but. 


we're doing our level best to take care of 
everybody. So, if we can be of service to 
you, call our nearest representative, or 
communicate with Geo. W. Wood, Freight 
Traffic Manager — Solicitation, Chesa- 
peake and Ohio Lines, Cincinnati, Ohio. 


yr CHESAPEAKE AND OHIO LINES 


Geared to tne, GO of America ! 
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A Job for the Trattice Clubs 


The Associated Traffic Clubs of America, in ac- 

cordance with its interpretation of the wishes of 
Director Eastman, of the Office of Defense Transporta- 
tion, to conserve passenger transportation, called off 
its convention last spring and is contemplating the 
same course with its fall convention. We think it would 
be a mistake not to have the fall convention—indeed, 
that there should be a meeting even before the fall date 
—that is, if the right kind of convention were held. 

Director Eastman’s idea is that meetings of this 
sort not connected with the “war effort” should be 
abandoned. He is right. But the right kind of traffic 
club convention would not only be within the limita- 
tions prescribed but, in our opinion, could be a valuable 
help in the war effort. 

Certainly, transportation is important in winning 
the war. Certainly, the traffic clubs, composed of both 
shippers and carriers, are in position to aid the war 
effort, if only by discussing plans and measures and 
suggesting programs to individual clubs. We would not 
advocate the usual kind of convention, but one of the 
kind held in the early days of this organization, made 
up of earnest, thinking delegates from the member 
clubs who would sit together around the table and con- 


sider how the clubs might help in the war effort to 
maintain transportation at full efficiency. We would 
have no frills of any sort, no banquet, no attempt to 
get but rather a discouragement of large attendance, 
especially of two or three hundred railroad men travel- 
ing on passes. We think the O. D. T. not only would 
not frown on such a gathering but would actually 
encourage it. Certainly, it should. 


There is, by the way, considerable “hooey” about 
this passenger conservation program. Director East- 
man talks about the necessity for rationing, the aban- 
donment of conventions, and refraining from useless 
trips, “except for vacation purposes.” In last week’s 
Traffic World, for instance, was a statement from him 
on restriction of railway travel and in an adjoining 
column was an item about the bill now in Congress for 
an appropriation for the Travel Bureau of the National 
Park Service, the purpose of the money appropriated 
being to stimulate travel to the national parks. We 
should say that, even if the traffic clubs had a conven- 
tion to which women delegates flocked to show their 
pretty clothes and men delegates came without much 
better motives, including the hackneyed one of “mak- 
ing contacts,” and even if there were a “banquet” at 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patehwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highwzeys used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce mmission com of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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which those present sat noisily, in a hurry for an 
inconsequential speaker to finish so that they might 
get on with the dance, those who attended might get 
at least as much benefit as they would get from 
a trip to one of the national parks, especially since, 
with all the folly that attends such conventions, there 
are always some valuable by-products. 

We think that, by all means, the Associated Traffic 
Clubs of America ought to have a sober, business-like, 
delegate convention to consider what the traffic clubs 
can do to help, and to inspire them to do it. 


Washingtonitis 

No matter how capable or sensible a man may 

seem to be, when he takes an administrative job 
in Washington he apparently, sooner or later, becomes 
affected with the disease “Washingtonitis,” one phase 
of which is to expand to ridiculous lengths the particu- 
lar bureau or commission of which he may be in charge. 
Joseph B. Eastman, member of the Interstate Com- 
merce Commission, now serving as Director of the 
Office of Defense Transportation, is no exception to 
that rule. Note that he now has 650 employes in that 
office and is asking money for an expansion of his force 
to 1,853. Whatever are all these men doing or what 
do they propose to do that fewer men could not do if it 
were not so easy to get money from that big sucker— 
the taxpayer? 

Nor is Director Eastman an exception to the rule 
that requires heads of such bureaus to defend not only 
the number of men in them but the extent of their 
service and the “sacrifices” they are making. ‘Most 
of these men have come to me,” says he, “at a financial 
sacrifice and will be only too glad when it is all over 
and they can go back where they came from.” There 
may be and, doubtless, are men of this sort in his 
organization, but it is composed pretty largely of men 
who are glad to have the jobs and other men who get 
their salaries from other organizations and are serving 
with him now on O. D. T. by permission of those organ- 
izations, either by giving part of their time or on leave 
of absence. Mr. Eastman himself is in that latter cate- 
gory. He gets his salary as a member of the Interstate 
Commerce Commission, from which he is on leave of 
absence. 

Maybe we need these vast armies of “war work- 
ers,” though we doubt it, but we at least can refrain 
from uttering or believing a lot of “bunk” about them. 


Trattic World Index 


With the July 11 number of The Traffic World 

will be sent to each subscriber a copy of the index 
for the six months’ volume, January to June, inclusive, 
1942, including the Daily Traffic World and Traffic 
Bulletin of March 3, containing the full report of the 
Commission in Ex Parte 148, which should be incor- 
porated in the bound volume and kept for reference 
purposes. The volume, including twenty-one pages of 


TRAFFIC WORLD 


matter in this Daily, contains 1,705 pages, not including 
covers, an average of over sixty-five pages to the issue, 
which makes it the largest but one ever put out by us. 
The larger one exceeded it by only a few pages. 

Size, of course, is not of the greatest importance, 
except as it shows our purpose to print everything of 
vital interest to our readers, no matter what the cost. 
The most important thing is the “reader interest’ and 
the vital information contained within our covers. 
There has been, perhaps, no period in our more than 
thirty-five years of existence when there have been 
more innovations and changes in transportation regu- 
lation than have taken place in the last six months— 
and the end is not yet. No matter how well informed 
a traffic man may be, any day now may and does bring 
him something new that he must incorporate into his 
fund of knowledge of ways of doing business. 

It has always been a puzzle to us how any traffic 
man worthy of the title—or, for that matter, anyone 
vitally interested in the wider aspects of transportation 
regulation and development— could function without 
our magazine—not because we have a monopoly on the 
brains necessary to perform the task we have set our- 
selves, but because we are the only ones doing it—and 
that puzzle becomes greater as the field we occupy 
grows and the radical changes in its methods increase. 
The next six months and the next year, at least, give 
promise of even greater changes than have been re- 
corded in the last half-year. 


Preachers and Passes 


The action of an interdenominational transporta- 
® tion committee pledging cooperation of church 
members with the railroads in the present emergency 
and urging “the elimination of every possible request 
for free church passes” and the confining of travel by 
churchmen to trips that are “absolutely necessary for 
the undergirding of essential church activities,’ while 
to be commended, is, nevertheless, an admission that 
the reverend gentlemen have been using their pass 
privileges for travel not connected with the work of the 
Lord and that the railroads have been letting them get 
away with it. 

This, of course, is no news to anybody. The point 
now, however, is whether the preachers will do as ad- 
vised by their committee or fudge a little—for instance, 
on the theory that it is essential to the Lord’s work that 
the laborer in His vineyard have a nice vacation trip 
at the expense of the railroads and the public—and 
whether the railroads will leave the matter to “coop- 
eration’”—and also whether the O. D. T. will continue 
to give its blessing to this sort of thing rather than put 
into an order the thing that should be done and expect 
its army of employes to do something about enforcing 
it. 


1. C. ACTS ANNOTATED 
Senator Tydings, of Maryland, has introduced S. Res. 270, 
authorizing publication as a Senate document additional manu- 
script covering “Interstate Commerce Acts Annotated,” pre- 


pared under the supervision of Chairman Aitchison, of the 
Commission. 
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Jopics 


WASHINGTON 





The year that ended with June 30 was the 
most expensive the country ever has known. 
About twenty-six billions went for direct 
war purposes. Closely connected expendi- 
tures will bring the total for war to some- 
thing more than thirty-two billions, the 
excess being about half a billion—a mere 
bagatelle these days. The army bill for 
next year, passed June 30, carried forty-three billions. 

About the only reason for keeping books, it might be sug- 
gested, is to be able to boast that the war cost this year alone 
was greater than the cost to this country of the whole of the 
first World War. Of the sum spent, at least twenty billions 
was deficit. And the limit of the public debt is something like 
$200,000,000,000. That means exactly nothing. Congress sets 
the limit because that was the fashion when there was supposed 
to be some relation between income and outgo, on the one 
hand, and taxation, on the other. 

The limit can be raised so as to retain the Civilian Con- 
servation Corps, or any other thing that pretends to be for the 
benefit of those needing help, but which, in the end, is some- 
thing that inflates the pay roll for the benefit of politicians, 


at a time, such as this, when there is demand for labor in 
excess of the supply. 


They Still 
Keep Books in 


Washington 


Director Blanning, of the Com- 
mission’s Bureau of Motor Car- 
riers, and C. M. Hudson, traffic 
manager for John V. Kemp, a 
contract carrier, in New York 
and New Jersey, have had a 
sparkling correspondence about 
a sample tariff that Kemp sub- 
mitted for examination. Direc- 
tor Blanning, seemingly, submitted it to one of his tariff men 
for comment. 

And was there comment? There were four pages of single- 
spaced observations about alleged infirmities. Inasmuch as the 
tariff examiner, as a rule, is the court of last resort, the in- 
firmities may be described without the adjective. Until they 
are removed, Kemp may not lawfully engage in transportation. 

“Are we getting down to baby talk, or, like Nero, letting 
Rome burn while he fiddled,” retorted Hudson. “Or were there 
any fiddles in that day? Possibly, that was a mistake. Kemp 
is going broke. . . . Now let’s get together and see what made 
a mountain out of this mole hill. .. . Try and remove some of 
your objections, so we can get Kemp’s tariffs filed before we 
have to transport him, in one of his trucks, to the graveyard, 
and without a tariff—not even Rule 2.” 

The irritated traffic manager observed that Blanning’s 
office was handling in six files this matter of the tariff or 
contract of one contract carrier; also, that, in one letter of 
objection, it was remarked that there was no explanation of 
the abbreviation “N. Y.” Based on that criticism, Hudsen 
remarked, the United States postal department had always 
been wrong. As a further retort, Hudson cracked that Blan- 
ning’s letterhead showed merely, “Washington,” though there 
happened to be about 35 Washingtons in this country. 

“We are rapidly getting around to the point where I may 
have to change Kemp’s name to Donald Duck and get Congress 
to handle the case through special legislation,’ said Hudson. 
“Nothing in this letter should be construed as being personal 
or sarcastic. We can’t make a tariff that will stand up under 
all the obstacles you are throwing at us.” 


Cursory Examination of 
a Tariff Evokes Four 
Pages of Comment 


Without intention to reflect on 
Director Eastman, of the Office 
of Defense Transportation, 
some of those being under 
obligation to keep in touch with 
its doings refer to it as the 
Office of Delirium Tremens. 
There is no orderliness in the 
promulgation of its public an- 
nouncements and subordinates let the public believe that sug- 
gestions made will result in action by the agency. 

None of this is laid at the foot of the director because 


Eastman Operating the 
Office of Delirium Tre- 
mens, Some Think 


5 


some know that his idea, on the matter of publicity, was some- 
thing like that of the Commission, of which he has been a 
member for many years. But he has practically no control 
over it. So there is no resemblance between its handling and 
that accorded to acts of the Supreme Court of the United 
States and of the Commission. Those bodies have regular 
times for making public the conclusions they have reached. 
And, when suggestions are made to the Commission and it has 
taken them up for consideration, it puts written copies thereof 
on the tables to which the public and the press have access, 
at stated times. Seldom do subordinates of the Commission 
give voice to anything so that favored ones have an advantage. 

This irregularity about Director Eastman’s announcements 
is due to the Office of Emergency Management. Everything 
O. D. T. wishes to give the public, in a formal way, must pass 
under its scrutiny. The idea back of that is that President 
Roosevelt must know about things that are being said by an 
executive agency, such as O. D. T.—hence the censorship over 
public announcements and speeches. O. E. M., like the brook, 
goes on forever. It probably does not have an idea of treating 
the public as old Commodore Vanderbilt is supposed to have 
prescribed, “the public be d——’’—an allegation vigorously 
denied, time without number, by those who knew he knew how 
necessary, for him, was the good will of the public. But, at 
times, that seems to be the idea. 

The Roosevelt administration desires the good will of the 
public, but, in time of war, those appointed to do things for 
the prosecution of the war get excited. Sometimes, too, they 
get an exaggerated notion of the importance of their work. 
Their perspective gets bad. 





Revision of O. D. T. General 
Order No. 5 (elsewhere in this 
issue) may raise the question 
as to how wisely, if at all, it is 
possible for government to tell 
citizens what they must do. For 
instance, requiring a truck that 


; has gone out from a distribut- 
ing center to return with 75 per cent, or more, of a load. 


Those familiar with the thought back of the order, knew 
its purpose was to make the owners of trucks conscious of the 
fact that soon there would be practically no more new trucks 
and practically no tires, and that, therefore, they should bestir 
themselves in an effort to get return loads. 

The natural, first thought about it was that the idea of such 
an order was foolish; that the natural impulse of every truck 
operator would be to get as much business for his vehicle as 
possible. Issuance of an order, however, it was figured, would 
constrain those having possible return loads to look for trucks 
that would take their stuff for a back-haul, instead of bringing 
out their own vehicles, thereby bringing about the much talked 
about cross-hauling. An order, it was figured, would put every- 
body on his toes to see what could be done to save gasoline, 
equipment, and the most precious part of it—rubber. Neither 
the army nor the navy could guarantee a smashing of Japan 
in time to open the sources of rubber supply to Americans— 
hence, the necessity for its saving. Commissioner Rogers was 
one of the earliest preachers of the gospel of saving rubber, 
embodied in the back-haul requirement. 


How Well Can Govern- 
ment Manage the 
Affairs of Citizens? 


It takes a long time for some 
things to die. For instance, the 
idea among owners or manag- 
ers of ships that they can deal 
with railroads in the settle- 
ment of claims for a division 
of revenue, according to the 
rules shippers must observe in 
paying charges of the railroads. 
The Commission issued an order in Ex Parte No. 73, Regula- 
tions for the Payment of Rates and Charges, saying it should 
be interpreted as affecting the interline settlements of reve- 
nues from traffic transported over through routes composed 
of lines of common carriers, subject to the first three parts of 


the interstate commerce act (see Traffic World, June 27, p. 
1658). 


The order was issued because, it was said, some ship line 
or lines had tried to use the rules governing financial trans- 
actions between the railroads and shippers. 

Time was, before the ship lines were brought under regu- 
lation, when the water carriers dealt with railroads as if the 
former were shippers. They had freight sent to their docks 
in care of someone other than themselves. Had they sent the 
freight directly from the railroad for transfer to the ship, 
there would have been an arrangement for through transpor- 
tation. Such an arrangement would have brought the plan 


Interline Revenue Set- 
tlement Rule No Rela- 
tion to Paying Charges 
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under the jurisdiction of the Commission. That is just what 
the water lines did not desire. 

But, according to the information back of the order, a 
water line tried to use the regulations governing the payment 
of rates and charges by shippers so as to have an easy way for 
making interline settlements. The Commission, however, said 
that might not be done, since the water lines were now subject 
to regulation. Of course, the regulating body did not use as 
blunt language as that. But what it said meant just that. The 
water lines must negotiate settlement of the proceeds of inter- 
line enterprises on the basis of their being common carriers, 
subject to the same sort of regulation that controls settlements 
between common carrier railroads. If the rates are joint and 
no agreement can be reached, the carriers can appeal to the 
Commission for a settlement of their differences. In other 
words, the water lines are as much a part of the national trans- 
portation system as the railroads and motor carriers. They 


may not deal about money matters on the basis of carrier and 
shipper. 


a spoilsman who throws out of office every 


Spoilsmen man whose patron or sponsor loses at the pre- 

ceding election. But that, like many another 
Not Wholly rule, has exceptions. The fact that there is an 
Heartless exception is shown by the tenure of office of 


William Tyler Page, author of “The Amer- 
ican’s Creed,” and that of Joseph J. Sinnott, 
doorkeeper of the House of Representatives, 
at the present time. The former has been a House employe 
for 61 years, and Sinnott for 55 years. 

These facts were brought out by the recent retirement of 
John O. Snyder, deputy sergeant-at-arms of the House, who 
became an employe eight years before any present member of 
the House was elected. House secretaries had a luncheon for 
him and members of the New York delegation made up a purse. 

When men make themselves useful to members they stand 
a chance of retaining their places after those responsible for 
their employment become election day casualties. Mr. Snyder 
served under ten speakers of the House while eight men were 
coming in and going out of the White House.—A. E. H. 





Railroad Earnings 


Class I railroads of the United States in the first five 
months of this year ended May 31, had an estimated net in- 
come, after interest and rentals, of $211,500,000, according to 
reports filed by the carriers with the Bureau of Railway 
Economics of the Association of American Railroads. 

For the corresponding period in 1941, net income of those 
roads, after interest and rentals was $119,435,615. 

Net railway operating income, before interest and rentals, 
of the Class I carriers in the first five months of 1942, one 
road estimated, amounted to $432,926,692, compared with $340,- 
467,042 in the same period in 1941, says the association, adding: 


In the twelve months ended May 31, 1942, the rate of return earned 
on property investment averaged 4.14 per cent, compared with a rate 
of return of 3.13 per cent for the twelve months ended May 31, 1941. 

Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies, and cash. 
The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and taxes, 
but before interest, rentals, and other fixed charges are paid. 

This compilation as to earnings for the first five months of 1942 
is based on reports from all Class I railroads, representing a total of 
231,530 miles. 

Total operating revenues in the first five months of 1942 amounted 
to $2.657,010,291, compared with $1,969,286,695 in the same period in 
1941, or an increase of 34.9 per cent. Operating expenses in the five 
months of 1942, amounted to $1,778,782,474, compared with $1,379,374,356 
in the corresponding period in 1941, or an increase of twenty-nine pcr 
cent. 

Class I railroads in the five months of 1942 paid $377,764.198 in 
taxes, compared with $195,798,249 in the same period in 1941. For the 
month of May alone, the tax bill of the Class I railroads amounted 
to $100,180,614, an increase of $53,870,596 or 116.3 per cent above May, 
1941, 

Twenty-one Class I! railroads failed to earn interest and rentals in 
the five months of 1942, »f which one was in the Eastern District, one 
in the Southern District, and eleven in the Western District. 

Class 1 railroads in May, 1942, had an estimated net income, after 
interest and rentals, of $63,600,000 compared with $43,137,083 in May, 
1941. Those same roads in May of this year had a net railway operat- 
ing income, before interest and rentals, of $109,628,364, compared with 
a net railway operating income of $88,104,433 in May, 1941. 

Operating revenues for the month of May totaled $601,001,598 com- 
pared with $442,285,876 in May, 1941, while operating expenses totaled 
$375.439,983 compared with $296,590,475 in the same month in 1941. 

Eastern District 


Class I railroads in the eastern district in the first five months of 
this year had an estimated net income, after interest and rentals, of 
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$94,800,000 compared with $85,149,149 in the same period last year. 

Those same roads in the first five months of 1942 had a net railway 
operating income, before interest and rentals, of $182,435,999, com- 
pared with $176,515,765 in the same period in 1941. 

Operating revenues of the Class I railroads in the eastern district 
in the five months of 1942 totaled $1,281,708,915, an increase of 29.4 per 
cent compared with the same period in 1941, while operating expenses 
totaled $870,755,337, an increase of 27.6 per cent above 1941. 

Class I railroads in the eastern district for the month of May 
alone had an estimated net income, after interest and rentals, of 
$29,100,000 compared with $28,657,930 in May, 1941. Net railway operat- 
ing income before interest and rentals, in May amounted to $46,881,957 
compared with $47,060,944 in May, 1941. 

Southern District 

Class I railroads in the southern district in the first five months 
of this year had an estimated net income, after interest and rentals, 
of $45,300,000 compared with $27,549,558 in the same period last year. 

Those same roads in the five months of 1942 had a net railway 
operating income, before interest and rentals of $73,623,497 compared 
with $55,787,366 in the same period of 1941. 

Operating revenues of the Class I railroads in the southern district 
in the five months of 1942 totaled $379,222,681, an increase of 39.5 per 
cent compared with the same period in 1941, while operating expenses 
totaled $240,277,248,-an increase of 30.8 per cent above 1941. 

Class I railroads in the southern district for the month of May 
alone had an estimated net income, after interest and rentals of $12,- 
400,000 compared with $5,642,009 in May, 1941. Net railway operating 
income, before interest and rentals, in May, amounted to $18,462,144 
compared with $11,572,705 in May, 1941. 


Western District 

Class I railroads in the western district in the first five months of 
this year had an estimated net income, after interest and rentals of 
$71,400,000, compared with $6,736,908 in the same period last year. 

Those same roads in the first five months of 1942 had a net rail- 
way operating income, before interest and rentals, of $176,867,196, com- 
pared with $108,163,911 in the same period in 1941. 

Operating revenues of the Class I railroads in the western district 
in the five months of 1942 totaled $996,078,695, an increase of 40.9 
per cent compared with the same period in 1941, while operating ex- 
penses totaled $667,749,889, an increase of 30.1 per cent above 1941. 

Class I railroads in the western district for the month of May 
alone had an estimated net income, after interest and rentals, of 
$22,100,000 compared with $8,837,144 in May, 1941. Net railway operat- 
ing income, before interest and rentals, in May amounted to $44,284,263 
compared with $29,470,784 in May, 1941. 


AITCHISON MADE CHAIRMAN 


Without doing anything with the question as to whether the 
term of its chairman should be one or three years, the Com- 
mission announced, June 29, that it had elected Commissioner 
Aitchison to be chairman for the period between June 30 and 
the end of the calendar year. Choosing of a chairman was made 
necessary by the fact that the term of Commissioner Eastman 
as chairman expired with June 30. Ever since his appointment 
as director of the Office of Defense Transportation he had been 
on leave from his duties as commissioner and chairman and 
Commissioner Aitchison had been serving as acting chairman. 

One commissioner said that in making the change the Com- 
mission was giving recognition to the fact that Mr. Eastman 
could not perform the duties of the two offices, as indicated by 
its having given Mr. Eastman leave of absence so he could act 
as head of O. D. T. It was said the commissioners in consider- 
ing the matter gave no consideration to the question as to the 
length of the term, leaving that matter for thought until it was 
necessary to think what should be done near the end of Chair- 
man Aitchison’s six months term. ; 

Commissioner Aitchison’s term as commissioner will expire 
with 1942 as well as his term as chairman. He has been in 
office since October 5, 1917, having been appointed to fill an 
original vacancy when the number of commissioners was in- 
creased from seven to nine, President Wilson making the 
original appointment. Reappointments were made by Presi- 
dents Harding, Coolidge and Roosevelt. Next October he will 
have served twenty-five years. The Commission’s announce- 
ment of the election called attention to the fact that no member 
now serving on any regulatory body had served so long a period 
as he had been a member of the Commission. He served a one 
year term as chairman beginning March 17, 1919, and for the 
calendar year 1925. Prior to becoming a member of the fed- 


eral regulatory body he was a member of the Oregon com- 
mission. 


LAND GRANT RATE REPEAL 


Passage of H. R. 6156, the Lea bill providing for repeal of 
land grant rates on military and naval traffic, was urged in 
a letter sent by Thomas E. Grady, of the Greater Miami (Fla.), 
Traffic Association, to Senators Pepper and Andrews, of Flor- 
ida, and Representative Cannon, of Florida. He transmitted 
the statement in support of the bill made by Charles R. Seal, 
chairman of the legislative committee of the National Indus- 
trial Traffic League, before the House committee on interstate 
and foreign commerce February 20. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





MeLain Coastwise Operations 


Because the applicant had not served Jacksonville, Fla., 
since more than a year prior to January 1, 1940, the “grand- 
father” date of part III of the interstate commerce act, and 
because it had assumed no legal obligation to serve Jackson- 
ville, the Commission, division 4, in a report in W-557, McLain 
Carolina Line, Inc., Common Carrier Application, denied the 
authority sought by the applicant to operate to and from that 
port but authorized it to operate as a common carrier by water 
in the transportation of commodities generally, by non-self- 
propelled barges, with the use of separate towing vessels, be- 
tween all ports and points on the Atlantic intracoastal water- 
way and connecting inland waterways from Trenton, N. J., to 
Savannah, Ga. 

Commissioner Porter, dissenting, in part, disagreed with 
the denial by the majority of authority to operate to and from 
Jacksonville. He said it was true that applicant appeared to 
have served that port only once, in December, 1938, but that 
the testimony and other evidence indicated that it had at all 
times regarded the entire waterway from Trenton to and in- 
cluding Jacksonville as within the scope of its operations. 
Certainly, he said, there was no more reason for excluding 
Jacksonville than there would be for excluding a number of 
ports or points intermediate to Trenton and Savannah that 
applicant had never served but that were embraced, neverthe- 
less, “as they should be,” within the scope of the authority 
granted. Commissioner Mahaffie, in a concurring expression, 
said the applicant did not have in effect on January 1, 1940, 
a tariff under which it assumed a legal obligation to serve 
Jacksonville if traffic was offered to it at that point, and that 
where there was neither service nor obligation to serve there 
was not valid basis for a certificate under the grandfather 
clause. 

As to that, Commissioner Porter said the question was 
not whether applicant on and since the grandfather date was 
under legal obligation to serve Jacksonville. The question 
was, he said, did the evidence of record warrant a fact finding 
that on and since that date applicant had clearly held itself out 
to the public as willing and able to serve this port. The record 
left no doubt on that score, he contended. 


Coastwise Water Service 


With Commissioner Miller dissenting in part, the Commis- 
sion, by division 4, in a report in W-491, Agwilines, Inc. (Clyde- 
Mallory Lines), common carrier application, has granted a 
certificate, effective July 27, authorizing continuance of opera- 
tion as a common carrier by self-propelled vessels in the trans- 
portation of passengers and commodities generally between 
Boston, Mass., New York, N. Y., Charleston, S. C., Jacksonville, 
Miami, Key West, and Tampa, Fla., and Houston, Tex. 

The Commission found that the applicant had been en- 
gaged in operation between the aforementioned points, includ- 
ing Galveston, Tex., but not Houston, on the “grandfather” 
date, January 1, 1940. and continuously since, except as to 
interruption beyond its control. Interruption beyond applicant’s 
control was caused by transfer of ships to the government. 
In May, 1940, according to the report, applicant’s principal 
Texas terminal was changed from Galveston to Houston, it 
having regarded those ports as a single port district. Those 
ports, in the administration of section 309 of part III of the 
interstate commerce act, the Commission said, ‘may not be 
considered as one port and, as the applicant voluntarily dis- 
contiued service to Galveston in May, 1940, it forfeited its rights 
under the so-called ‘grandfather’ clause of section 309(a).” 
However, it found public convenience and necessity to: permit 
operation to and from Houston. 

Applicant voluntarily discontinued service between the port 
of New Orleans and the Florida ports of Key West, Miami, and 
Jacksonville in the month of May, 1940, and the port of Browns- 
ville was first served in that same month, or over four months 
after January 1, 1940, according to the report. In the circum- 
stances, the Commission said, “it is concluded that the voluntary 
discontinuance of service during May, 1940, between the ports 
just mentioned, does not constitute interruptions of service over 
which the applicant had no control, as provided in the act, 
and that there was no bona fide operation by applicant to or 
from Brownsville on January 1, 1940.” 


Applicant’s claim to ‘grandfather’ rights between New 
Orleans and Florida ports and between New York and certain 
other ports was opposed by the Pan-Atlantic Steamship Cor- 
poration, Seatrain Lines, Inc., and the Southern Steamship 
Co., interveners. 


In his partial dissent, Commissioner Miller said: 


The report of the majority grants applicant ‘‘grandfather’’ au- 
thority to operate locally between any two or more of the ports speci- 
fied therein, despite the fact that there is no showing in the record 
that it has so operated between all such ports on and since January 1, 
1940, as required by section 309(a) of the interstate commerce act. 
In my opinion, the authority granted should be limited to operations 
between Boston, Mass., and New York, N. Y., on the one hand, and 
Charleston, S. C., Jacksonville, Miami, Key West, and Tampa, Fla., 
and Houston, Tex., on the other; Charleston and Miami, on the one 
hand, and Houston, on the other; and Jacksonville and Miami. 


Interchangeable Scrip Coupons 


New rules, regulations, and charges proposed by the Na- 
tional Bus Traffic Association, Inc., and All American Bus Lines, 
Inc., motor common carriers of passengers, applicable to the 
sale and use of interchangeable scrip coupon tickets between 
stations on the lines of the issuing carriers, have been found 
unreasonable, unjustly discriminatory, and unduly prejudicial 
by the Commission, division 3, in a report in I. and S. M-1791, 
Interchangeable Scrip Coupons. 

Schedules were filed by the association and All American 
to become effective September 3, 1941, and September 15, 1941, 
respectively, but were suspended until April 3, 1942, on the 
Commission, division 2, own motion. They were voluntarily 
postponed until July 2, 1942. The schedules have been ordered 
canceled on or before July 25 and the proceeding discontinued. 

The suspended tariff of the association provided, among 
other things, that the association be authorized (1) to sell for 
$450 each, scrip books containing coupons of different denomi- 
nations with a total face value of $500 or containing five 
coupons with a face value of $100 each and (2) to sell for $90 
each scrip book containing coupons of various denominations 
having a total face value of $100. Among other things, the 
report said the coupons were receivable at any time within one 
year from the date of sale in payment for local or interline 
transportation under one-way round-trip, excursion or any 
other published fares of carriers parties to the tariff in the 
absence of contrary provisions in the tariffs of such carriers. 
The proposed tariff of All American, among other things, pro- 
vided that scrip books issued by All American having a face 
value of not less than $100 containing coupons of various de- 
nominations, having a total face value of not less than $100 
be sold at 90 per cent of the face value. That provision, the 
report said, was indefinite, and under it, scrip books having a 
value of any amount in excess of $100 could be sold. Other 
provisions of the tariff, it added, were almost the same as those 
of the tariff of the association. It contained the same pro- 
visions with respect to the kinds of tickets for which the scrip 
might be exchanged. 

The association contended that all the objectionable fea- 
tures of former schedules that were condemned by division 2 
in Scrip Books, Exchange of Coupons, 28 M. C. C. 363, had been 
removed and that the proposed schedules should be found 
reasonable and otherwise lawful and approved. 

The Commission reviewed the experience of the rail car- 
riers in connection with the use of mileage and scrip books and 
cited its decision in Interchangeable Mileage Ticket Investiga- 
tion, 98 I. C. C. 298, wherein it found that the basic or standard 
rate of fare for one-way railroad tickets was and for the 
future would be a just and reasonable rate for interchangeable 
scrip coupon tickets and approved the issuance by the rail 
carriers of interchangeable scrip coupon tickets in denomina- 
tions of $15, $30 and $90, provided that the scrip would be 
interchangeable only for one-way tickets at the basic standard 
rate of fare. That finding, it said, had not been modified or 
reversed and the railroads “do not sell mileage or scrip coupon 
books at the present time.” The interstate commerce act, as 
amended, the Commission said, did not specifically require the 
rail or motor carriers to issue scrip, nor did it provide that 
scrip, if issued by motor carriers, should be treated differently 
than scrip issued by rail carriers. 

“To authorize the issuance of scrip coupon books, which 
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provide for a 10 per cent reduction in the basic one-way bus 
fares,’”’ the Commission said, ‘‘would further increase the spread 
in the rail and bus fares materially. . The rail carriers can 
not sell individual one-way tickets at ‘less than their applicable 
one-way standard fares. . . . In our opinion, the approval of the 
suspended schedules would not be in keeping with the national 
transportation policy of the act. 

‘the Commission said its finding in this proceeding was 
without prejudice to the issuance, for use in interstate com- 
merce, of interchangeable scrip coupon tickets in denomina- 
tions of $15, $30 and $90 to be sold at the standard rate of 
passenger fare for one-way trips. 


MOTOR FOR RAIL SERVICE PLAN 


In a move designed to enable the Rio Grande Motor Way, 
Inc., to provide motor vehicle service in substitution for less- 
carload rail service of the Denver & Rio Grande Western and 
the carrying out of O. D. T. General Order No. 1, requiring 
rail carriers to divert merchandise freight of less than a cer- 
tain minimum tonnage in one closed car to other carriers, in- 
cluding motor vehicle carriers, the Commission, division 4, by 
an order, has modified its supplemental report and certificate 
dated March 18, 1942, in Finance No. 9777, Denver & Rio 
Grande Western Railroad Co. Reconstruction Loan. In so do- 
ing, it acted on a petition filed by the trustees of the D. & R. 
G. W. 


In its supplemental report and certificate, the Commission 
approved the investment by the D. & R. G. W. of $11,000 of a 
dividend paid by the Denver-Colorado Springs-Pueblo Motor 
Way, Inc., in subscription and payment for 110 shares of the 
capital stock of the Rio Grande Motor Way, Inc., provided 
the certificate or certificates for the stock be pledged with the 
R. F. C. and held as part of the collateral for loans to the D. 
& R. G. W., and that the proceeds of the sale be applied to the 
purchase by the Rio Grande Motor Way of two 6-cylinder 
General Motors Co. Diesel tractors, at a cost of $13,376, f. 0. b. 
Denver. 

According to the petition of the trustees of the D. & R. G. 
W., the War Production Board refused to allow Rio Grande to 
purchase the tractors on the ground that the acquisition was 
not shown to be imperative to the war effort. 

The modification permits, in lieu of the acquisition of the 
two General Motors Co. tractors, the use of the proceeds of the 
sale of the stock of the Rio Grande Motor Way for the pur- 
pose of rebuilding one model 630 White truck and one model 
631 White truck-tractor and the purchase of one stainless steel 
semi-tractor, at a cost of approximately $12,860. 


Cc. & E. |l. ABANDONMENT 


The Commission, by division 4, in a report in Finance No. 
13666, Chicago & Eastern Illinois Railroad Co. Abandonment, 
has issued a certificate permitting abandonment by that road 
of its branch line extending from Momence to State Line Junc- 
tion, approximately 10.94 miles, in Kankakee county, Ill. Such 
permission is on condition that the branch, or any portion 
thereof, be sold at a price not less than its fair net salvage value 
to any responsible person, firm, or corporation offering, within 
30 days from the date of the certificate, to purchase it for 
continued operation. 

The principal opposition to the proposed abandonment, 
the report said, was by the Chicago, Attica & Southern Rail- 
road Co. It alleged that it would be adversely affected by the 
abandonment through the loss of its only connection with the 
applicant’s railroad. It hoped to acquire the branch but the 
C. & E. I. was unwilling to lease because of the “liabilities at- 
tached to the undertaking,” said the report, pointing out that 
the Attica was in receivership. The Commission said most of 
the business handled over the branch was bridge traffic, prac- 
tically all of which was delivered to the Attica. The branch, it 
said, was not necessary for the movement of such traffic be- 
cause it could be handled as economically over other lines of 
railroad. 

“However unfortunate the situation of the Attica may be, 
it is not within our province to intercede in the making of con- 
tracts between carriers,’ says the Commission. “The record 
affords no ground for belief that anything would be gained 
by delaying the proposed abandonment in order to give the 
Attica time to reach an agreement with a carrier unwilling to 
become a party thereto.” 





COTTON BELT REORGANIZATION 


In a report in Finance No. 11040, St. Louis Southwestern 
Railway Co. Reorganization, the Commission, by division 4, has 
approved maximum limits of allowances of compensation for 
services rendered or to be rendered, and for expenses incurred 
or to be incurred, in connection with the abandonment of the 
remaining line of railroad of the Stephenville North & South 
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Texas Railway Co., a subsidiary of the Cotton Belt, and th 
setting aside and distribution of special funds obtained there 
from, in proceedings for the reorganization of the Cotton Bel 
and its subsidiaries, as follows: 


For reasonable compensation of the president and directors of The 
Manhattan Company, mortgage trustee, the sums of $2,000 for services 
and $696.36 for disbursements to April 14, 1942. 

For reasonable compensation of Root, Clark, Buckner & Ballan 
tine, counsel for the said mortgage trustee, the sums of $1,000 for 
services and $114.80 for disbursements. 

For reasonable compensation of Edward Greensfelder, counsel for 
the Stephenville bondholders’ committee, the sum of $3,000 for serv: 
ices, and $223.50 for disbursements. 

For all actual disbursements incurred or to be incurred after April 
14, 1942, by the mortgage trustee in connection with said matters, not 
provided for in the foregoing items, a final maximum limit of $200, 
upon a showing of the specific items thereof to be presented to the 
court before reimbursement is made. 





L. & A. SECURITIES 


By an order in Finance No. 11530, Louisiana & Arkansas 
Railway Co. Proposed Securities, the Commission, by division 
4, has dismissed the application filed by that road for authority 
to issue not exceeding 29,724 shares of its preferred stock 4 
per cent series, of the par value of $1,486,200, and not exceed- 
ing $5,944,800 of its first morégage bonds, series B, in connec- 
tion with a proposal to acquire the properties of the Rock Is- 
land, Arkansas & Louisiana Railroad Co. In a letter to A. L. 
Burford, general counsel of the L. & A., Director Sweet, of 
the Commission’s Bureau of Finance, asked what objection 
there was, if any, to entering an order dismissing the applica- 
tion, ‘‘in view of the fact that the R. I. A. L. properties, un- 
der the modified plan of reorganization, are to be included in 
the reorganized Rock Island system.” In reply, Mr. Burford 
said there was no objection and requested withdrawal of the 
application. 


SHORT LINE RAILROAD CLAIMS 


In a report in Finance No. 5233, Deficit Status of Mount 
Hope Mineral Railroad Co., the Commission, by division 4, has 
found that carrier not entitled to benefit under section 204 of 
the transportation act, 1920, as amended January 7, 1941, and 
has dismissed its claim for reimbursement in the amount of 
$27,845.06. The carrier’s line of railroad was under federal 
control from January 1, 1918, to June 24, 1918, inclusive, and 
privately operated from June 25, 1918, to February 29, 1920, 
inclusive. Its claim covered the 26-month period ending Feb- 
ruary 29, 1920. In a prior report, 105 I. C. C. 269, the Commis- 
sion dismissed the carrier’s claim on finding it to have earned 
a net railway operating income of $7,351.94 in the period of 
private operation. The claim was reopened for further con- 
sideration pursuant to amended section 204. 


RED CAP ORDER 


The Commission, by division 2, in No. 28842, Dayton Union 
Railway Co., Tariff for Red Cap Service, has modified its or- 
der of June 10 requiring the Dayton Union to show cause, on 
or before July 1, so as to make it effective July 31. The show 
cause order was as to why the Commission should not enter 
a formal order requiring the respondent to publish and file 
a return covering its charges for the service rendered by its red 
cap porters, so far as it related to interstate or foreign com- 
merce. The order related to service performed at the pas- 
senger station at Dayton, O. 


TAMPA NORTHERN REORGANIZATION FEES 


By an order in Finance No. 13500, Tampa Northern Rail- 
road Co. Reorganization, the Commission, by division 4, has 
approved the sums of $4,000 and $5,000 to be paid George G. 
Thomas, as trustee of the debtor, and Dozier A. Devane, as 
counsel for the trustee, respectively, annually, beginning May 
7, 1942, as maximum compensation in connection with the re- 
organization proceeding. 


Interlocking Directorships 


The Commission has denied applications of Robert E. 
Smith, of New York, N. Y., and Harry W. Harrison, of Phil- 
adelphia and St. David, Pa., for authority to hold positions as 
directors of the New York, New Haven & Hartford Railroad Co., 
while continuing to hold positions as directors of other rail- 
roads. Such action was taken by division 4 in reports in Finance 
No. 13680, Interlocking Directorate Application of Robert E. 
Smith, and Finance No. 13251, Sub. 1, Interlocking Directorate 
Application of Harry W. Harrison. 

Smith sought authority to hold the position of director 
of the New Haven in addition to the position of director of the 
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Chicago & North Western Railway Co., while Harrison sought 
authority to hold the position of director of the New Haven 
while continuing to hold the position of director of the Chicago 
& North Western Railway Co., and of the North Pennsylvania 
Railroad Co. 

The Commission said it was unable to find that neither 
public nor private interests would be adversely affected by the 
holding by Smith and Harrison of the positions of directors of 
the New Haven while continuing to hold like positions with the 
other roads mentioned. 

The properties of both the North Western and the New 
Haven, the reports pointed out, were in the process of reor- 
ganization under section 77 of the bankruptcy act. Smith is a 
technical advisor to preferred and common stockholders’ com- 
mittees of each company as well as chairman and director of 
the National Conference of Investors, a non-profit Delaware 
corporation formed for the purpose of protecting life insurance 
savings. Harrison is chairman of the protective committee for 
the preferred stock of the North Western and the New Haven; 
also director of the Wilson Line, Inc., and the Lebanon Steel & 
Iron Co., the latter now in the process of liquidation. Both 
Smith and Harrison were elected as directors of the New Haven 
for one-year terms beginning April 15, 1942. Smith was elected 
director of the North Western at a stockholders’ meeting of that 
company in April, 1940, for a one-year term, and was elected 
in April, 1941, for a 3-year term. Harrison was elected a direc- 
tor of the North Western on April 8, 1941. He has been a 
director of the North Pennsylvania for approximately 11 years. 


Smith, the report as to him said, stated that so far as he 
knew there was no financial, operating, or other relationship 
between the North Western and the New Haven and that the 
respective operating territories of the two carriers were ap- 
proximately 1,000 miles apart. He asserted, it said, that his 
selection as director of each company was dictated by the need 
for harmonious relations among the various stockholders, to the 
end that stockholders having no creditor interest might be 
satisfied that their rights were not jeopardized by a board of 
directors, some of whom also were directors or officers of 
corporations which were large creditors of the debtor, and who 
might in reorganization proceedings influence the debtor in a 
manner detrimental to the stockholders. He stated that his 
selection, with that of certain others, to the board of directors 
of the respective companies was the solution agreed on by the 
stockholders to create harmony among the opposing interests 
involved, and that that end had accomplished. He urged, said 
the report, that his serving as director of the two companies 
did not and could not adversely affect public or private interests, 
but on the contrary that if the application was denied it would 
tend to destroy the mutual trust and good will that now pre- 
vailed among the New Haven stockholders. The reasons ad- 
vanced by Harrison for being permitted to serve as director of 
two major railroad systems, the Commission said in its report 
as to Harrison, were the same as considered in Smith’s case, 
“and what was said there is equally applicable here. All the 


circumstances surrounding the two applications are substantially 
the same.” 


In disposing of the Smith and Harrison applications, the 
Commission said it was governed by the decisions in In Re 
Rand, 175 I. C. C. 587, In Re Astor, 193 I. C. C. 528, and In Re 
Coverdale, decided June 1, 1942. In the first two cited cases the 
Commission denied applications to serve as director of systems 
in widely separated sections of the country, pointing out that 
the presence or absence of competition between the respective 
systems was not of controlling importance and that the public 
interest would be served in greatest measure if complete inde- 
pendence and impartiality could be obtained and maintained 
between systems generally, although directly serving different 
territories. Smith, the report said, argued that these two cases 
were not controlling in this instance because the railroads there 
involved were not in bankruptcy. He asserted, it said, that 
the duties and responsibilities of a director of a railroad in 
bankruptcy were fundamentally different from those of a 
director of a solvent company and were primarily in connection 
with duties imposed on the debtor by Section 77 of the bank- 
ruptcy act, inasmuch as substantially all other affairs of the 
bankrupt carrier were transferred to the trustee who was an 
officer of the court. He relied on the action taken in In Re 
Atherton, Finance No. 11670, decided July 12, 1932. 


In the Coverdale case (see Traffic World, June 27, p. 
1646), the Commission denied the application of Coverdale to 
serve as director of the Gulf, Mobile & Ohio while continuing 
to hold positions as director, or officer and director, of the Sea- 
board Air Line and the Georgia & Florida, both of which are 


“A receivership, and certain minor carriers, said the report 
adding: 


, It found that, although the applicant’s connection with the Seaboard 
Air Line would cease upon reorganization of that company and his con- 
nection with the Georgia & Florida would end with the termination of 
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its receivership, and although he had no direct voice in the manage- 
ment of the properties of either concern, there nevertheless was the 
possibility of the exertion of personal influence in the affairs of the 
companies because of the positions he held with them. It thus appears 
that the Commission found no ground for distinguishing between rail- 
roads that are in receivership and those that are not. In the adminis- 
tration of the provision of section 20a (12) of the act there is no ground 
for distinguishing between railroads in receivership and those in process 
of reorganization under section 77 of the bankruptcy act. 


Commissioners Mahaffie and Miller said they concurred 
only because, voting as members of a division, they felt bound 
by the decision of the entire Commission in the Coverdale case. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt apovlication to the Commission.) 


Petroleum 

*Fourth section application No. 19194, Petroleum and 
Products to Southwest Virginia. By division 2. Authority 
granted by F. S. O. 14677, on conditions, to establish and main- 
tain rates on petroleum and petroleum products from Hope- 
well, Norfolk, and Richmond, Va., over interstate routes, to 
Appalachia, Big Stone Gap, Dante, Gate City, Pennington, and 
St. Charles, Va., without observing the long-and-short-haul 
part of the fourth section. Temporary relief was given by 
F. S. O. 14352. 


Commodities 


Fourth section application No. 19336, Wharfage—Balti- 
more Steam Packet Co. By division 2. Authority granted by 
F. S. O. 4680, on conditions, to continue, establish and to main- 
tain carload and less-carload rates on commodities moving 
over water routes between Baltimore, Md., and West Point, 
Va., and certain other York River landings, without observing 
the long-and-short-haul part of the fourth section. Temporary 
relief was given by F. S. O. 14441. 


Plumbers’ Goods 


No. 28743, Rundle Manufacturing Co. vs. C. & N. W. et al. 
By division 3. Dismissed. Rates, plumbers’ goods and fittings, 
shipped between June 20, 1935, and April 1, 1936, from Mil- 
waukee, Wis., to Camden, Fish House, Pavonia and Port New- 
ark, N. J., Philadelphia, Pa., and Boston, Mass., not shown to 
have been unreasonable. 


Agricultural Implements 


*I. and S. No. M-1928, Agricultural Implements between 
Rockford, Ill., and Memphis, Tenn. By division 3. Proposed 
reduced commodity rate of 60 cents, minimum 18,000 pounds, 
to alternate with present rate of 70 cents, minimum 12,000 
pounds, on agricultural implements between Rockford and 
Memphis, ordered canceled on or before Aug. 20, 1942, 
because of failure of respondent, Floyd E. Stump, a motor 
common carrier, to show that such rate was just and rea- 
sonable. Proceeding discontinued. 


Commission Water Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


W-35, United States Lighterage Corporation, New York, 
N. Y., contract carrier application. By division 4. Permit 
granted, effective July 31, as to continuance of operation as 
a contract carrier by non-self-propelled vessels with the use 
of separate towing vessels in the transportation of lumber 
and piling between the port of New York, N. Y., on the one 
hand, and points in Connecticut and those in New York on 
the Hudson River, and on Long Island Sound, on the other. 
Applicant was found to have been engaged in such operation 
on January 1, 1940, the “grandfather” date, and continuously 
since. In all other respects, the application has been denied. 

*W-432, Longview Tugboat Co., common and contract car- 
rier application. By division 4. Certificate granted, effective 
July 29, as to continuance of operation as a common carrier 
by towing vessels in the performance of general towage be- 
tween points on the Columbia River and its tributaries in 
Oregon and Washington. Application for a permit denied. 

*W-413, Wilbur J. Smith, common and contract carrier ap- 
plication. By division 4. Certificate granted, effective July 
29, as to continuance of operation as a common carrier by tow- 
ing vessels, in the performance of general towage, between 
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points in Oregon and Washington on the Columbia River and 
its tributaries. Application for a permit denied. 

W-687, Wright Bros., Inc,, Bridgeport, N. J., common 
carrier application. By division 4. Certificate granted, effec- 
tive August 2, as to continuance of operation as a common Car- 
rier by self-propelled vessels in the transportation of commodi- 
ties generally between ports and points along the Delaware 
River, the Delaware and Chesapeake Bays and their tributary 
waters, and the inland and coastal waterways of Virginia and 
North Carolina north of and including Albemarle Sound and 
its tributary waters. Applicant was found to have been en- 
gaged in such operation on January 1, 1940, and continuously 
since. In all other respects, the application has been denied. 

The Commission, by division 4, by orders, has dismissed 
W-213, Lawrence Transportation Co., contract carrier applica- 
tion, for a permit to continue operation as a contract carrier 
of commodities generally between ports and points in Illinois, 
and W-519, Hoikka Brothers, common carrier application, for 
a certificate to continue operations as a common carrier of 
passengers and commodities generally between points in Wash- 
ington and Oregon. 

Effective from and after August 3, 1942, the Commission, 
by division 4, in W-449, Thomas S. Seely, common carrier ap- 
plication, has granted a certificate to Seely, dba Seely Trans- 
portation Line, authorizing the continuance of operations as a 
common carrier by non-self-propelled vessels with use of sep- 
arate towing vessels in the transportation of commodities 
generally between the ports of New Orleans and New Iberia, 
La., by way of the Gulf Intracoastal Waterways, from New 
Orleans to its confluence with Bayou Teche, thence by way 
of Bayou Teche to New Iberia, with service at all intermediate 
points and at all off-route points on Bayou LaFourche between 
the waterway and Tailleu, La., inclusive. It found public 
convenience and necessity required the operation. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 1220, Sub. 1, Joseph Femminella, New York, N. Y., ex- 
tension. Permit granted. Cable, wire, reels, conduits and lead, 
New Brunswick, N. J., to points in the New York, N. Y., com- 
mercial zone. 

*MC 49639, Sub. 1, Earl Davis, Murdock, III., extension. 
On reconsideration, findings in prior report amended so as to 
authorize operation as a common carrier of live stock from 
Murdock, Ill., and vicinity to Indianapolis, Ind. 

*MC 1727, Sub. 1, Matthew Leo McKeone, Omaha, Neb., 
extension. Certificate granted. Inedible tallow and _ hides, 
Harlan and Oakland, Ia., and points within 5 miles thereof, 
to Chicago, Ill., and empty containers in the opposite direction. 

*MC 7315, M. P. Lipe, Hickory, N. C., common carrier. 
Certificate granted. Continuance of operation, specified com- 
modities, to and from points in N. C., N. J., N. Y., Del., Pa., 
S. C., and Va. 

*MC 16968, Sub 1, Fred Horning, Toledo, Ore., common 
carrier. Certificate granted. General commodities, with ex- 
ceptions, between points in Lincoln county, Ore. 

MC 19936, R. D. Fowler Motor Lines, Inc., common carrier. 
On reconsideration, findings in prior report, 24 M. C. C. 179, 
denying applicant applicant authority to operate as a common 
carrier of property, affirmed. Applicant, as successor in interest 
to Floyd Bailey, dba Bailey Motor Transportation Co., found to 
have failed to establish the right to a certificate as a common 
carrier of any commodities between points in N. C., S. C., Va., 
W. Va., Md., Del., Pa., N. J.. and D. C., and designated points 
in N. Y., under the “grandfather” clause, because of an inter- 
ruption of service by applicant’s predecessor. 

*MC 29624, Sub. 1, Textile Truckers, Inc., Mount Airy, 
N. C., extension. Certificate denied. Rayon yarn, and rayon 
fiber, points in Va., W. Va., Md., Pa., and Tenn., to points in 
Va., N. C., and S. C., and empty containers on return trips. 

*MC29854, Sub. 2, Hudson Bus Transportation Co., Inc., 
Jersey City, N. J., special service. Certificate granted. Pas- 
sengers, in special operations on round-trip sightseeing or 
pleasure tours, beginning and ending in Jersey City, N. J., with 
no pick-up or discharge of passengers at any point other than 
Jersey City, and extending to Bear Mountain and West Point, 


*MC 52054, Sub. 2, S & C Transport Co., Inc., Hutchinson, 
Kan., extension. Certificate granted. Paper and paper prod- 
ucts, Hutchinson, Kan., to Kansas City and St. Joseph, Mo., 
and points in Neb., and waste paper in the reverse direction; and 
salt, in bulk, from Lyons, Kan., to St. Joseph. 

*MC 61834, Wright S. Craghead, Boulder, Colo., common 
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carrier. Certificate granted. Continuance of operation, house 
hold goods, between points in Boulder county, Colo., on the 
one hand, and points in IIl., Ia., Kan., Mo., Neb., N. M., Okla., 
Tex., and Wyo., on the other. 

*MC 69624, Raffo & Sons, Inc., Vineland, N. J., common 

carrier. Certificate granted. Continuance of operation, speci- 
fied commodities, from or to points in Conn., Del., Md., Mass.| 
N. d., BM. ¥., Pa, BR. L, Va., and D.C. 
*MC 75527, Milton L. Lahn, Bridgeton, N. J., common car- 
rier. On reconsideration, finding in prior report, 29 M. C. C. 
816, modified in part, and certificate granted as to general com- 
modities, with exceptions, between points in N. J., on the one 
hand, and points in the New York, N. Y., commercial zone, 
Philadelphia, Pa., Wilmington, Del., and Baltimore, Md., on the 
other, and between Baltimore and the New York commercial 
zone, serving Philadelphia and Wilmington as intermediate 
points, and glassware from points in Cumberland county to 
Tuckahoe, N. Y., and Relay, Md. 

*MC 77410, Sub. 2, T. M. Shackelford, extension. On recon- 
sideration, prior report and order, decided Nov. 15, 1941, 
amended to authorize operation as a common carrier of ore and 
concentrates from Boise, Ida., to Midvale, Murray, and Tooele, 
Utah, and coal from Salt Lake City, Utah, to Boise. 

*MC 86692, Sub. 1, Phillips Transport Co., Inc., Cambridge, 
Md., extension. On reconsideration, findings in prior report 
and order, decided April 16, 1942, amended by broadening the 
contract carrier authority granted for the transportation of pea 
viners. The authority is broadened to include points in an area 
embracing the Del-Mar-Va Peninsula, and that part of Penn- 
sylvania on and east of U. S. highway 15 and south of U. S. 
highway 22. 

*MC 102059, David Cohen, Port Chester, N. Y., common 
carrier. Certificate denied. Liquid sugar, in tank trucks, be- 
tween points in N. Y., Conn., and R. I. 

*MC 102699, Hilton Withers and William Wallace Withers, 
Boyd, Ky., common carrier. Certificate granted. Live stock 
from specified points in Ky., to Cincinnati, O., and general com- 
modities, with exceptions, from Cincinnati to Boyd, Ky., and 
points within 6 miles thereof other than Berry, Ky. 

*MC 102702, Gordon B. Frey, Baltimore, Md., common 
carrier. Certificate granted. Specified commodities between 
points in Del., Md., Mass., N. H., N. J., N. Y., Pa., R. 1, Va., 
W. Va., and D. C. 

*MC 102756, Edmund Earl Homer, Salt Lake City, Utah, 
common carrier. Certificate granted. Coal, from rail heads 
in Utah, Ida., and Nev., to all off-railroad points in Utah, Ida., 
and Nev. 

MC 5712, Lillie Margaret Bondurant, Mount Airy, N. C., 
common carrier, embracing MC 29624, Textile Truckers, Inc., 
common carrier. Certificates granted as to continuance of 
operation in MC 5712, specified commodities, from and _ to 
points in Md., Pa., O., S. C., and N. C., and continuance of 
operation in MC 29624, rayon, specified points in Pa., Md., Va., 
Tenn., and W. Va., to specified points in N. C. 

MC 57891, Sub. 1, Ex Glen Whitney, Fort Pierre, S. D., ap- 
plication for exemption. Certificate of exemption granted. 
Applicant’s operations, in interstate or foreign commerce, solely 
within South Dakota, found to be of such nature, character, or 
quantity that exemption thereof from regulations under part II 
of the interstate commerce act would not substantially affect 
or impair uniform regulation by the Commission of transporta- 
tion by motor carriers engaged in interstate or foreign com- 
merce in effectuating the national transportation policy. 

_ MC 9126, Sub. 1, Ex Sam E. Gully, Lauderdale, Miss., ap- 
plication for exemption. Application for certificate of exemp- 
tion under section 204(a)(4a) of the act denied. Applicant’s 
operations, in interstate or foreign commerce, solely within 
Mississippi, found not of such nature, character, or quantity as 
not substantially to affect or impair uniform regulation by the 
Commission of transportation by motor carriers engaged in 
interstate of foreign commerce in effectuating the national 
transportation policy. Commissioner Lee dissented, saying he 
would issue a certificate. 

*MC 50544, Sub. 19, Texas & Pacific Motor Transport Co., 
Dallas, Tex., extension. Certificate granted, on conditions. Gen- 
eral commodities, in coordinated motor-rail service, to and 
from Aledo, Brazos, Santo, Gordon, and Mingus, Tex., as off- 
route points in connection with applicant’s presently author- 
ized regular route operations. 

*MC 103292, Sub. 1, John Vanderpol and Gus Vanderpol, 
Oak Harbor, Wash., common carrier. Certificate granted. Gen- 
eral commodities, with exceptions, between Mount Vernon, 
Wash., and points in Skagit county, Wash., west of U. S. high- 
way 99, on the one hand, and points on Whidby Island, Wash., 
on the other. 

*MC 4405, Sub. 5, Dealer’s Transport Co., Chicago, Ill., 
extension, embracing MC 30837, Sub. 3, Kenosha Auto Trans- 
port Corporation, Springfield, O., extension. Certificates granted 
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as to busses, restricted to initial movements, in driveaway 
service, from Lima and Piqua, O., to all points in the U. S., 
returning to Lima with damaged or rejected busses, in MC 
4405, Sub. 5, and busses, restricted to initial movements, in 
driveaway service, from Lima to all points in the U. S., 
returning to Lima with damaged or rejected busses, in MC 
30837, Sub. 3. 


Class Rate Investigation 


Continuing opposition to delay of any sort in the handling 
of No. 28300, Class Rate Investigation, 1939, and cases joined 
with it (see Traffic World, June 27, p. 1653), the Southern 
Governors Freight Rate Conference asks the Commission to 
proceed with the hearing now set for Indianapolis for Septem- 
ber 22. Noting that the Commission has heretofore overruled 
many petitions for postponement, the conference makes the 
point that no new grounds are offered, but that there is a 
reiteration of the claims that conditions are abnormal and 
that, because of the existence of a state of emergency, the 
parties do not have the time to devote to such a proceeding. 

At the time the Commission assigned these cases for hear- 
ing, the governors’ conference said it knew that conditions were 
abnormal and that the country was at war and, also, that the 
congressional directicn requiring an investigation had not been 
repealed, although Congress had been in continuous session 
throughout the emergency. 

As to the petition of the National Industrial Traffic League 
for postponement, the governors observed that all the signers 
of the League’s petition were located in “the territory which 
is the beneficiary of the present maladjustment of rates.” No 
weight, they added, should be given to the petition of an organ- 
ization, which admitted it did not intend to take any part in 
the proceeding. 

According to the governors, immediately on the termina- 
tion of the war there will be a greater need than ever, for a fair 
adjustment of rates cn manufactured articles because many 
plants have been built in the war period. They said, the gov- 
ernors, would need a readjustment of rates to enable some of 
them to survive. The governors cited a synthetic rubber plant 
at Baton Rouge, La. They said it could not possibly survive 
under the present rate structure because its rates were on 
the basis of 50 per cent of first class while its competitors were 
on the basis of 36 per cent. They said that that example could 
be multiplied by the hundreds. 

A steering committee representing the southwest embraced 
in Louisiana, Arkansas, Oklahoma and Texas, also opposing 
postponement, submits there will be a great post-war loss to 
the tax payers of the country if a non-discriminatory and rea- 
sonable class rate structure is not available so that the south- 
western war industry may be converted to the manufacture of 
commodities to be consumed in all the territory herein in- 
volved. 

The Nashville Freight Bureau, opposing postponement, 
suggested the officers and counsel of the National Industrial 
Traffic League were not truthful when they said “officers of 
and counsel for the League greatly doubt whether there is any 
substantial public demand from any quarter that these investi- 
gations shall proceed at this time, along conventional lines, 
and with the further hearings now scheduled.” 

The Commission knew, said the bureau, there was a de- 
mand from the governors, rail and public utilities commissions, 
and a large majority of the shipping public of the southern, 
southwestern and western states that these investigations 
should proceed “and the officers and counsel for the National 
Industrial Traffic League know full well that there is such a 
public demand. The bureau added it was true that a majority 
of the membership of the League was located in official classi- 
fication territory and now enjoyed the lowest class rates in 
the United States, “and naturally there is no demand from the 
public located in the favored territory that these investigations 
shall proceed.” 


SUGAR STORAGE IN THE EAST 

At the suggestion of the Office of Price Administration, east- 
ern trunk line railroads have asked the Commission for au- 
thority to publish tariffs, effective on one day’s notice, providing 
for the storage of sugar, in transit, on eastbound shipments into 
trunk line and New England territories, at a charge of 3% cents 
a hundred pounds, with a minimum of $6.93 a car. The storage 
proposed is for not exceeding twelve months. The O. P. A. 
asked for the establishment of the privilege so as to have the 
sugar near the eastern ration area. 

The sugar companies approved the idea in general but they 
telegraphed objections to the charge for the transit privilege. 
They pointed out that, generally speaking, the railroads here- 
tofore had not imposed any charge for stopping sugar in transit. 
On account of those objections the request was held up pending 
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the furnishing of more information by the O. P. A. and the 

railroads. It was pointed out by the Commission that it could 

not require the railroads to furnish the service of setting out a 

car for storage without charge and that if the carriers desired | 
to furnish it without charge they might amend their request to 

make the tariffs effective on less than statutory notice. 





TEXAS RATE INCREASES 


The Commission, in No. 28846, Increase in Texas Rates, 
Fares, and Charges, on petition of railroads operating in Texas, 
has instituted a thirteenth section proceeding as to the rates and 
fares resulting from the refusal of the railroad commission of 
that state to permit increases on intrastate commerce equal to 
those authorized on interstate commerce in Ex Parte 148. The 
proceeding has been set for Hearing at Austin, Tex., August 5, 
before Commissioner Alldredge. 


Rock Island Motor Purchases 


The Rock Island Motor Transit Co., of Chicago, a wholly- 
owned subsidiary of the Chicago, Rock Island & Pacific Railway 
Co., has asked the Commission to authorize purchase by it of 
operating rights and equipment of the Spears Ship-By-Truck 
Co., of Sedalia, Mo., and of the Mohawk Freight Lines, of 
Kansas City, Mo. 

By an application in MC F-1897, it is proposed to purchase 
for $17,500 in cash motor carrier routes of the Spears company 
generally between St. Louis, Mo., and Kansas City, Mo., via 
Sedalia, Mo., including all the latter’s interstate and intrastate 
operating rights as a common carrier in Missouri, Kansas, 
Illinois and Iowa, together with equipment. In MC F-1898, it is 
proposed to purchase for $15,000 in cash motor carrier routes of 
Mohawk within Kansas, generally from Topeka to Hutchinson, 
via Manhattan, Abilene and Salina, also between Wichita and 
Hutchinson and from Kansas City, Mo., to Wichita, Kan., via 
Hutchinson, including a segment between McPherson and 
Eldorado via Newton and Whitewater, together with equipment. 

The Rock Island Transit Co. said it did not at present have 
any operating rights between St. Louis, Mo., and Kansas City, 
Mo., between which two points the Rock Island Railway had 
a main line, and pointed out that the Arkansas Valley Railway 
Co. had pending an application to abandon its rail service be- 
tween Wichita and Hutchinson, Kan. 

“The proposed service will enable applicant’s senior affiliate 
more fully to comply with the purpose and intent of General 
Order No. 1 of the director of Defense Transportation, which 
was issued on March 23, 1942, which contemplates that all 
carriers by railroad shall heavily load railway cars and elimi- 
nate lightly loaded cars handling less than carload freight, all 
to the purpose of releasing rail equipment for use in the war 
effort,” says the transit company. “The proposed serv- 
ice will also permit the applicant and its senior affiliate to 
operate in coordinated and substituted service to supply the 
normal civilian requirements of the territories served.” 


Motor-Forwarder Proportionals 


Because part IV of the interstate commerce act, pertaining 
to forwarders, authorizes proportional rates, the Commission 
has wiped off its books proceedings in which it was inquiring 
into the lawfulness of motor carrier proportional rates. It has 
discontinued No. 28496, Proportional Rates of Common Carriers 
and Minimum Charges of Contract Carriers; I. and S. M-1083, 
Contract Charges on Forwarder Shipments; and I. and S. 
M-1084, Proportional Rates on Various Commodities. 

The Commission’s orders in these cases contained, as parts 
thereof, declarations warning those interested against con- 
struing them as a finding by it as to the lawfulness of any 
of the rates or charges under consideration, or as an approval of 
such rates or charges, or any of them. Continuing, it said: 


The Commission hereby expresses the view that during the adjust- 
ment period referred to in section 409 (a) of part IV of the act, it will 
be improper for motor common carriers to maintain proportional rates 
which are really assembling or distribution rates applicable to trans- 
portation constituting part of a through movement to which joint for- 
warder-motor rates are concurrently applicable, and that such ‘‘pro- 
portionals’’ or assembling or distribution rates should promptly be 
canceled or restricted so as not to apply to transportation as described, 
and thus avoid having two sets of rates governing transactions. 

The Commission also directs the attention of freight forwarders and 
motor contract carriers to section 418 of Part IV, which prohibits the 
use by the forwarders of the instrumentalities or services of contract 
carriers except for the performance of transfer, collection, or delivery 
services within terminal areas, under penalties provided by section 421 
of Part IV, with the admonition that contract carrier schedules con- 
taining charges which may be applied to forwarder traffic of the kind 
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indicated should premptly be canceled or restricted so as not to have 
such application. 


The Commission has also discontinued I. and S. No. 4793, 
Proportional L. C. L. Rates in Southwest. As to it, the Com- 
mission said that that action was not to be construed as a find- 
ing by it as to the lawfulness of any of the rates and charges. 
The Commission, however, did not attach to its order in that 
case the declarations in the other discontinued cases concerning 
the forwarder act. 


COMMISSION ORDERS 

MC 91739 Sub. No. 2, Harry N. Marsh, extension, forest products. 
Certificate amended so as to authorize only transportation of forest 
products and lumber over irregular routes between points in Coos 
County, N. H., on one hand, and on the other, points in Essex, Cale- 
donia and Orleans counties, Vt., and report and order of January 2, 
1941, 27 M.C.C, 849, modified accordingly by excluding logging-camp 
supplies from authority so granted. 

No. 28428, Toledo Board of Trade vs. B. & O. et al. 
complainant for reconsideration and reargument denied. 

1. & S. No. 4815, wrought pipe to the southwest. Order of April 
13 modified to become effective October 7 instead of August 7. 

No. 28593, Magnet Cove Barium Corporation vs. Alton et al. Order 
of April 30 modified to become effective August 7 on not less than 20 
days’ notice instead of 30 days’ notice. 

1. & S. No. 5036, fertilizers, south to Arkansas. Order of April 29 
modified to become effective August 1 instead of July 1. 

MC 40428, John J. Cross, contract carrier application. Reopened 
for further hearing solely with respect to right of applicant to continue 
operation as a common carrier of glass containers, malt beverages and 
empty malt beverage containers between New York, N. Y., on one 
hand, and, on the other, all points in Passaic, Bergen, Hudson, Essex, 
Morris, Union, Somerset, Middlesex, Monmouth and Mercer counties, 
N. J., over irregular routes. Order of April 6 vacated only in so far 
as it denies authority to continue operations described above. 

Finance No. 12131, Boston & Providence reorganization. Petition 
of Webster & Atlas National Bank of Boston, trustee under Boston 
Terminal Co. first mortgage, for reconsideration of its petition for 
further hearings for introduction of supplementary evidence denied. 

Finance No. 11530, Louisiana & Arkansas proposed securities. Ap- 
plication dismissed on request of applicant. 

MC C-331, canned goods, Kansas and Missouri to California and 
New Mexico points. Proceeding discontinued. 


Petition of 


PETITIONS FOR REHEARING, ETC. 

No. 28635, R. E. Schanzer, Inc., vs. A. G. S. et al. Complainant 
asks Commission to reopen proceedings, to vacate order and to recon- 
sider case on the record. 

No. 28622 (formerly Maritime Commission No. 514), intercoastal 
rate structure. Harry S. Brown, in behalf of carriers for which he 
publishes Westbound Tariff No. 1-C, SB-I No. 6, asks for authority 
to depart from order, and amendment of order so as to simplify tariff 
filings. 

1. & S. No. 5057, Iowa soya beans via Milwaukee to Washington. 
Archer-Daniels-Midland Co., intervener, asks reconsideration by entire 
Commission and extension of effective date of order. 

No. 28370, Traffic Bureau of Sioux Falls Chamber of Commerce vs. 
Cc. M. St. P. & P. et al. Complainant asks further consideration. 

1. & S. No. 5036, fertilizers, south to Arkansas. In separate peti- 
tions, New Orleans Joint Traffic Bureau and Shreveport Chamber of 
Commerce ask reopening, reconsideration and modification by entire 
Commission, on present record, of decision of division 3; also post- 
ponement of order. 

MC F-1675, Watson Bros. Transportation Co., Inc., purchase, Oage 
Nielsen. Watson Bros. Transportation Co., Inc., asks reconsideraton 
and modification of order of May 6. 

No. 27440, Pacific Coast Container Association vs. Alton et al.; 
and No. 27564, Kieckhefer Container Co. vs. Same. L. E. Kipp, agent 
and attorney on behalf of defendant carriers and of carriers partici- 
pating in handling of fresh fruits and vegetables from Pacific coast 
and Montana territories to points in or related to transcontinental 
groups A to N, inclusive, asks modification of order to permit publi- 
cation of rule to govern movement of test shipments. 

1. & S. M-1984, printing paper, Pennsylvania points to New Jersey 
and New York points. Rowe Cambridge, respondent, asks Commis- 
sion to vacate order of March 21 and continue investigation. 

1. & S. No. 4394, passenger fares of Hudson & Manhattan Rail- 
road Co. Hudson & Manhattan asks for reopening for further hearing 
and for leave to publish and charge a 10 cent fare between Hudson 
Terminal, New York City and stations in Jersey City and Hoboken, 
N. J. 


FINANCE APPLICATIONS 

Finance No. 13799. Union Pacific asks authority to abandon its 
so-called Greeley branch extending from Greeley Junction to Briggs- 
dale, Colo., 26.17 miles, and its so-called Pleasant Valley branch ex- 
tending from Cloverly to Purcell, Colo., 14.15 miles, together with 
certain incidental sidings and yard trackage operated in connection 
with those lines. Improvement of highways and development of motor 
vehicle transportation have resulted in lessened utilization of the lines, 
says the application, adding that continued operation is unwarranted. 

Finance No. 13800. Portland Terminal Co. asks authority to 
abandon the easterly end of its Union branch extending from Union 
Station to Portland Junction, 2,085 feet, in Portland, Me. The appli- 
cant said the line had not been used for any purpose since Nov. 1, 
1931, and it was not now required for any public service. The salvage 
material is to be used to further the nation’s war effort. 
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Finance No. 13798. Valley Rail Road Co. asks authority to aban- 
don and remove that part of its line between a point at or near Staun- 
ton, Va., and a point at or near East Lexington, Va., including the 
east leg of the ‘‘wye’’ at or near East Lexington, and from a point 
near East Lexington to a point at or near Lexington, Va., a total of 
approximately 35.42 miies, and Baltimore & Ohio Railroad Co. asks 
authority to abandon operation of the aforementioned sections includ- 
ing operation over the line of the Chesapeake & Ohio Railway from 
a connection with the Valley's line to East Lexington, approximately 
1.48 miles. Abandonment is asked because of insufficient earnings, 
the territory traversed being supplied with other transportation service 
by rail and motor carriers. 

Finance No. 13658. Supplemental. Southern Pacific Co. asks modi- 
fication of the Commission’s order of March 25, 1942, authorizing it 
to assume obligation and liability in respect of $5,660,000 of series T 
equipment trust certificates so as to permit the substitution under 
the equipment trust of 12 oil burning locomotives in lieu of 856 box 
cars. Delivery of the box cars, the S. P. says, has been delayed in- 
definitely by reason of action of the War Production Board. The S. P. 
said it had obtained consent of more than 90 per cent of the holders 
of the certificates sold and that 1t was anticipated that all holders would 
consent to the substitution. 


Finance No. 13801. Oregon Short Line and Union Pacific jointly 
ask permission for the former to abandon that portion of its Gardner 
branch extending from Peterson to Gardner, Ida., 3.90 miles, togetner 
with incidental yard tracks and sidings totaling less than one-half 
mile, and. for the latter, lessee, to abandon operation thereof. 

Finance No. 13802. Norfolk Southern Railway Co. asks authority 
to abandon that portion of its Currituck branch extending from Euclid, 
Va., to Munden, Va., 5.1 miles. 

Finance No. 13803. Boston & Maine asks authority to abanaon 
the portion of its line between Farmington, N. H., and Alton, N. H., 
9 miles. 

Finance No. 13804. Dubuque & Sioux City Railroad Co., and IIli- 
nois Central jointly ask permission for the former to abandon its 
line extending from Stacyville Junction, Ia., to Stacyville, Ia., 7.85 
miles, and for the latter to abandon operation thereof. 

Finance No. 13805. Illinois Central asks authority to abandon its 
line extending trom Potomac, Ill., to Hedrick, Ind., 16.27 miles. 

Finance No. 13806. Yazoo & Mississippi Valley asks authority to 
abandon its line extending from Silver City, Miss., to Holly Bluff, 
Miss., 24.73 miles. 

MC F-1899. Pacific Truck Express, San Francisco, Calif., a 
wholly-owned subsidiary of Pacific Motor Trucking Co., performing 
coordinated rail-truck service for Southern Pacific Co. and its affiliatea 
rail subsidiaries, asks authority to purchase operating rights and 
property of Cecil Barker, dba Barker Freight Line, Corvallis, Ore. 
The purchase, says the application, will make economically possible 
a coordinated rail and truck service. 

MC F-1900. Luper Transportation Co. of Oklahoma, Shawnee, 
Okla., asks authority to lease operating rights of Durant ‘Transit Co., 
Dallas, Tex., between Oklahoma City, Okla., and Dallas, Tex. The 
authority sought, says the application, is in keeping with both the 
letter and spirit of general orders of the Office of Defense Transpor- 
tation directing the merger or consolidation of existing motor carriers 
wherever possible. It would effect a saving in rubber and motor 
vehicular equipment. 

MC F-1901. Albert Maund, Inc., Kearny, N. J., asks authority to 
purchase operating rights, equipment and business of George D. 
Monaghan, Holmdel, N. J. 

MC F-1902. Moshassuck Transportation Co., Saylesville, R. I., 
asks authority to purchase part of operating rights of Abco Van Lines, 
Cranston, R. I., and temporarily to operate. 

MC F-1903. Melvin Trucking Co., Streator, Ill., asks authority to 
purchase Standard Transport Lines, Inc., Milwaukee, Wis., and tempo- 
rarily to operate. 

MC F-1904. Werner Transportation Co., Minneapolis, Minn., asks 
authority to lease part of the operating rights of Bernd Trux, Inc., 
and Keeshin Motor Express Co., Inc. (Illinois), both of Chicago, and 
temporarily to operate. The proposed transaction, according to the 
application, will meet the objectives of O.D.T. general order No. 
3 with respect to conservation of motor equipment, tires, etc. 

Finance No. 13807. Pennsylvania, Ohio & Detroit Railroad Co. 
and Pennsylvania Railroad Co., lessee, jointly ask permission for the 
former to abandon that portion of its Strasburg branch extending for 
approximately 1.5 miles in the vicinity of Strasburg, O., and for the 
latter to abandon operation thereof. 

MC F-1905. Dohrn Transfer Co., Rock Island, Ill., asks authority 
to purchase operating rights between Indianapolis, Ind., and Peoria. 
Ill.. of Ziffrin Truck Lines, Inc., Indianapolis, Ind. 

MC F-1906. Southern Pacific Transport Co., Houston, Tex., asks 
authority to lease for 3 years, with option to puchase, certificates and 
operations between San Antonio and Kerrville, Tex., of Eldridge 
Freight Line, Kerrville, Tex., and to purchase certain equipment of the 
latter company. 


OIL FLARES FOR MOTOR CARRIERS 


Bennre Chemicals, Inc., of New York, in a second peti- 
tion, the first having been made in February, asks the Com- 
mission to modify its regulations so that motor carriers may 
use, in connection with their operations, solidified oil as a 
substitute for red-burning magnesium flares. The petitioner 
says the magnesium flares cannot be obtained now on account 
of war restrictions. It is represented that the substitute can 
be seen farther than the magnesium signal but that its flame 
is yellow and not red as now required. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Coal Damage Claims 


Examiner Alfred G. Hagerty in a proposed report in No. 
28744, Associated Bristol, Tennessee Retail Coal Dealers vs. 
Southern Railway Co. et al., has recommended that the Com- 
mission find claims for money damages alleged to have been 
suffered in consequence of unlawful prejudice and preference 
arising from the charging and payment of an interstate rate, 
higher than the corresponding intrastate rate, for the trans- 
portation of coal, carloads, from Virginia mines to Bristol, 
Va.-Tenn., not established by the evidence. Alleged unlawful 
preference and prejudice proposed to be found not proven. 
The examiner said the complaints should be dismissed. 


Complainants, six in number, engaged as coal dealers at 
Bristol, Tenn., alleged that they suffered money damages in 
connection with a rate charged them by defendants, between 
November 15, 1937, and July 19, 1940, inclusive. Between 
them they sought an award of damages aggregating either 
$2,259.44 or $3,517.14, depending on whether defendants 
were found to have violated section 3 or section 6 of the 
interstate commerce act in making their charges, and accord- 
ingly, the statutory time limitations that governed the begin- 
ning of actions resting on such violations. In addition they 
sought the waiver of alleged undercharges for like transporta- 
tion between November 15, 1937, and February 1, 1938, that 
defendants were undertaking to collect in pending suits. The 
examiner noted that these undercharge claims were against 
four of the complainants, aggregating $270.86; defendant car- 
riers having procured judgment against them in a magistrate 
court, from which an appeal was made by complainants to a 
Virginia appellate court of competent jurisdiction where the 
actions were still pending. 

Taken as a whole, without exception, said the examiner, 
“the evidence is lacking in weight and legal effect to prove 
that any of the complainants suffered money damages, in 
amounts claimed, or in any other measure, as a direct conse- 


quence of any violation of the interstate commerce act by 
defendant carriers.” 





Irregular Route Carriers 


In a proposed report in MC C-246, Transportation Activi- 
ties of Brady Transfer & Storage Co., a Commission initiated 
inquiry, Examiner C. J. Peterson recommends that the Com- 
mission find the respondent to be conducting a scheduled 
operation over regular routes between Minneapolis and St. 
Paul, on the one hand, and points in southern Minnesota and 
points in Iowa and Omaha, Neb., on the other, contrary to the 
authority granted by the Commission and in violation of the 
interstate commerce act. His recommendation was that the 
Commission require the company to cease and desist from any 
further violations. 


While that recommendation is important to the respond- 
ent, Examiner Peterson made recommendations as to the course 
to be followed by the Commission with regard to irregular 
route operators that go beyond the situation with which the 
Commission was dealing. He said that whether or not a par- 
ticular motor carrier had violated the interstate commerce act 
was a question of fact. However, he added, the following rule 
should apply to all motor common carriers which the Com- 
mission designated as “irregular-route carriers.” 


Service by an irregular-route motor common carrier may not be 
offered between points in a territory or territories (whether or not 
such points are specified), as a usual or regular operation, by adver- 
tising or representation through a course of dealing or any device 
which may lead shippers to believe or to understand that they may 
rely upon scheduled or periodic service between such points. 


In addition to recommending the rule, Examiner Peterson 
suggested the reopening of old cases with a view to positive 
segregation. He said there might be some motor carriers, 
particularly among those whose “grandfather” applications 
were handled informally when the Commission first began to 
administer the act, which had been authorized to operate 
between certain points, such as A and B, over irregular routes, 
although they generally operated over the same route or 
routes with some degree of regularity, and should have been 


authorized to continue operations over specified regular routes. 
Such cases, the examiner said, should be reopened and 
reconsidered on appropriate petitions and those carriers should 
be authorized to operate in accordance with the evidence. 
The Commission instituted this proceeding, said the report, 
on account of allegations to the effect that since June 10, 1940, 
Brady had been engaged in performing regular, scheduled 
service as a common carrier over regular routes between the 
Twin Cities and Fort Dodge, and Spencer, Ia., and over regular 
routes between the Twin Cities and various points in Minne- 
sota, Iowa, and Nebraska. The examiner said the respondent 
had been authorized to operate over irregular routes only. 


The report contains many recitals purporting to show that 
Brady, by solicitation and advertising held itself out to per- 
form what the examiner deemed to be regular route service in 
competition with regular route carriers even to the extent of 
moving its truck between points when they had little or no 
freight to haul. Some witnesses testified they had learned of 
regular service from solicitors for their traffic. The examiner 
said the record warranted the conclusion that the respondent 
was not in doubt as to its rights when, about June 15, 1940, it 
deliberately converted its irregular route operations into regu- 
lar route operations and made it clear to shippers generally by 
solicitation and advertising that such conversion had been made. 
The investigation interested others to the extent that the Min- 
nesota commission, the Minneapolis Traffic Association, IIli- 
nois-Minnesota Motor Carriers’ Conference, various rail and 
motor carriers, the Irregular Route Common Carriers Confer- 
ence of the American Trucking Associations, Inc., the Regular 
Common Carrier Conference of that organization, and Gordan’s 
Transports intervened. 


Iron and Steel Rates and Routes 


In a report in No. 28728, F. C. Strickroot. doing business 
as Cadillac Cartage Co. vs. Detroit & Cleveland Navigation 
Co., Examiner J. P. McGrath has recommended that the Com- 
mission find that it is without authority to require the establish- 
ment of through routes and joint rates vetween the defendant 
and complainant or to require the reestablishment of through 
routes and joint rates formerly voluntarily maintained by them 
on iron and steel articles from various points in Ohio, Penn- 
sylvania, and West Virginia to Detroit, Mich., and points con- 
tiguous thereto, shipped by motor common carriers to Cleve- 
land, O., thence by defendant water carrier to Detroit, and by 
complainant’s motor vehicles beyond. Accordingly, the ex- 
aminer has proposed dismissal of the complaint alleging re- 
fusal of the defendant to reestablish through routes and joint 
rates on the traffic in question with complainant and asking 
that the defendant be required to join with complainant in 
the establishment of through routes and joint rates. 


Complainant, formerly was a party to through routes and 
joint rates on iron and steel articles with defendant. In 1941, 
the report said, controversy between complainant and de- 
fendant as to the amount of compensation to be paid com- 
plainant for services performed by him in the delivery of the 
commodities, and as to other matters, culminated in the nur- 
chase by defendant from complainant of most of the motor 
vehicle equipment formerly used in the service by complainant, 
withdrawal by defendant of its concurrence and cancellation 
of its participation in the agency motor carrier tariff effective 
October 1, 1941, and discontinuance of the delivery service by 
complainant and its assumption by defendant on and after 
that date. Complainant, it said, protested against, and re- 
quested suspension of, the cancellation by defendant of its 
participation in the agency motor carrier tariff, but the Com- 
mission declined to suspend. 

The examiner said the provisions of section 216(c) of nart 
II and of section 305(b) of part III of the act in respect of the 
establishment of through routes and joint rates between com- 
mon carriers of property by motor vehicle and common carriers 
of property by water were permissive, not mandatory. 

“The application of the act and the jurisdiction of the 
Commission cannot be limited or expanded by the action of 
the carriers,” said he. “The former voluntary maintenance of 
through routes and joint rates on the traffic under considera- 
tion, therefore, does not give the Commission jurisdiction to 
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require their reestablishment. 


The Commission’s jurisdiction 
is strictly statutory.” 


Equalized Firebrick Seale 


In a proposed report in No. 25473, Sub. No. 1, Ohio-Ken- 
tucky Associated Industries vs. Ahnapee & Western et al., 
Examiner Alfred G. Hagerty, has recommended the prescrip- 
tion of what he calls an equalized basic rate-level on_fire- 
brick, including other products in the brick list, from Cincin- 
nati, O., Louisville, Ky., and the St. Louis district, to sections 
of Michigan, Minnesota and Wisconsin, for the removal of 
undue prejudice and preference. The report is on further hear- 
ing, resulting from the inability of the carriers to agree on a 
basis under the prior report, 243 I. C. C. 579 (see Traffic World, 
March 15, 1941, p. 613). The complaint, made by brick-makers in 
the Cincinnati-Louisville district, was filed in 1932. On account 
of the age of the complaint the examiner showed rates inflated 
by the Ex Parte 123 increases, but not the Ex Parte 148 in- 
creases. 


In the prior report the Commission said it was within the 
power of the participating carriers to correct any undue preju- 
dice that might be found and that it was within the Com- 
mission’s power to require such rate readjustments as might 
be necessary to produce that result. In that report the Com- 
mission found the rates from Cincinnati and Louisville unduly 
prejudicial in relation to rates on like traffic from St. Louis 
and points grouped therewith. It ordered the removal of the 
undue prejudice. 

But the carriers could not agree on how to remove the 
undue prejudice. In this proposed report Examiner Hagerty 
reviewed their contentions at length. In bringing his recitals 
to an end he said there could no longer be any question as to 
the necessity for the exercise of the Commission’s administra- 
tive power to remove unlawful prejudice and preference. 
Plainly, he added, such a result, without disturbing either the 
origin or destination groupings might be accomplished by 
equalizing, in level and distance progression, on a basis not 
lower than the central territory short-haul scale extended, 
and increased by adding thereto all subsequently authorized 
revenue increases. 


The so-called equalized scale begins with a rate of 90 
cents a short ton which becomes 100 cents when the Ex Parte 
123 increase is added; goes to 165 cents at 100 miles and 180 with 
the Ex Parte 123 increase added; becomes 225 and 250 cents 
at 200 miles; 285 and 315 at 300 miles; 315 and 345 at 400 
miles; 360 and 395 at 500 miles; 405 and 445 at 600 miles; 450 
and 495 at 700 and runs out with 465 and 510 at 750 miles. 


Oilfield Equipment Truck Rights 


Examiner Allan F. Borroughs, in a proposed report on 
further hearing in MC 4480, J. D. Miller Common Carrier 
Application, and six applications joined with it, all involving 
requests for “grandfather” rights as common or contract car- 
riers of oilfield equipment between points in Texas, Louisiana 
and Oklahoma, has recommended denial of such rights beyond 
those granted by the Commission to five of the applicants, 
dismissal of another application, and granting of additional 
authority to the applicant in MC 9145, Roy E. Mays Common 
Carrier Application. ; 

The examiner said each applicant was a resident of Hous- 
ton, Tex. Applications other than the title case and the Mays 
case were: MC 4964, Roy L. Jones Common Carrier Applica- 
tion; MC 27662, M. A. Davis Common Carrier Application; MC 
65263, O. F. Bright Contract Carrier Application; MC 80730, 
E. B. Snipes Common Carrier Application, and MC 87093, 
H. E. Murphy Common Carrier Application. 

He noted that in Dixie Truck Line Contract Carrier Appli- 
cation, 29 M. C. C. 303, the Commission, division 5, found that 
all the applicants in the instant proceedings were entitled to 
continued operation as motor common carriers of oilfield 
equipment between specified points in Texas, Louisiana and 
Oklahoma, over irregular routes. The proceedings were re- 
_— for further hearing on petitions of the applicants, he 
said. 

Roy L. Jones and his predecessor, J. D. Miller, requested 
dismissal of the application in MC 4480 at the further hearing, 
said the examiner. Accordingly, he recommended that that 
application be dismissed. 

Examiner Borroughs said that the Commission’s report 
found Mays, the applicant in MC 9145, entitled to grandfather 
rights as a common carrier of oilfield equipment between 
Houston and all oilfield locations in Texas, over irregular 
routes. On consideration of additional evidence, he proposed 
that the prior report be supplemented by a finding that this 
applicant was in bona fide operation on and continuously since 
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the grandfather date between Houston and all oilfield loca- 
tions in Louisiana, over irregular routes. 

In the other applications here considered, said the ex- 
aminer, the Commission’s prior findings should be affirmed. 
Those findings authorized transportation of oilfield equipment 
as follows: MC 4964, between Houston and oilfield locations in 
Texas and between Houston and oilfield locations in specified 
part of Oklahoma, and MC 27662, MC 65263, MC 80730, and 
MC 87093, between Houston and oilfield locations in Texas 
and Louisiana. 


Track Control by Guarnieris 


Based on his conclusion that specified respondents had un- 
lawfully effectuated or participated in effectuating common 
control of carriers by motor vehicle, Examiner James L. Smith 
has proposed, in MC F-1593, James P. Guarnieri—Investigation 
of Control—Spicers Refrigerator and Show Case Service, Inc., 
et al., embracing also MC F-1742, Same—Control—M Vener 
Trucking Corporation, that the Commission issue an order re- 
quiring immediate termination of further violations of section 
5(4). He further recommended that the Commission find that 
the evidence did not show participation in the violation of law 
by some carriers and that as to them the investigation be dis- 
continued. As to MC F-1742, the examiner said the Commission 
should find the proposed acquisition had not been shown to be 
consistent with the public interest, and that it should be denied. 


The investigation, instituted by the Commission, on its own 
motion, was to determine whether section 5(4) had been and 
was being violated in connection with control and management 
of Columbia Haulage, Inc., Shore Haulage, Inc., and F. J. 
Martin, Inc., all of New York, N. Y., Carl’s Transportation 
Co., Ltd. (Oscar Reinhart, liquidator), of Montreal, Quebec, 
Canada, Spicers Refrigerator and Show Case Service, Inc., of 
Jersey City, N. J., and M. Vener Trucking Corporation, of 
Albany, N. Y. These corporations, Perry Warehousing and 
Distribution Terminal, Inc., of New York, N. Y., and James P., 
Anna, and Matthew Guarnieri, Carl Isaacs, F. J. Martin, Robert 
H. Spicer, Michael Vener, Saul E. Grieder, Milton Rosenblum, 


Pearl J. Leer, and August W. Heckman were named respond- 
ents. 


The examiner’s report sets forth, in detail, the transactions 
by which, in his view the unlawful common control was brought 
about. He said operations of Columbia, Shore and Martin, 
Inc., were conducted in New York and New Jersey while those 
of Vener, conducted under the state exemption proviso of the 
motor carrier act, were wholly within New York. An objection- 
able feature of the proposed Vener transaction, the examiner 
said, was that Vener was claiming rights as a common carrier 
which duplicated those of Shore, a contract carrier, between 
New York City and several counties in New York, both being 
authorized to transport similar commodities. The examiner 
pointed out that section 210 prohibited a person, under common 
control and management, to hold both a certificate and a per- 
mit authorizing transportation of property within the same gen- 
eral territory, unless, for good cause shown, the Commission 
found that both might be so held consistently with the public 
interest and with the national transportation policy. The rec- 
ord, he said, contained no evidence to support such a finding. 
Examiner Smith said the Commission should find: 


(1) That respondents in No. MC F-15938, James P., Anna, and 
Matthew Guarnieri, F. J. Martin, Saul E. Grieder, Perry Warehous- 
ing and Distribution Terminal, Inc., Columbia Haulage, Inc., Shore 
Haulage, Inc., and F. J. Martin, Inc., participated in effectuation of 
control and management in a common interest of F. J. Martin, Inc., 
with Columbia Haulage, Inc., and Shore Haulage, Inc., in violation of 
former section 213(b)(1), Motor Carrier Act, 1935, and that such 
control and management thus unlawfully effectuated has continued, and 
4S continuing, in violation of the provisions of section 5(4) of the act. 

(2) That respondents James P., Anna, and Matthew Guarnieri, 
Saul E. Grieder, Perry Warehousing and Distribution Terminal, Inc., 
Columbia Haulage, Inc., Shore Haulage, Inc., F. J. Martin, Inc., and 
M. Vener Trucking, Inc., participated in effectuation of control and 
management in a common interest of M. Vener Trucking, Inc., with 
Columbia Haulage, Inc., Shore Haulage, Inc., and F. J. Martin, Inc., 
in violation of the provisions of section 5(4), and that such control 
and management is continuing in violation of that section. 


(3) That the abcve-named respondents should be ordered imme- 
diately to terminate further violation of the provisions of section 5(4) 
and to report to the Commission steps taken to bring the aforemen- 
tioned violations to an end. 


(4) That the evidence adduced herein does not show that re- 
spondents Carl’s Transportation Co., Ltd. (Oscar Reinhart, liquidator), 
Spicers Refrigerator and Show Case Service, Inc., Carl Isaacs, Robert 
H. Spicer, Michael Vener, Milton Rosenblum, Pearl J. Leer, and 
August W. Heckman have participated in any violation of either for- 
mer section 213(b)(1) or present section 5(4), and that, as to said 
respondents, the investigation instituted by order of June 9, 1941, 
should be discontinued. 


(5) That the transaction proposed in No. MC F-1742 has not been 


Jul; 


shov 
shou 


the 


Inc 
tior 
Ser 
cer 
the 
be 


Cor 
in | 
rec 
for: 
ing 
of | 


cor 
rep 
Ex 


LD 


ca- 


ex- 
ned. 
1ent 
s in 
fied 
and 
>xas 


un- 
mon 
mith 
ition 
ine., 
ener 
> re- 
stion 
that 
law 
dis- 
ssion 
o be 
nied. 
own 
and 
ment 
ae 
ation 
ebec, 
B., OF 
n, of 
and 
is P., 
obert 
olum, 
oond- 


tions 
ought 
artin, 
those 
yf the 
ction- 
miner 
arrier 
tween 
being 
miner 
mmon 
A per- 
e gen- 
1ission 
public 
e rec- 
nding. 


a, and 
rehous- 
Shore 
tion of 
n, Inc., 
ition of 
it such 
ed, and 
the act. 
arnieri, 
‘ll, Inc., 
ic., and 
rol and 
c., With 
n, Inc., 
control 


| imme- 
ion 5(4) 
oremen- 


that re- 
lidator), 
Robert 
er, and 
her for- 
to said 
9, 1941, 


1ot been 





July 4, 1942 


shown to be consistent with the public interest and said application 
should be denied. 


SUNSET MOTOR SALE 

Examiner Frank A. Clifford of the section of finance of 
the Commission’s Bureau of Motor Carriers, in a report in 
MC F-1739, John Richards, purchase, Sunset Transportation, 
Inc., has recommended that the Commission deny the applica- 
tion: of the former, dba Richards Motor Freight Lines, of 
Scranton, Pa., for authority to purchase operating rights and 
certain property of the latter, also of Scranton. Approval of 
the transaction, as consummated, the examiner said, would not 
be consistent with the public interest. 





WEAVER TRUCK SALE 
Examiner Hobart C. Clough of the section of finance of the 
Commission’s Bureau of Motor Carriers, in a proposed report 
in MC F-1824, Harry Ratner, Purchase, John R. Weaver, has 
recommended that the Commission authorize purchase by the 
former, dba Midwest Transfer Co., of Maywood, Ill., of operat- 


ing rights and property of the latter, dba Weaver Trucking Co., 
of Monroe, Mich. 


WARTIME TRUCK RIGHTS 

Temporary authority to operate to December 31, 1944, as 
common carriers by motor vehicle is suggested in proposed 
reports in MC 3261, Sub. 4, Kramer Bros., Freight Lines, Inc., 
Extension—Ford Willow Run Plant, and MC 3468, Sub. 9, F. J. 
Boutell Driveaway Co., Inc., Extension of Operations. 

In MC 3261, Sub. 4, joint board 76 has recommended grant 
of such authority to transport general commodities, with ex- 
ceptions, between the Ford Willow Run plant, in Michigan, and 
the Michigan-Ohio state line. In MC 3468, Sub. 9, joint board 
57 has recommended grant of authority to transport gun mounts 
and parts from Detroit, Mich., to Fort Erie, O. 

Evidence disclosed that the proposed operations were in 
furtherance of the war effort, said the joint boards in their 
respective reports, adding that they were convinced that perma- 
nent authority was not required but that temporary authority 
should be provided. In support of their findings, they cited 
section 210(a) of the motor carrier act, as amended by the 
second war powers act of 1942. That section authorizes the 
Commission to grant temporary authority to a motor carrier, 
to provide service for which there is an immediate and urgent 
need for such time as the Commission should specify, but not 
beyond December 31, 1944. The joint boards found that there 
was immediate and urgent need for the proposed services, and 
that there was not available any carrier service capable of 
meeting such need. 


Proposed Reports 
Motor Vehicle Hauling 


No. 28769, Butler Brothers vs. Ann Arbor et al. By Ex- 
aminer Carl A. Schlager. Dismissal proposed. Charges col- 
lected on two carloads of dumping or hauling motor vehicles, 
shipped August 4 and October 20, 1939, from Euclid, O., to 
Nashwauk, Minn., not unreasonable. The applicable commodity 
rate of 87 cents, minimum 48,000 pounds, was collected, ac- 
cording to the report. 


Shelled Pecans 


I. and S. M-1878, Pecans—Texas Points to Boston and New 
York. By Examiner T. M. Hanrahan. Rates from T'yler and 
Weatherford, Tex., to New York, N. Y., and Boston, Mass., 
proposed by the Eastern-Central Motor Carriers’ Association, 
on shelled pecans, minimum 20,000 pounds, not unreasonable 
or otherwise unlawful. Proceeding proposed to be discon- 
tinued. The proposed rates, published in tariff MF-I. C. C. No. 
43 to become effective Nov. 22, 1941, were suspended until June 
22, 1942, on protest of R. E. Funston Co., and Be Mack Trans- 
port Co., of St. Louis, Mo. They were voluntarily postponed 
to Sept. 19, 1942. 

Floor Covering 


I. and S. M-1978, Floor Covering, East Walpole, Mass., to 
Chicago, Ill. By Examiner T. M. Hanrahan. Reduced minimum 
rate of $1.15 a hundred pounds on floor covering, in quantities 
of less than 20,000 pounds, from East Walpole to Chicago and 
specified points in Illinois and Indiana, proposed by Reid Bros. 
Express, Inc., of Akron, O., a motor contract carrier, not un- 
reasonable, or otherwise unlawful. Order suspending the rate 
until Oct. 19, 1942, proposed to be vacated and proceeding 
discontinued. 

Fertilizer and Lime 

I. and S. M-1973, Fertilizer, Lime—from or to Maryland, 

New Jersey, and Pennsylvania Points. By Examiner Harold L. 
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Seaman. Commodity rates, minimum 10,000 pounds, on ferti- 
lizer from Baltimore, Md., and Carteret, N. J., to Doylestown, 
Pa., and points in Pennsylvania within 30 miles thereof, and 
on lime from Norristown, Pa., to Rocky Hill and Bellemead, 
N. J., proposed by Ernest L. Buckman, of Doylestown, a motor 
common carrier, unjust and unreasonable. Schedules filed to 
become effective March 15, 1942, and suspended until October 
15, 1942, on protest of rail carriers in trunk line territory and 
the Middle Atlantic States Motor Carrier Conference, Inc., pro- 
posed to be ordered canceled and proceeding discontinued. 


Packing House Products, Etc. 


I.. and S. M-1927, Packing-House Products, Fish, and 
Oysters, Omaha, Neb., to Denver, Colo., embracing MC C-326, 
Miscellaneous Commodities, Omaha to Denver. By Examiner 
C. C. Henderson, I. and S. M-1927, involving a proposal of re- 
spondent, Independent Truckers Association, of Omaha, to estab- 
lish commodity rates on packing-house products, fish, and 
oysters, from Omaha to Denver, proposed to be discontinued 
because of cancellation of the suspended rates by the re- 
spondent. Present truckload commodity rates on miscellaneous 
commodities, from Omaha to Denver, maintained by W. N. 
Morehouse, of Omaha, under investigation in MC C-326, pro- 
posed to be found unlawful to the extent they are less than 75 
cenls, minimum 15,000 pounds. The examiner found that rates 
on quantities of less than 15,000 pounds maintained by the 
respondent were and for the future would be unjust and unrea- 


sonable to the extent they were less than the class rates from 
Omaha to Denver. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
¢f 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Ohio (Columbus)—MC 20824, Sub. 3, Commercial Motor 
Freight, Inc., of Indiana—extension. Certificate proposed, on 
conditions, as to permanent authority to transport general 
commodities, with exceptions, between specified points in Ind., 
and as to temporary authority, until Dec. 31, 1944, to transport 
—- commodities, with exceptions, between specified points 
in Ind. 

New York (New Rochelle)—-MC 18727, Sub. 1, Jones and 
Searing, Inc., extension. Denial of vertificate proposed. House- 
hold goods, between points in Westchester county, N. Y., on the 
one hand, and points in Md., on the other. 

Ohio (Toledo)—MC 13027, Sub. 12, Short Way Lines, Inc.. 
extension. Certificate propesed. Passengers, baggage, express, 
mail and newspapers, between specified points in Ind., and Mich. 

Indiana (Terre Haute)—MC 2401, Sub. 5, Motor Freight 
Corporation, common carrier. Certificate proposed. General 
commodities, with exceptions, between Terre Haute, Ind., and 
Paris, Il. 

Pennsylvania (Uniontown)—-MC 64939, H. D. Ryan and 
L. G. Howard, common carrier, embracing Sub. 1, Same, ex- 
tension. Certificate proposed as to continuance of operations, 
general commodities, with exceptions, between points in O., 
W. Va. and Pa.; and specified commodities from and to points in 
W. Va., O., and Pa. 

Idaho (Pocatello)—-MC 263, Sub. 11, Garrett Freight Lines, 
Inc., extension. Certificate proposed. General commodities, 
with exceptions, to and from North Star, Ida., and the site of 
the North Star Mine, near Gimlet, Ida., as off-route points to 
applicant’s presently authorized regular route operations. 

_Texas (Fort Worth)—MC 2229, Sub. 13, Sproles Motor 
Freight Line, Inc., extension. Certificate proposed. General 
ae with exceptions, between Childress and Vernon. 

ex. 

New York (Hempstead)—-MC 102440, Henry T. Kruger, Jr., 
common carrier. Denial proposed. Coal, between points in 
Luzerne and Lackawanna counties, Pa., on the one hand, and 
points in Nassau county, N. Y., on the other. 

New York (Poughkeepsie)—-MC 49453, Sub. 2, Clarence O. 
Wyatt, extensions. Certificate proposed. General commodities, 
with exceptions, between points in N. Y., and Conn. 

New York (Astoria, Long Island)—-MC 102942, Martin G. 
Vadasz, contract carrier. Denial proposed. Coal, points in 
——— Lackawanna and Luzerne counties, Pa., to points 
in N.Y. 

Virginia (Hiltons)—-MC 103375, W. R. Camper, common 
carrier. Denial proposed. Passengers, between Bruno, Va., 
and Kingsport, Tenn. 

Pennsylvania (Slatington)—-MC 103448, Mahlon Liven- 
good. Denial of certificate proposed. Coal from points in 
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Lackawanna, Schuylkill, Luzerne and Carbon counties, Pa., 
to points in N. J. and metropolitan area of New York City, 
over irregular routes. 

New Jersey (Perth Amboy)—MC 103133, Michael Pas- 
kiewics. Denial of certificate proposed. Household goods be- 
tween points in Middlesex county, N. J., on the one hand, 
and, on the other, points in N. Y., Pa. and Conn., over irregular 
routes. 

New York (Bronx)—MC 103002, G. Mariani, Inc., dba 
Washington Moving & Storage. Denial of certificate proposed. 
Household goods between New York City, on the one hand, 
and, on the other, points in Conn., Md., Mass., N. J., Pa., R. I. 
and D. C., over irregular routes. 

New Jersey (Bergenfield)—-MC 102974, John Hamilton. 
Denial of certificate proposed. Household goods between points 
in Bergen county, N. J., on the one hand, and points in speci- 
fied N. Y. ccunties and New York City, on the other, over 
irregular routes. 

New Jersey (Fairview)—-MC 102818, Alfred Maiwald. 
Denial of certificate proposed. Specified commodities between 
designated points or areas in N. J., Conn., Mass., Md., N. Y., 
Pa. and D. C., over irregular routes. 

Ohio (Flushing)—-MC 83112, Sub No. 2, W. R. Brokaw. 
Certificate proposed. General commodities, with exceptions, 
between Freeport, O, and Dover, O., over specified route, serv- 
ing specified intermediate points, with service at Dover re- 
stricted to traffic moving to or from points west of Bridge- 
port, O. 

Illinois (Flat Rock)—-MC 81021, Sub. No. 1, Paul E. Neeley 
and Harold Neeley. Certificate proposed. Specified commodi- 
ties between designated counties or cities in Ill., Ind. and Ky., 
over irregular routes. 

Tennessee (Kingsport)—-MC 59583, Sub. No. 6, The Mason 
& Dixon Lines, Inc. Certificate proposed. General commodi- 
ties, with exceptions, over specified alternate routes between 
Atlanta, Ga., and Kings Mountain, N. C., Roanoke, Va., and 
Lexington, N. C., and Ft. Chiswell, Va., and Greensboro, N. C., 
serving no intermediate points, subject to condition that no 
intermediate point between Atlanta and the Va.-Md..-D. C. 
state line be served in connection with applicant’s presently 
authorized routes and those proposed to be authorized, and 
that over the Ft. Chiswell-Greensboro route service be re- 
stricted to traffic moving between Kingsport, Tenn., and 
Greensboro, with no service to the intermediate points between 
Greensboro and Kingsport. 


California (San Francisco)—-MC 41601, Sub. No. 2, R. N. 
B. Converse. Certificate proposed. Machinery and machinery 
parts, mining and construction materials, equipment and sup- 
plies, in shipments of not less than 10,000 pounds, over irreg- 
ular routes (a) between points in specified California area 
and (b) between points in Nev., on the one hand, and, on the 
other, points in Ore. and Wash., and military ordnance other 
than live ammunition and dangerous explosives, in shipments 
of not less than 10,000 pounds, and of commodities, except 
petroleum in tank trucks, requiring special handling, in ship- 
ments of not less than 10,000 pounds, between points in Nev. 
and specified part of Calif. 


New Jersey (Jersey City)-MC 102452, Harry R. Hennessy, 
common carrier. Denial proposed. Household goods, between 
points in Hudson county, N. J., on the one hand, and points 
in N. J., N. Y. and Pa., within 125 miles of Jersey City, N. J., 
on the other, and pianos, between New York, N. Y., and New- 
ark, N. J., and vicinity. 

New Jersey (Belleville)—-MC 102827, Earl Mosher, con- 
tract carrier. Permit proposed. Fine paper and paper en- 
velopes, between Newark, N. J., and New York, N. Y. 


Virginia (Blacksburg)—-MC 103360, Frank Miller, com- 
mon carrier. Certificate proposed. Household goods between 
Blacksburg, Va., and points in N. C., Pa., S. C., Tenn., W. Va. 
and D. C. 


Delaware (Marydel)—-MC103313, John Wesley Walls, com- 
mon carrier. Denial proposed. Passengers and baggage, in 
special or charter operations, between Marydel, Del., and points 
within 20 miles thereof in Del. and Md., on the one hand, and 
points in Md., N. J., N. Y., Pa., Va. and D. C., on the other. 

New Jersey (Rutherford)—-MC 66582, Jersey City & Lynd- 
hurst Bus Co., Inc., common carrier. Certificate proposed on 
further hearing as to continuance of operation, passengers and 
their baggage, in round-trip charter operations, beginning and 
ending at points not on applicant’s authorized regular routes 
in Bergen, Essex, Hudson and Passaic counties, N. J., and 
extending to points in Conn., Mass., N. Y., Pa. and D. C., and 
beginning and ending in Kings county, N. Y., and extending 
to points in Conn., N. Y., Pa. and N. J. 

Louisiana (Shreveport)—-MC 29957, Sub. 33, Tri-State 
Transit Co. of Louisiana, Inc., extension. Certificate proposed. 


TRAFFIC WORLD 


Passengers, baggage, express, mail and newspapers over Texas 
highway 300, between Atlanta and Smithland, Tex. 

Oklahoma (Oklahoma City)—-MC 29778, Sub. 31, Yellow 
Transit Co., extension. Certificate recommended. General 
commodities between specified points in Il. 

Ohio (Wauseon)—MC 13468, Sub. 1, Arthur Williams, 
extension. Certificate proposed. Truck-tractor cabs and cab 
bases, between Delta, O., and points within one mile thereof, 
on the one hand, and points in the lower peninsula of Michigan, 
on the other. 

Illinois (Chicago)—-MC 22199, Sub. 4, Bates Motor Trans- 
port Lines, Inc., extension. Denial of certificate proposed. 
General commodities, with exceptions, between Dayton, O., 
and points within 10 miles thereof, and between Columbus, 
O., and points within 10 miles thereof. 

Minnesota (Lakefield)—-MC 24105, Sub. 2, Ross Gentry, 
common carrier. Denial of certificate proposed. General 
commodities, with exceptions, in Minn., Ia. and S. D. 

South Dakota (Sioux Falls)—-MC 29120, Sub. 11, Wilson 
Storage & Transfer Co., common carrier. Certificate proposed. 
General commodities, with exceptions, between St. Paul, Minn., 
and Huron, S. D. . 

Texas (Houston)—MC 30012, Sub. 18, George H. Blewett, 
Leonard W. Harper and Marion L. Martin, extension. Certi- 
ficate proposed. General commodities, with exceptions, be- 
tween Alexandria and ‘Bosier City, La. 

Missouri (Kansas City)—-MC 43215, Sub. 4, Boyd Truck 
Lines, Inc., extension. Certificate recommended. General com- 
modities, with exceptions, serving points within 5 miles of 
Wichita, Kan., as intermediate and off-route points to appli- 
cant’s presently authorized regular route operations. 

Tennessee (Kingsport)—-MC 59583, Sub. 21, Mason and 
Dixon Lines, Inc., extension. Denial of certificate proposed. 
General commodities, with exceptions, between Baltimore, Md., 
and points within 15 miles thereof as off-route points in con- 
nection with applicant’s presently authorized operations. 

Texas (Houston)—MC 2226, Sub. 40, Red Arrow Freight 
Lines, Inc., extension. Denial of certificate proposed. Gen- 
eral commodities, with exceptions, in Texas. 

Kentucky (Middlesboro)—-MC 70402, Sub. 1, James R. 
Spangler, extension. Certificate recommended. Fresh meats 
and packing house products, Jellicoe to LaFollette, Tenn., and 
return to Middlesboro, Ky. 

Ohio (Findlay)—MC 72221, Sub. 2, John E. Lytl, com- 
mon carrier. Certificate recommended. Household goods, be- 
tween points in O., on the one hand, and points in IIl., Ind., 
Ky., Mich., N. Y., O., Pa. and W. Va., on the other. 

Maryland (Federalsburg)—-MC 75185, Sub. 7, Gilbert A. 
Banning, extension. Certificate proposed. Pickles, in barrels, 
Claxton, Omega and Richmond Hill, Ga., and points within 50 
miles of each, to points in the New York, N. Y., commercial 
zone, Newark, Elizabeth and Camden, N. J., Philadelphia, 
Pa., Baltimore, Md., and Washington, N. C., and empty barrels, 
machinery, and equipment used in the manufacture of pickles, 
from Baltimore, Md., and Washington, N. C., to the aforemen- 
tioned origin points as to pickles. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 13732, Boston & Maine Rail- 
road abandonment, permitting abandonment by the Boston & Maine 
Railroad of a branch line of railroad in Hillsborough County, N. H. 
Approved. 

Report and certificate in F. D. No. 13733, Boston & Maine Rail- 
road abandonment, permitting abandonment by the Boston & Maine 
Railroad of a branch line of railroad in Hillsborough County, N. H. 
Approved. 

Report and certificate in F. D. No. 13749, Rio Grande & Eagle 
Pass Railway Co. abandonment, permitting abandonment by the Rio 
Grande & Eagle Pass Railway Co. of a portion of its line of railroad in 
Webb County, Tex. Approved. 

Application, as it pertains to abandonment of the remainder of the 
line, to be assigned for hearing. 

Report and order in F. D. No. 13778, Erie Railroad Co. bonds, 
granting authority to issue not exceeding $5,955,850 of first consoli- 
dated mortgage 4 per cent bonds, series C, to be sold at 100.50 and 
accrued interest and the proceeds applied to the redemption of a like 
principal amount of first consolidated mortgage 43%, per cent bonds, 
series A. Approved. 

Order in F. D. No. 13085, Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co. trustees et al. Construction, etc., extending the time 


for commencing construction previously authorized to August 15, 1942. 
Approved. 





NEW ENGLAND MOTOR RATES 

The Commission has denied petitions of the New England 
Motor Rate Bureau, Inc., and New England Motor Rate Con- 
ference for postponement of the effective date of the order of 
June 5 in Ex Parte MC 22, New England Motor Carrier Rates. 
which suspended the effectiveness of the order theretofore 
entered prescribing minimum rates; for oral argument and for 
reconsideration and vacation of the order of June 5. 
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Suspended Tariffs 


( Designation of a tariff’ below does not mean that ali schedules 
in st have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulietin and The Traffic Bulletin.) 


In I. and S. M-2043, the Commission has suspended from 
July 1 until February 1 the operation of certain schedules 
as published in tariff MF-I. C. C. No. 4 of George Bush and 
Gustave Bush, dba Bush Brothers Truck Line, Riverton, Utah. 
The suspended schedules proposed to establish new, increased, 
and reduced rates, minimum 10,000 pounds, on agricultural 
implements, beer, candy, confectionery, canned goods, dry 
goods, feed, flour, groceries, hardware, honey and iron or 
steel articles, from four points in Utah to ten points in Arizona 
and Nevada. 

In I. and S. M-2044, the Commission has suspended from 
July 1 until February 1 the operation in part of schedule MF- 
I. C. C. No. 12 of Newton H. Benscheidt, dba Hutchinson Cider 
& Vinegar Works, Hutchinson, Kan. The suspended schedules 
proposed to establish new minimum rates on salt from Hutchin- 
son, Kan., to points in Colorado. A proposed minimum rate of 
28 cents a 100 pounds, minimum 15,000 pounds to Littleton, 
Colo., is illustrative. 

In I. and S. 5126, the Commission has suspended from July 
1 until February 1 the operation of certain schedules as pub- 
lished in supplements Nos. 124 and 125 to Agent L. E. Kipp’s 
tariff I. C. C. No. A-2592. The suspended schedules propose 
to make the class rates subject to the official classification and 
official classification territory exceptions applicable as min- 
imum rates between western trunk line zone 1 gateways and 
points in extended zone C territory in Wisconsin. 

In I. and S. 5127, the Commission has suspended from July 
1 until February 1 the operation of certain schedules as pub- 
lished in supplement No. 1 to Agent C. D. Quinn’s tariff I. C. C. 
No. 8 and MF-I. C. C. No. 3, supplement No. 15 to Southern 
Railway Company’s tariff I. C. C. No. A-10936, and other 
tariffs. The suspended schedules propose to increase the min- 
imum rate under which free pick-up and delivery of less-car- 
load traffic will be performed in southern territory from 20 
cents to a rate computed at 40 per cent of first class, minimum 
45 cents. 

In I. and S. 5128, the Commission has suspended from July 
1 until February 1 the operation of certain schedules as pub- 
lished in supplement No. 20 to the Atchison, Topeka and Santa 
Fe Railway Company’s tariff I. C. C. No. 14154, supplement 
No. 78 to Chicago, Rock Island and Pacific Railway Company’s 
tariff I. C. C. No. C12812, and other tariffs. The suspended 
schedules propose to cancel the waiver of the “three-way” min- 
imum rate rule on grain, grain products and related articles, 
moving under transit arrangements in southwestern and west- 
ern trunk line territories. 

In I. and S. M-2041, the Commission has suspended from 
June 29 until January 29, the operation of certain schedules as 
published in supplement No. 4 to tariff MF I. C. C. No. 7 of 
Clarence E. Bromley, dba Rochester Forwarding Co., Rochester, 
N. Y. The suspended schedules proposed to establish reduced 
less-truckload and 10,000-pound commodity rates on various 
food products from points in northern and western New York 
ol certain points in Connecticut, Massachusetts and Rhode 
Island. 

In I. and S. M-2042, the Commission has suspended from 
June 29 until January 29 the operation of certain schedules 
as published in supplement 5 to tariff M¥-I. C. C. 1 (issued 
July 25, 1941) of Leamon Resler, dba Resler Truck Line, Den- 
ver, Colo. The suspended schedules proposed to establish new 
joint commodity rates in cents a hundred pounds from Denver, 
Colo., on eggs, minimum weights 5,000 and 10,000 pounds, re- 


spectively, of 70 and 68 cents to Crete, Neb., and 75 and 73 
cents to Omaha, Neb. 


CHARGES FOR PROTECTIVE SERVICE 


“This proceeding was instituted long before Adolph Hitler 
became an international character,” says Warren H. Wagner, 
attorney for the Rath Packing Co., George H. Hormel & Co., 
John Morrell & Co., and Oscar Mayer & Co., in support of 
exceptions on their behalf to the proposed report in No. 20769, 
Charges for Protective Service to Perishable Freight. 

“It was not instituted-to meet the emergency condition 
created by the war, which everyone hopes will be of short 
duration. It should not be decided upon the basis of the tem- 
porary war condition.” 

The brief said the large packers had plants scattered all 
over the country while the exceptants were in a relatively small 
area in the middle west. If the increased charges for protective 
service were approved, said Mr. Wagner, the smaller packers 
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would have a relatively larger burden to bear. One of the 
ideas was that by what was proposed the railroads might re- 
gain traffic from the trucks. Mr. Wagner suggested that an 
increase of $5.02 a car would have the opposite effect. One 
of the ideas was that the railroads might reduce line-haul rates 
and increase charges for protective service. Such a thing, Mr. 
Wagner said, would result in a rate structure turmoil and that 
having the railroads increase their protective service charges 
and decrease their line-haul rates would require them to do a 
vain thing. 

The examiner suggests, says the argument, that the Com- 
mission take judicial notice of the fact that the nation is at war, 
and that the capacity of the railroads has been overburdened, 
“apparently inviting diversion to truck; and then in the same 
paragraph, he states that rubber shortage may curtail motor 
vehicle service.” 

“Does that mean,” asks Mr. Wagner, “that as the railroads 
cannot handle the traffic and as the trucks cannot get rubber, 
we will have to discontinue business for want of transportation, 
and that therefore the requirement of these increased charges 
would not hurt us?” 

An increase of four or five dollars a car in the charges 
for protective service is not a matter to be treated under the 
de minimis rule assert Anheuser-Busch, Inc., Blatz Brewing Co., 
Joseph Schlitz Brewing Co., and Pabst Brewing Co., large car- 
load shippers of beer. The defeatist position of the examiner 
in the proposed report with respect to the efforts of the rail- 
roads to retain this traffic in competition with the trucks, they 
say, is not the spirit shown by successful railroad operation. 
The report says, they add, that “further diversion to trucks of 
the traffic here concerned will occur” and proceeds to make the 
prediction come true by placing new burdens on rail traffic. 
Calling attention to the policy of the statute “to coordinate and 
preserve in full operation both agencies of transport,” the brief 
says this report does not coordinate anything. They ask for 
oral argument. 

Railroads in the western district, other than the Santa Fe, 
Cotton Belt, Southern Pacific, Union Pacific and Western Pacific, 
referring to the fact that the proposal here is to make the 
charges mandatory, submit that the examiner’s report be not 
adopted and that they be left free to exercise their managerial 
discretion in determining whether or not the accessorial charges 
be assessed and collected. 

Armour and Co., Cudahy Packing Co., Wilson & Co., Inc., 
and Swift & Co., specified what they called errors in the ex- 
aminer’s report. One was that he erred in failing to find that 
the railroads had recently obtained increases in the line-haul 
rates on fresh meats and packing house products which sub- 
stantially exceeded the generally authorized basis of five per 
cent in Ex Parte 123 and plus the increase of three per cent 
authorized in Ex Parte 148 and in failing to note that these 
extraordinary increases had had the direct effect on diversion 
of traffic from rail to motor carriers; also in failing to show 
that the collection of the refrigeration charges here considered 


would be a proximate cause of further diversion of traffic from 
the rail lines. 


P. & D. SERVICE IN EAST 


The Commission, by division 2, has discontinued I. and S. 
M-1964, Pick-Up and Delivery Service in the East. The motor 


carriers withdrew their schedules and asked discontinuance of 
the proceeding. 


RAIL DEPRECIATION CHARGES 


The Commission, by an order in No. 15100, Depreciation 
Charges of Steam Railroad Companies, has prescribed de- 
preciation rates applicable to the equipment of the Louisiana 
Southern; Meridian & Bigbee River; Missouri Pacific; Pitts- 
burgh & Lake Erie; and Gulf, Mobile & Ohio. 


MOTOR FINANCE CASES 

MC F-1738, Arkansas Motor Coaches Limited, Inc. 
Southern Coaches, Inc. 

Purchase by Arkansas Motor Coaches Limited, Inc., of Little Rock; - 
Ark., of certain operating rights of Great Southern Coaches, Inc., of 
Jonesboro, Ark., approved and authorized, subject to condition. 

MC F-1642, Joseph Pomprowitz, purchase—George Yelin. Purchase 
by Joseph Pomprowitz, doing business as L. C. L. Transit Company, 
of Green Bay, Wis., of operating rights of George Yelin, of Chicago, 
Ill., approved and authorized, subject to condition. 

MC ¥-1887, Motor Cargo, Inc., purchase—White’s Express Com- 
pany. Inc. (Thomas Reamer and Everett H. Gue, receivers). Applica- 
tion for authority under section 210a(b) of Motor Cargo, Inc., of Akron, 
Ohio, for temporary operation of motor-carrier rights of White’s Ex- 
press Company, Inc. (Thomas Reamer and Everett H. Gue, receivers), 
of Baltimore, Md., granted June 27, 1942,.subject to conditions. 

MC F-1886, J. W. Birkett, purchase—Leslie L. Altmann. Applica- 
tion for authority under section 210a(b) of J. W. Birkett of Washing- 
ton, D. C., for temporary operation of motor-carrier rights and prop- 
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erties of Leslie L. Altmann, doing business as W. M. & A Freight Line 
also of Washington, granted. 


MC F-1877, Freight, Inc., purchase—Luther E. Moore. Application 
for authority under section 210a(b) of Freight, Inc., of Akron, Ohio, 
for temporary operation of motor-carrier rights of Luther E. Moore, 


doing business as Akron-Cleveland-Dover and Mansfield Express, also 
of Akron, granted. 


MC F-1879, G. S. Fraps, purchase—Lester Q. Lindley (Rodney 
Parham, Trustee). Application for authority under section 210a(b) 
of G. S. Fraps, Jr., of Jonesboro, Ark., for temporary operation of 
motor-carrier rights of Lester Q. Lindley, doing business as Lindley 


Truck Company (Rodney Parham, Trustee), of Little Rock, Ark., 
granted. 


MC F-1825, W. R. Dobson, Jr., et al., control—Reliable Transfer 
Company, Inc. Acquisition by W. R. Dobson, Jr., T. E. Brown, Jr., 
and Edwin L. Douglass, of Augusta, Ga., of control of Reliable Transfer 
Company, Inc., also of Augusta, through ownership of capital stock, 
approved and authorized. 

MC F-1904, Werner Transportation Company, lease—Bernd Trux, 
Inc., and Keeshin Motor Express Co., Inc. Application for authority 
under section 210a(b) of Werner Transportation Company of Chicagu, 
Ill., for temporary operation of motor-carrier rights of Bernd Trua, 
Inc., also of Chicago, granted June 30, 1942, subject to conditions. 

MC F-1699, Abram Jerome Novick, purchase—Fischetto Trucking 
Co., Ine. Application of Abram Jerome Novick, doing business as 
Novick Transfer Company, of Winchester, Va., and Fischetto Trucking 
Co., Ine., of Hoboken, N. J., for authority for the former to purchase 
operating rights of the latter, denied. 

MC F-1892, The Santa Fe Trail Transportation Company, purchase 
—R. G. Spitzer. Application for authority under section 210a(b) of 
The Santa Fe Trail Transportation Company of Wichita, Kans., for 
temporary operation of motor-carrier rights and properties of Richard 
G. Spitzer, doing business as Rio Grande Truck Lines, of Albuquerque, 
N. Mex., denied July 1, 1942. 


Cc. & N. W. EQUIPMENT 


Because the equipment builders with which he has con- 
tracts for rolling stock cannot overcome war time restrictions 
on materials needed by them, Charles M. Thomson, trustee of 
the Chicago & North Western, has asked the Commission to 
modify its order in Finance No. 13638 in which it approved 
the issuance of equipment trust certificates amounting to 
$3,750,000, so that the money already obtained on the certifi- 
cates and funds of the company accumulated to pay the cash 
installment required, may be put into government securities 
until it is needed for payments on the equipment. The company 
funds amount to $1,250,000. The trustee represents that the 
income from the government securities will about take care 
of the interest or dividends to be paid on the certificates. 


Texas Port Equalization 


The railroads, defendant in No. 28235, Port Commission of 
City of Beaumont, et al. vs. Abilene & Southern, except the 
Kansas City Southern-Louisiana & Arkansas System and the 
Santa Fe system lines, have asked for reconsideration and 
modification of the Commission’s decision and orders of Feb- 
ruary 28, and postponement of the effective date of the orders 
pending further action. The petitioners assert the modifica- 
tions they request are necessary to make the decision work- 
able, correct defects, and prevent the dissipation of railroad 
revenue. 

The carriers ask for a modification of finding No. 5 with 
respect to the construction of specific commodity rates by the 
elimination of the words, “minus 15 miles.” They said they 
proposed to and would comply with the findings with respect to 
column and other mileage rates by ,amending the present 
equalization adjustment (Houston-Galveston and Texas City) 
to provide for the addition of 15 miles to the Houston distance 
in constructing the equalized rates in all instances where the 
Houston distance was not inflated by 15 miles at present. Such 
equalization, they say, will apply as at present, to and from 
150 miles or more from Houston. Likewise, they add, equaliza- 
tion of elass rates will be provided by them at all points 150 
miles or more from Houston, and this will result in the 
equalization of class rates to and from the same territory as 
now applies in connection with column rates. The amendment 
of the equalization provisions, the carriers add, will bring their 
tariffs into conformity with the requirements of finding No. 2, 
with respect to class, column and other mileage rates involved 
(see Traffic World, March 14, p. 680). The carriers also ask 
that finding No. 5 be modified so it will not apply to any point 
within 150 miles of Beaumont. They assert the findings and 
orders are so sweeping in scope that, contrary to the doctrine in 
the so-called Ashland Firebrick case, 22 I. C. C. 115, and a 
legion of subsequent decisions, they would require carriers 
which do not serve Beaumont, to extend to that port the rates 
they maintain to the ports they do serve with their own rails, 
and generally with the performance of a substantially less 
transportation service; and, under the Commission’s require- 
ment, that a deduction of 15 miles from the Beaumont distances 
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be made, in arriving at certain classes of rates, those carriers 
would have to participate in lower rates to Beaumont, either 
actually or relatively, than their own rates to the ports they 
serve. They ask the Commission to eliminate from its decision 
and orders the carriers which do not serve the port of Beau- 
mont. 

In No. 28259, Nueces County Navigation District No. 1, vs. 
Abilene & Southern, et al., another port equalization case, the 
defendants, other than the Santa Fe lines, also ask for modifica- 
tions of the decision and orders. That system has filed a 
separate petition for modifications. 


JUDYVILLE BRANCH ABANDONMENT 


The Secretary of Agriculture, in a brief in Finance No. 
13667, Application of Chicago & Eastern Illinois to Abandon 
the Judyville branch, asserts, in support of his opposition to 
abandonment that, in his opinion, the abandonment would af- 
fect adversely the local aspects of the national wartime food 
program. But, on the other hand, said the brief, the aban- 
donment would result in releasing for consumption a con- 
siderable amount of scrap steel or used rail. 

But after a valuation of the evidence the secretary said 
the Department of Agriculture was of the opinion that it had 
an affirmative obligation to recommend against the proposed 
abandonment. It added there was no evidence to indicate 
that those charged with responsibility for the wartime alloca- 
tion of steel felt that the abandonment was necessary. 

Indiana grain interests, as represented by the Warren 
County Farm Bureau Cooperative Association, Inc., Indiana 
Farm Bureau Cooperative Association, Inc., and Indiana Grain 
Cooperative, Inc., opposing the abandonment, said there was 
a very small financial problem involved. They said they had 
pointed to testimony to the effect that the next five or ten 
years promised to be very profitable for this branch, which 
extends from Rossville Junction, Ill., to Judyville, Ind., a dis- 
tance of 13.27 miles. 

The applicant said traffic on the line had declined to a point 
where, even with the most sparing expenditures for operation 
at 15 miles an hour, it was shown the branch was unduly bur- 
densome on the rest of the system; and also that the rail and 
fittings could be used for defense plants in need of tracks, for 
much more practical purposes. 





FRESH VEGETABLE ADJUSTMENTS 


The Secretary of Agriculture, in a brief in I. and S. No. 
5061, Fresh Green Vegetables from Idaho and Eastern Ore- 
gon to Western Trunk Line and Southwestern Destinations, 
involving a relation of rates from Idaho and eastern Oregon, on 
the one hand, and California and Arizona, on the other, asserts 
that if the railroad proposal is consummated, it will destroy 
the lettuce industry of the Nampa district and will substan- 
tially decrease the tonnage of the carriers. The Secretary said 
the controversy was of long standing. 

Increases from points in Idaho and eastern Oregon were 
proposed as a result of long continued dissatisfaction on the 
part of Washington and California lettuce growers with the 
relatively low rates accorded Idaho and eastern Oregon, said 
the brief 

It does not seem reasonable, says the Secretary of Agricul- 
ture, and, for that matter, not in the best interests of the Union 
Pacific Railroad, for that railroad to propose a drastic increase 
in long established, voluntary rates, which, in themselves seem 
to have been and are satisfactory to it, and “which will ruin 
an existing industry of great local importance and which will 
cause a substantial curtailment of its own tonnage.” Surely, 
added the Secretary, the tenuous apprehensions of the Northern 
Pacific and the contingent fears of the California-Arizona car- 
riers do not justify this drastic result. The Secretary asks a 
finding of non-justification of the proposal. 

A similar conclusion is requested in a brief filed by the 
Idaho commission, the Growers’ & Shippers’ Association of 
Idaho, Idaho Farm Bureau Federation, the Idaho State Grange 
and Idaho Traffic Association. They declared that an alleged 
complaint made to the carriers by shippers in the Pasco-Walla 
Walla district was not substantiated by evidence nor did any 
shipper from that district or the California district appear to 
protest against the existing Idaho rates. 


LIVE STOCK PICK-UP 


The Commission has postponed the effective date of its 
order in No. 28216, Pick-Up of Live Stock in Illinois, Iowa and 
Wisconsin, from August 4 to September 3. The postponement 
was made at the request of many of those interested in the 
matter. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





REGULATIONS OF COMMON CARRIERS 


(District Court, E. D. Missouri, E. D.) A transportation 
company need not own its vehicles to be a “carrier” within 
the meaning of Grandfather Clause of Motor Carrier Act, which 
does not require any particular character or type of owner- 
ship of vehicles used. Interstate Commerce Act Sec. 201 et 
seq., 49 U. S. C. A. Sec. 301 et seq. 

Where Interstate Commerce Commission found that plain- 
tiff’s vehicles were being operated in transportation company’s 
business under transportation company’s direction and control 
with the transportation company’s name appearing on the ve- 
hicles Commission’s conclusion that the transportation company 
rather than the plaintiff was the “carrier” within meaning of 
the Grandfather Clause of Motor Carrier Act was proper. In- 
terstate Commerce Act Sec. 201 et seq., 49 U. S. C. A. Sec. 301 
et seq. 

Where evidence sustained Interstate Commerce Commis- 
sion’s finding that transportation company was primarily ren- 
dering transportation service during critical period imme- 
diately prior to July 1, 1935, and that plaintiff was merely 
furnishing vehicles used by the transportation company in 
transportation of freight, the single service could not be di- 
vided into two parts and certificates issued under the grand- 
father clause of the Motor Carrier Act, to parties who merely 
participated in rendering the single service. Interstate Com- 
merce Act. Sec. 201 et seq., 49 U. S. C. A. Sec. 301 et seq. 
(Calvin vs. United States, 44 Fed. Supp. 684.) 





(District Court, N. D. Illinois, E. D.) A three-judge Dis- 
trict Court has jurisdiction of an action to review an order 
of the Interstate Commerce Commission denying plaintiffs’ 
application of “grandfather” rights to operate as a common 
carrier, or, in alternative as a contract carrier, by motor ve- 
hicle in interstate commerce under Interstate Commerce Act. 
Interstate Commerce Act Secs. 206 (a), 209 (a), 49 U.S. C. A. 
Secs. 306 (a), 309 (a). 

Allegations of complaint and exhibits thereto which were 
not part of record submitted to Interstate Commerce Com- 
mission were not admissible in evidence, and could not be con- 
sidered by District Court in action to review an order of the 
commission denying plaintiffs’ application for ‘‘grandfather” 
rights to operate as a common carrier, or in alternative as a 
contract carrier, by motor vehicle in interstate commerce 
under Interstate Commerce Act. Interstate Commerce Act 
Secs. 206 (a), 209 (a), 49 U. S. C. A. Secs. 306 (a), 309 (a). 

A “compliance order” of the Interstate Commerce Commis- 
sion authorizing plaintiffs to operate as a common carrier by 
motor vehicle in interstate commerce under Interstate Com- 
merce Act upon compliance with certain statutory requirements 
was temporary and not a “final order” and such order could 
be set aside by commission with or without notice to plain- 
tiffs. Interstate Commerce Act Secs. 206 (a), 209 (a), 49 U.S. 
C. A. Secs. 306 (a), 309 (a). 

Evidence supported findings and conclusions of Interstate 
Commerce Commission upon which commission based an or- 
der denying an application by plaintiffs for ‘grandfather’ 
rights to operate as a common carrier, or in alternative as a 
contract carrier, by motor vehicle, in interstate commerce un- 
der Interstate Commerce Act. Interstate Commerce Act Secs. 
206 (a), 209 (a), 49 U. S.C. A. Secs. 306 (a), 309 (a). 

A three-judge District Court cannot review an order of the 
Interstate Commerce Commission as to its findings of fact and 
conclusions based thereon, where there is substantial support 
in evidence before commission for such findings, conclusions 
and order. Interstate Commerce Act Secs. 206 (a), 209 (a), 
49 U. S. C. A. Secs. 306 (a), 309 (a). 


An order of the Interstate Commerce Commission deny- 
ing plaintiffs’ application for “grandfather” rights to operate 
as a common carrier, or in alternative as a contract carrier, 
by motor vehicle in interstate commerce under Interstate Com- 
merce Act was within statutory authority of commission where 
order was based upon findings and conclusions which were sup- 
ported by evidence. Interstate Commerce Act Secs. 206 (a), 
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209 (a), 49 U. S. C. A. Secs. 306 (a), 309 (a). 


(McArthur 
vs. United States, 44 Fed. Supp. 697.) 





(Supreme Court of Nebraska.) In action by railroad 
against consignee to recover freight charges for transporta- 
tion of coal, consignee was entitled to file counterclaim and 
set-off for alleged shortage in weight of coal delivered. Comp. 
Laws 1929, Secs. 20-812, 20-813, 20-816. 

A shipment of coal from Kansas to Nebraska constituted 
“interstate commerce” which the Interstate Commerce Com- 
mission had power to regulate. Interstate Commerce Act, Secs. 
11, 12, 49 U. S. C. A. Sees. 11, 12. 

In action by railroad against consignee to recover freight 
charges for transportation of coal, wherein consignee filed a 
counterclaim and set-off for alleged shortage in weight of coal 
delivered, consignee’s evidence of tare weight obtained by 
weighing empty trucks over his private scales, and without 
sufficient competent evidence to show shortage caused by neg- 
ligence of railroad, was properly rejected, where railroad’s 
tariff provided that the “tare weight” marked on coal cars 
would be used to arrive at net weight of load, and consignee 
failed to avail himself of tariff regulations respecting the re- 
weighing of cargo at place of destination. Interstate Com- 
merce Act, Secs. 6 (7), 11, 12, 49 U. S. C. A. Secs. 6 (7), 11, 12. 
(Thompson vs. Shields, 4 N. W. Rep. 2d 1.) 





(Commission of Appeals of Texas, Section A.) Where 
status authorized Railroad Commission to fix freight rates and 
prevent unjust discrimination and also prohibited unjust dis- 
crimination in rates charged by railroads, railroad was not 
“estopped” from charging rate fixed by the commission be- 
cause railroad had previously represented to shippers that a 
lower rate would be charged and shippers had made shipments 
in reliance on such representation. Rev. St. 1925, art. 6474, 
subds. 1, 4; art. 6448, subd. 1; arts. 6452, 6455, 6456. 

Under statutes authorizing Railroad Commission to fix 
freight rates and provide railroads with schedules of rates to 
be charged, railroad had public duty to collect full amount of 
freight charges according to rates fixed by the commission. 
Rev. St. 1925, art. 6448, subd. 1; arts, 6452, 6455, 6456. 

Where shippers in railroad’s suit for unpaid balance of 
freight charges set up a claim for failure to deliver 402 tons 
out of 157 carloads of sand and gravel, railroad had right to 
demand that shippers specify in their answer the particular 
cars which they claimed were short in loads and the amount 
of each shortage at time cars were delivered to shippers. 

Where shippers in railroad’s suit for unpaid balance of 
freight charges set up a claim for railroad’s failure to deliver 
402 tons of sand and gravel, demand for more spec fic statement 
was sufficiently made by exception stating that shippers’ al- 
legations were too general because of failure to allege which 
cars were short, number and identification of the cars, and 
stating that allegations were insufficient to allege a legal short- 
age. (Texas & N. O. R. Co. vs. Yates, 161 S. W. Rep. 2d 1050.) 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appeai below.) 


Southern Texas district, at Houston. Roy F. Chambers 
of Alvin, Tex., and Cecil Brown, of Friendswood, Tex., were 
fined a total of $400 June 22 on separate pleas of guilty to an 
information charging the former with operation as a common 
carrier of property for compensation without a certificate and 
charging the latter with aiding and abetting Chambers in com- 
mitting such violation. Chambers was fined $200. He was re- 
quired to pay $50, payment of the remainder being suspended 
for a probationary period of 5 years. Brown was fined $200, 
all required to be paid. 

Southern Texas district, at Houston. Charles Foster Alex- 
ander, of Pearland, Tex., was fined a total of $1,600 June 22 
on a plea of guilty to operating as a common carrier of prop- 
erty for compensation without a certificate and without rates 
and charges or security for the protection of the public on 
file with the Commission. He was required to pay $300 of the 
fine, payment of the remainder being suspended for a proba- 
tionary period of 5 years. 

Southern California district, at Los Angeles. Western 
Service Sales, Ltd., dba Hollywood Pipe and Supply Co., Al- 
fred Russo, dba Russo Leather & Findings Co., and National 
Silver Co. were fined a total of $2,275 for violations of the 
motor carrier act. The National Silver Co., a shipper, having 
its headquarters in New York and a branch office in Los An- 
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geles, was fined a total of $2,000 on a plea of nolo contendere 
to an information charging it with knowingly accepting re- 
bates from Central Truck & Transfer Co., a common carrier. 
The fine was imposed on the first 20 counts of the information, 
and was required to me paid. Imposition of sentence on the 
remaining 23 counts was suspended for one year. The infor- 
mation against Morton Bernstein and Forrest M. Summers, 
officers of the corporation, charging the aiding and abetting in 
committing the offenses, was dismissed by the court. In 3 of 
the counts as to which imposition of sentence on the corpora- 
tion was suspended, the corporation was charged with accept- 
ing and receiving concessions through receiving unlawful ex- 
tensions of credit for the payment of freight charges. Russo 
and Western Service Sales, Ltd., both shippers of Los Angeles, 
entered pleas of guilty to separate informations charging them 
with knowingly accepting and receiving concessions in that each 
received and accepted undue preferences and advantages, 
namely, unlawful extensions of credit from a common carrier 
in respect of transportation charges beyond the lawful period 
of time prescribed by the Commission. Russo, on May 8, 1942, 
was fined $200. He was required to pay $50, payment of the 
remainder being suspended for one year. Western, on April 
20, was fined $75 on 3 counts of the information. It was re- 
quired to pay $75, imposition of sentence on the remaining 2 
counts being suspended for one year. 





Judge W. H. Holly, in the federal court at Chicago, June 30, 
fined F. L. Wiersum, dba the Preston Transfer, Storage and 
Warehouse Company, Grand Rapids, Mich., $500 on findings 
of operations between specified points without a certificate. 
Attorneys for the Commission’s motor carrier bureau charged 
that Mr. Wiersum, holder of two certificates as a hauler of 
household goods and new furniture, had exceeded the geo- 
graphical limits of those certificates on numerous occasions. 
The finding of guilty was on ten counts, and the assessed fine 
$50 on each count. 


ACCOUNTS MODIFICATIONS 


The Commission, by division 1, July 1, promulgated modi- 
fications in the classification of income, profit and loss, and 
balance sheet accounts of steam roads, to be effective on that 
day. At the same time it put out modifications in its special 
instructions for operating expenses. 


Cc. AND N. W. ABANDONMENT 


The federal court at Chicago has signed an order, prepared 
by Nye Morehouse, assistant general solicitor, Chicago and 
North Western; denying the petition by the State of Nebraska, 
et al., for an injunction preventing the railroad from abandon- 
ing its branch line between Hastings and Linwood, Neb. (see 
Traffic World, June 27, p. 1660). 


TRUCK LINE SEEKS INJUNCTION 


Application has been made to the federal court for the 
western district of Missouri, western division, in Alkire Broth- 
ers, Inc., vs. United States and Interstate Commerce Commis- 
sion, forbidding the enforcement of the Commission’s decision 
on an application by Alkire for a certificate. The truck line 
alleges that because the Commission did not authorize it to 
operate between Kansas City, Mo.-Kan., St. Joseph, Mo., 
Atchison and Leavenworth, Kan., on the one hand, and St. 
Louis, Mo., and points in Missouri and Illinois within 25 miles 
over U. S. highways 40 and 36, on the other, the regulating 
body deprived it of rights lawfully possessed by reason of op- 
eration in the “grandfather” period. The proceeding before the 
Commission was MC 5369, Alkire Brothers, Inc., common car- 
rier application. 


ELKINS ACT CASE 


The Commission has been informed that a United States 
grand jury, sitting at Fort Dodge, Ia., for the northern district 
of Iowa, returned indictments on June 24, against three part- 
ners of the Fort Dodge Iron and Metal Company at Fort 
Dodge, and against L. C. Sprague, as receiver of the Minne- 
apolis and St. Louis Railroad Company, and its general man- 
ager, J. W. Devins, for alleged violations of the Elkins act 
with respect to shipments of scrap iron transported by the 
railroad for the metal company, says Secretary Bartel, adding: 


Two indictments, one of 30 counts, the other of 20, were returned 
against Hyman, Sidney R., and Arthur C. Robinson, three of the 
four partners of the Fort Dodge Iron and Metal Company. A 30-count 
indictment was returned against Sprague and Devins. The two 30- 
count indictments charge the offering, granting and giving, and the 
soliciting, accepting and receiving of rebates and concessions with 
respect to 30 shipments of scrap iron and steel which were trans- 
ported from Fort Dodge, Ia., to Peoria, Ill., and Indiana Harbor, Ind., 
as company material free, whereas, as charged in the indictment, the 
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shipments were not company material and freight charges based on 
the tariff rate applicable from Fort Dodge to the destination points 
should have been assessed and collected. 

The 20-count indictment charges the partners with having solicited, 
accepted and received rebates and concessions with respect to 20 ship- 
ments of scrap iron which were transported from Minneapolis, Minn.., 
to Indiana Harbor, Ind., with privilege of stopping off at Fort Dodge 
to complete loading. The indictment charges that these shipments 
were partially unloaded and other materials substituted, and that 
the combination of rates on Fort Dodge should have been assessed 
rather than the joint through rate from Minneapolis to final destina- 
tions, plus a stop-off charge of $6.93. 

The matter was presented to the grand jury by United States At- 
torney Tobias E. Diamond, assisted by Burt L. Smelker, an attorney 
for the Commission’s Bureau of Inquiry. The matter was investigated 
by D. M. Laird, one of the Commission’s special agents. 


RED CAP WAGES 


The federal district court at Chicago has denied a petition 
by the plaintiffs in Civil No. 1097, Willard S. Townsend et al. 
vs. New York Central et al., for permission to introduce addi- 
tional evidence in support of their complaint that the rail- 
road defendants coerced red caps to report more tips than 
actually received. The plaintiffs, more than 1,000 red caps, 
asked that the court arrest its judgment of June 15 in which 
their suit for $827,003.82 in back pay, and a like sum as in- 
demnity, was dismissed. The petition for arresting judgment 
was denied (see Traffic World, June 20, p. 1608). 


Cc. & N. W. BUILDING LEASE APPROVED 


The fedal district court at Chicago, June 26, approved a 
lease of the major part of the 14-story Chicago and North 
Western office building at 226 W. Jackson Boulevard, Chicago, 
by the Office of Emergency Management. The building will 
house, in addition to the O. E. M., regional offices of the War 
Production Board, Office of Price Administration, Office of 
Civilian Defense, Office of Defense Transportation, and the 
training within industry branch of the Department of Labor 
(see Traffic World, June 27, p. 1661). The court, in its order, 
authorized expenditures for rehabilitating the building, cost 
of which was estimated at between $250,000 and $300,000. 

Charles M. Thomson, trustee, has filed a petition in the 
court seeking permission to invest a $5,000,000 equipment trust 
fund in United States government bonds. Federal restrictions 
freezing construction of railway equipment was given as a 
reason for the request. The petition asks that the La Salle 
National Bank, the equipment trustee, holding $3,750,000 of 
the fund, be authorized to buy the bonds. The trustee asks 
authority to deposit $1,250,000, which the trust agreement pro- 
vides as the company’s cash payment, with the bank. The peti- 
tion said a purpose of a request was to make the funds of the 
trust productive of interest from government bonds pending 
acquisition of equipment. The fund was set up to provide for 
purchase of 1,000 70-ton gondola cars, 500 50-ton box cars, and 
250 50-ton flat cars. 


HIGHER POSTAGE RATE ON BOOKS 


With adoption of a conference committee report on the 
bill by both houses, Congress has passed and sent to the 
President S 337, increasing to 3 cents a pound or fraction thereof 
the present postage rate of 1% cents a pound on books. The 
bill extends the 3-cent rate to books having blank spaces for 
students’ notations (see Traffic World, June 27). Heretofore, 
regular parcel post rates have been applicable to such books, 
now in common use as textbooks in schools and colleges, accord- 
ing to the Post Office Department. Provisions of the bill do 
not affect the rates on books mailed by or to libraries and 
organizations as prescribed by existing law. The Post Office 
Department said the present rate on such books is 3 cents for 
the first pound and 1 cent for each additional pound to points 
within the first three zones or within a state. 





1.C. C. AND JULY 4 HOLIDAY 


The Commission has announced that its offices will remain 
open on July 4 for the transaction of essential business. 
Necessary orders would be entered by the Commission or 
the appropriate division thereof, as on other working days 
It was stated, however, that there would be no press releases 
on that day. 





APPROPRIATION BILL SIGNED 


President Roosevelt has signed H. R. 6430, the inde- 
pendent offices appropriation bill carrying money for the Com- 
mission, the Maritime Commission and other agencies for the 
fiscal year ending June 30, 1943. 
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Public Aids to Transportation 


The Traffic World Washington Bureau 


An indication that the hearings opened by the Board of 
Investigation and Research June 29 on the general subject of 
public aids to transportation would develop several controver- 
sies between spokesmen for different types of carriers as well 
as for other interested parties became apparent in the last 
hour of the first hearing, as two witnesses submitted their 
views about financing of highway construction. 

Those witnesses were Douglas Sutherland, executive secre- 
tary of the Civic Federation, of Chicago, and Frederick Brenck- 
man, Washington representative of the National Grange. 

Mr. Sutherland’s testimony, generally, was in opposition 
to the financing of street and highway improvements out of 
property taxes. He asserted, in effect, that the share of the 
total cost of street and highway construction and improvement 
borne by the local property tax (22.92 per cent, in Chicago, for 
the period 1932-1940) should be sharply reduced rather than 
increased. He said the 1941 tax rate in Chicago was $9.89 a 
$100 assessed valuation, that the rate for 1942 was forecast 
at $10.12, and that taxes for prior years in great amounts 
were still uncollected. It was probable, he said, that coming 
years would require more funds than were now in view to keep 
Chicago streets and parkways in properly usable condition. 
The money should not come from the federal government and 
could not come from increased local taxes, he averred, adding 
that apparently it would have to come from increased state 
aid from motor fuel tax or motor vehicle license fees “to the 
extent that is absolutely necessary.” He continued: 


It seems to be the opinion of highway engineers . . . that the 
modern heavy commercial vehicles materially shorten the life of 
pavément and produce deterioration at a much more rapid rate than do 
passenger cars and delivery trucks, and that heavier and more expensive 
pavement construction is required in industrial areas. While most 
of the studies have been made on the state highways, the same inci- 
dence of wear and tear would fall upon city pavements. It would 
seem only fair that the approximate proportion of wear and tear for 
which heavy vehicles are responsible should be determined, and that 
the state charges for highway use imposed upon them should be such 
that a commensurate proportion of the cost of perpetually maintaining 
through highways’ should be charged to such users. If such charges 
should prove so high as to make such commercial operation unprofit- 
able, there would remain but two courses. They could either elect 
to provide their own rights of way, or to pass out of the picture unless 
public demand for the service they have been rendering proved 
sufficiently strong to amount to a willingness to subsidize this type 
of transportation, either in terms of increased payments for the 
transportation service by shippers and consumers or in additional taxes 
of some sort to be borne by the general public. It is certain.... 
that such additional taxes ... . could not be imposed upon property. 


J. Ninean Beall, attorney and former general counsel for 
the American Trucking Associations, Inc., received a negative 
answer when he asked Mr. Sutherland if he had any exhibits 
showing what the per capita tax for highways was before motor 
vehicle taxes were imposed for such improvements. Under 
further questioning by Mr. Beall, Mr. Sutherland said that 
there were 600 to 700 voluntary subscribers to The Civic Fed- 
eration and that 85 to 90 per cent of them contributed less than 
$500 a year each. He said he did not wish to comply with 
Mr. Beall’s request that he furnish to the transportation board 
a list of the members who contributed more than $500 a year 
each. Mr. Beall said he would not press that request, and 
Chairman Nelson Lee Smith of the board did not require 
submission of such a list to the board. 


National Grange on Highway Costs 


Mr. Brenckman, after brief remarks in which he said the 
National Grange felt highway users were paying more than 
their share of highway construction and maintenance costs, 
that it believed all taxes on motor vehicles should be used for 
street and highways, and that motor vehicles should not be 
subject to corporate taxes, submitted a prepared statement 
elaborating on those views. Copies of the statement had not 
been distributed, and Mr. Brenckman had only two copies, one 
for himself and one for the board. He offered to have additional 
copies made and distributed. J. Carter Fort, general counsel 
for the Association of American Railrodds, said he would agree 
to such an arrangement if Mr. Brenckman would make himself 
available for cross-examination later. Mr. Brenckman said he 
would, and the board accepted the prepared statement for 
incorporation in the hearing record. 

As the hearing began, Chairman Smith read a statement 
setting forth the purpose of the hearings and discussing the 
directives to the board set forth in the transportation act of 
1940 under which it was established. 

“No issues are to be decided by the board solely on the 
record made at this hearing,” he said, “for, as is well known, 
there is a great volume of existing information bearing on the 
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subject of this investigation which is generally available. 
Neither is this an adversary proceeding, with the board or its 
staff on one side and any party or group of parties, on the 
other. Rather, this hearing is a step in a continuing effort to 
develop accurate factual material and to formulate sound 
conclusions on the questions of public aids to carriers upon 
which the board is directed by the statute to report its findings 
and recommendations to the President and the Congress.” 
He said it was “not expected” that the parties would 
burden the record of the hearings by engaging in “argumenta- 
tive presentation of questions of broad public policy which 
may properly be submitted after the evidence has been heard.” 
He observed that “if the usual methods of cross-examination 
common to court proceedings were permitted here, these hear- 
ings might be protracted indefinitely with little additional infor- 
mation resulting,’ and that therefore it was hoped that the 
parties would limit their questioning of other witnesses and 
would confine matters of argument on general policies to 
written submissions that might be made after the hearings. 


Board’s Exhibits Discussed 


Dr. Burton N. Behling, director of public aid studies for 
the board, the first witness at the hearing, discussed the material 
contained in various exhibits prepared by the board’s staff (see 
Traffic World, June 20, p. 1605, and June 27, p. 1664). He said 
none of the exhibits represented finished studies and that they 
were subject to correction and revision both as to basic data 
and as to methods of classification and allocation. It might be 
noted, he said, that “we have had access to sources of informa- 
tion not available to . . . earlier investigators.” As to water- 
ways, he said, in part: 


Approximately 850 channels are listed in traffic statistics currently 
compiled by the army engineers. On 33 of these, no commercial traffic 
moved in 1940, but they are listed .... either because federal funds 
have been spent on them within the last ten years or because they 
have carried some commercial traffic within the last three years. On 
162 waterways for which some traffic was reported, no federal funds 
have ever been spent. There are approximately 620 projects on which 
it has been possible to estimate unit costs to the government for 
1940. A few additional projects, chiefly multiple-purpose improvements 
and harbors of refuge, will be analyzed by the staff, but reports on 
them have not been completed. 

For ports, port rivers and short connecting channels, 
engineers report traffic only in tons. There are 290 of these channels 
listed. . . The 20 per cent of these channels on which the federal 
costs per ton were lowest accounted for 18 per cent of total costs and 
60.7 per cent of the total traffic. . . . The 20 per cent of these chan- 
nels on which federal costs per ton were highest accounted for 5.1 
per cent of total costs and 0.1 per cent of total traffic. ... 


the army 


Dr. Behling returned as a witness, for cross-examination, 
in the afternoon session June 29. In the course of the ques- 
tioning by attorneys for different groups represented at the 
hearing, it became evident that each class of carriers wanted 
to be “relieved” of being regarded as the sole beneficiary 
with respect to certain public expenditures for construction 
or improvement of facilities used by that class of carriers. 
The attorneys’ questions dealt principally with the exhibits 
that the transportation board’s staff had prepared. 

Mr. Beall objected to amortization of expenditures for 
highway right-of-way and of certain other expenditures per- 
taining to highways and streets, with the contention that they 
were in the nature of “permanent” investments. He asked 
to what extent the board’s staff had charged off costs involved 
in damage to highways by floods and in relocation of high- 
ways, as, for example, the relocation of the Mount Vernon 
(Va.) highway with the construction of the Washington Na- 
tional Airport. Dr. Behling averred that the relocation in 
that instance would not eliminate the old road, but, rather, 
would reclassify it. 

Mr. Beall argued that if the board was going to set up 
books and amortize each bridge and section of highway it 
would get into some difficulty, and Dr. Behling agreed on that 
point. Mr. Beall wanted to know why the highway exhibits 
had not shown the cost of grading of city streets as a separate 
item. That, said Dr. Behling, would have to be purely an 
estimate. He agreed that an estimate of that sort could be 
made, but said he couldn’t say how firm the estimate would -be. 

“It wouldn’t be any more infirm than the overall esti- 
mates, would it?” asked Mr. Beall. 

“Probably not,” said Dr. Behling. 


“Terminal Service” Factor 


Mr. Beall said that, in a sense, a part of the tonnage mov- 
ing over city streets would be terminal service, for line-haul 
motor carriers, or for rail carriers or water carriers. D. Behl- 
ing agreed that it would be proper to develop some system for 
allocation of beneficiaries as to such transportation over city 
streets. Mr. Beall averred that if highway users were set up 
as a class in the board’s studies, it would be proper to divide 
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those users into component groups, so as to indicate that rail- 
roads, for instance, used city streets for terminal services. 

Mr. Beall asked if any of the board’s studies had gone to 
the question of whether streets in subdivisions had been paid 
for in their entirety by the developers of those subdivisions. 
Dr. Behling’s answer was “no.” 


Statistical Differences 


L. F. Orr, of St. Louis, Mo., appearing on behalf of the 
National Council of Private Motor Truck Owners, Inc., ob- 
served that in one of its highway exhibits the board’s com- 
parison of total expenditures for construction and maintenance 
of all highways in the United States in 1936 as obtained from 
four different sources showed wide “discrepancies.” He noted 
that, according to the exhibit, the total spent for road building 
and maintenance in 1936 was computed by the board as 
$2,318,646,000, that the total as computed by the federal co- 
ordinator was $2,095,497,000, that the total reported by the 
Department of Commerce in “Construction Activities in the 
United States, 1915-1937,” was $1,359,500,000, and that the 
total shown in “Highway Costs,’ a report prepared for the 
Association of American Railroads by Breed, Older and 
Downs, was $1,871,234,000. Mr. Orr wanted to know what 
accounted for the wide margins of difference in those figures. 
Dr. Behling said the board had had access to data that had 
not been available to those who had made the earlier com- 
pilations. At Mr. Orr’s request he said he would furnish the 
work sheets used by the board’s staff in arriving at its total, 
for the years 1930 to 1937, inclusive. 

Mr. Fort said the board’s railroad exhibit showed that 
Reconstruction Finance Corporation loans to railroads that 
were in default as of April 30, 1942, totaled $137,328,165 and 
that it indicated that that amount might prove to be a loss 
to the R. F. C. Mr. Fort observed that those loans were se- 
cured by collateral. He asked Dr. Behling if he could de- 
termine what the amount of that collateral was “as of now.” 
The latter said the board’s study of this matter was not yet 
complete. 

Parker McCollester, of New York City, representing the 
American-Hawaiian Steamship Co., and the Luckenbach Steam- 
ship Co., submitted several suggestions to Dr. Behling with 
respect to allocation of costs of harbor improvements. 


Mr. McCollester said the Interstate Commerce Commission 
had described the New York harbor area as corresponding to 
a railroad switching area. He suggested that the board, be- 
fore it reached a conclusion as to whether water or rail car- 
riers should be charged with expenditures on harbors, should 
see who actually used the harbor facilities. He asked Dr. 
Behling if he had inquired as to who instigated waterway 
improvements, and Dr. Behling said he had not. Mr. McCol- 
lester noted that one channel in New York harbor was 50 feet 
deep and that it was designed for trans-Atlantic ships, as 
coastwise ships needed no channel over 42 feet deep. He 
suggested that in the allocation of benefits of the deeper chan- 
nel consideration should be given to use of that channel by for- 
eign vessels and to the fact that such vessels brought in new 
traffic for railroads serving the port. 

“While it may not be possible for us to follow that line 
of allocation,’ said Dr. Behling, “‘there may be situations that 
require special attention.” 

Stuart B. Bradley, attorney for the John I. Hay Co. and 
a number of other carriers operating on the Illinois and other 
waterways, asked whether a part of the costs of locks and 
dams on navigable rivers had been allocated to flood control. 
Dr. Behling referred that inquiry to an assistant, who said 
that locks and dams in the upper Mississippi River had no 
excess capacity for flood control. 


Highway Officials’ Spokesman 


G. Donald Kennedy, Michigan state highway commissioner 
and president of the American Association of State Highway 
Officials, was the first witness at the hearing the morning of 
June 30. He said the variation in the transportation service 
of roads was so wide that it was justifiable to permit of clas- 
sification of the total road system into motor vehicle transpor- 
tation routes having transport as a primary function, and 
roads of little or negligible transport significance, referred to 
variously as land service or access routes, community roads, 
or residential roads and streets. He said federal contributions 
to the state trunk line system of Michigan had grown in the 
decade 1930-1939 from about 8 per cent to more than 20 per 
cent of total income; that in the same ten years state financing 
of local roadway support nearly tripled and federal contribu- 
tions grew from zero to $65,000,000, and that these gains had 
more than offset the $55,000,000 shrinkage in local support 
that occurred in that decade. He contended, in effect, that 
public aids and revenue paid by highway users should be ap- 
plied to highway systems in proportion to the importance of 
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the highways to transport requirements. Concluding, he said, 
in part: 

In order to approach the formulation of highway financial policy 
for the post-war period, a classification of the nation’s highways and 
streets is an absolute pre-requisite. Such classification should be based 
on the service each element renders. A suggested classification of high- 
ways for the purpose of a national master plan is as follows: (1) the 
national interregional system; (2) the state primary systems; (3) the 
secondary systems; (4) the urban thoroughfare systems, and (5) the 
land access roads and residential streets. 

Highway financial policies should be determined on the basis of 
the physical needs of the systems appropriaté to the character of the 
transportation service they render... . 

The most logical application of public aids would be upon the na- 
tional interregional system, supplementing applied motor vehicle rev- 
enues. The rate might appropriately be, 50 per cent motor vehicle 
revenues and 50 per cent public aid funds. 

There is much justification for recognizing the application of public 
aids and motor vehicle revenues jointly to the reconstruction of the 
nation’s highway transport system. Needs are particularly acute in 
metropolitan regions and on vital interregional connections. ... 


Board Member C. E. Childe asked Mr. Kennedy if it was his 
thought that primary roads should be supported by the users, 
that secondary roads should have support of users and local 
taxpayers, and that local roads were primarily the local tax- 
payers’ responsibility. Mr. Kennedy indicated that that was 
what he meant. 

Mr. Fort made reference to a statement by Mr. Kennedy 
that in Michigan a survey of war industries had shown that 
industries depended on the motor truck in Michigan for 65 
per cent of their inbound freight movements and for 69 per 
cent of their outbound freight movements. Mr. Kennedy ex- 
plained that he meant tons of freight. He said that, on re- 
quest by the War Department, 1,000 questionnaires had been 
sent to as many industries in Michigan and that replies had 
been received from 749 of those industries. The percentages 
cited were based on those replies, he said. Mr. Fort asked 
if Mr. Kennedy could furnish ‘a copy of the questionnaire and 
other data pertaining to the survey, and Mr. Kennedy said he 
would if the War Department had no objections. 


A. T. A. Manager’s Testimony 


John V. Lawrence, general manager of the American 
Trucking Associations, Inc., was the second witness at the 
hearing June 30. He summarized the points in his 29-page 
— to which were attached 85 pages of exhibits, as 
ollows: 


We respectfully submit that the public utility concept should not 
be followed in connection with studies of costs or allocation of costs in 
connection with highways . . . The board is undoubtedly familiar with 
the fact that tolls may not be charged on federal aid highways. We 
think the public utility concept would be in the teeth of that provision 
of law. 

In view of the legislative history of federal aid to highways and 
the declaration of policy in the transportation act, we submit that high- 
way users should not be burdened with any costs or restricted by any 
economic views, running to the proposition that commercial transporta- 
tion by highway should be handicapped to favor the railroads. Payments 
for use permitted and not payments for use reserved should be the 
basis for any findings. 

We think the board should find that rights-of-way and grading are 
not subject to depreciation and should not be amortized. We think the 
permanent highway systems should be maintained the same as the rail- 
road systems, that is, by adequate maintenance to preserve plant in- 
vestment and efficiency, without depreciation or amortization of any 
of its parts. 

The annual cash expenditures on highways, including interest on 
outstanding highway debts prorated among beneficiaries should be the 
sole measure of highway contributions, and the annual amount should 
be prorated between state and federal governmental functions and be- 
tween user. and non-user beneficiaries. 

To the extent that highways are an economical means of transpor- 
tation, the public should have the benefits of those economies. Arbi- 
trary charges should not be assessed for the purpose of destroying those 
economies and bringing the transportation costs up to the level of 
other forms of transportation and thereby destroy the economies of 
highway transportation. 

It should be borne in mind that other forms of transportation have 
a large backlog of noncompetitive traffic, whereas all of the highway 
commercial traffic is competitive with other forms of transportation. 

The percentage of highway traffic to total traffic is so small that 
competitors cannot possibly be injured if the public be permitted to 
enjoy the inherent advantages of its investment in its own highways. 

We suggest that an analysis of total taxes paid by commercial users 
of highways, with those paid by any other form of transportation will 
disclose that the commercial users of highways pay more taxes per 
originated ton, per ton-mile, or per dollar of gross revenue, than any 
other form of transportation. 

It is not necessary to increase trucking costs to establish com- 
petitive parity with other forms of transportation, but it is necessary 
to remove the trade barriers and reduce the taxes in order to bring 
about a semblance of competitive parity. 

Highway capacity which is reserved or withheld from commercial 
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vehicles should be considered in determining their proper contribution 
to the highway funds. 


In the course of his statement, Mr. Lawrence said that the 
study of public aids to transportation by Joseph B. Eastman 
in his former capacity as federal coordinator of transportation 
showed that highway users had paid more than half a billion 
dollars in excess of their proper share of highway costs in the 
period from 1921 to 1937, inclusive. Therefore, he contended, 
the transportation board should ‘wipe the slate clean for the 
past.” Henceforth, he added, there should be compared special 
revenues received from highway users with “a fair share” of 
the actual annual expenditures that could properly be charged 
to the highway user. That “fair share” should be determined 
after a full allocation of cost against the general fund for 
benefits to the public such as the service rendered by highways 
in connection with access to property, fire protection, public 
health, education, recreation, police protection, postal service 
and national defense, he maintained. 

Mr. Lawrence emphasized his theory that commercial users 
of highways should not be expected to pay for a “reserve” or 
“withheld” use of the roads. To explain that theory, he pre- 
sented a series of tabulations of “typical’’ truck and tractor 
semi-trailer or full trailer weight maxima permitted by the 
various states. He said Public Roads Commissioner MacDonald 
had found that the standard of construction on federal aid 
highways was generally good for 18,000 pounds an axle or 9,000 
pounds a wheel, equipped with low pressure pneumatic tires. 
Most of the states recognized an 18,000-pound axle load and a 
9,000-pound wheel load, with suitable equipment, he added. 

“We have taken nine typical types of trucks,” he said. 
“We have assumed a maximum axle load of 18,000 pounds 
and a maximum wheel load of 9,000 pounds with tire equip- 
ment to comply with the laws of any state regulating the 
weight per inch of tire. We have assumed a weight of 6,000 
pounds for the front axle and 18,000 pounds for all other axles. 
We have assumed that the vehicle length will comply with the 
bridge formulas of the states. . . . We then proceed to show 
that in complying with those (state) requirements the com- 
mercial vehicle is still deprived of the use of the highway to 
a very great extent... .” 


“Standard” Truck Not Defined 


Joseph H. Hays, counsel for the Western Association of 
Railway Executives, in cross-examination of Mr. Lawrence 
sought to obtain from the latter a statement as to what type 
of truck he considered a “standard” type. After Mr. Lawrence 
indicated that the types of trucks that were in actual opera- 
tion were governed as to size by prevailing conditions in the 
areas of operation, Mr. Hays suggested that the witness had 
in mind a “theoretical” truck. Mr. Hays noted that one exhibit 
showed the weight of a typical truck ai 1 full trailer, compris- 
ing six axles, as 96,000 pounds, and that Texas, as an example, 
with a state truck weight maximum of 38,000 pounds per- 
mitted 40 per cent of the capacity of such a truck on its roads, 
leaving 60 per cent as the “reserve” capacity of the truck. He 
wondered if the exhibit purported to show that any state that 
did not permit a 96,000-pound truck ws guilty of restricting 
trade. Mr. Lawrence did not concede 1 «t interpretation as it 
was phrased by Mr. Hays. Mr. Fort referred to the trucks 
described in the exhibits as “fictitious, theoretical, representa- 
tive, typical trucks.’ 

Frederick N. MacMillin, executive secretary of the League 
of Wisconsin Municipalities, asked Mr. Lawrence if he knew 
that in Wisconsin gasoline taxes were paid on gasoline for 
police cars and other municipally owned automobiles. Mr. 
Lawrence said that might be true in Wisconsin but that he did 
not think it was true as to the states in general. 

Highway Users’ Viewpoint 

As spokesman for the National Council of Private Motor 

Truck Owners, Inc., Mr. Orr said that in 1940 the states col- 
lected $1,200,000,000 in motor vehicle fuel and license taxes, 
or more than 28 per cent of the total tax they collected. In 
addition, he said, owners of motor vehicles paid license taxes 
in most of the important cities. They had paid more than 90 
per cent of the street and highway costs, except outstanding 
and unpaid bonded indebtedness, he added. He submitted an 
exhibit to show that the motor truck was “an important 
facility in practically every line of business.” The exhibit also 
stated that 54,000 communities or more than 40 per cent of 
the total communities of the country, were dependent entirely 
on motor vehicles for transportation. 
_ “More than 43 per cent of the total trucks registered are 
in the light delivery class, approximately 50 per cent are in 
the medium class with a maximum gross vehicle weight rat- 
ing ranging from 9,000 to 16,000 pounds including lading, and 
only 7 per cent of the trucks are in heavy duty class,” he 
continued. “Approximately the same percentage holds true 
with respect to trucks operated by industry.” 
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He said the private truck owners’ council felt the question 
of highway transportation use and cost had been exhaustively 
studied by impartial groups, and he cited the National Trans- 
portation Committee of “the early thirties” and the study by 
Mr. Eastman as federal coordinator. The board should take 
those studies as the base, and bring them down to date factually, 
and would not be justified in any change as to principle or 
otherwise except to make them current, he averred. The main 
question here to be determined, he declared, was whether 
transportation, public and private, freight and passenger, as a 
whole was failing to pay reasonable compensation for use of 
the highways. The users would not fail to make themselves 
heard in the legislatures wherever there was any inequality, 
he contended. He said that on the basis of “social justice” the 
railroads should contribute something toward the construction 
of streets and highways that were feeders to their lines. The 
railroad of today could not very well do without the motor 
truck as an auxiliary and feeder, he said. 

“We fail to find anything, taking the highway tax bill as a 
whole, that discriminates against other forms of transportation,” 
he said. “If anything, the users of the highways are paying 
more than their fair proportion of the bill.” 


Criticism of “Estimate” Procedure 

Mr. Orr criticized observations by the board’s staff in the 
explanatory text accompanying its statistical exhibits to the 
effect that in some cases the computations had to be based 
largely on estimates, at times to the extent of 60 per cent, 
with only 40 per cent of actual figures. Mr. Orr said a civil 
proceeding would not be tried on such evidence as that. The 
board needed to obtain more facts, as figures that represented 
“purely an estimate by one person” created a wholly distorted 
picture, he maintained. Dr. Behling told Mr. Orr he shared his 
“disgust” with estimates, but that in the highway field esti- 
mates were necessary because of a lack of factual data. Mr. 
Orr contended that the facts might be difficult to obtain, that 
the board might have to go to the source to get them, but that 
they could be obtained. The Public Roads Administration had 
failed to obtain statistics from some counties and it had been 
“too easy” to make estimates, said Mr. Orr. 

“You’re sending me a bill, and I want to know what it’s 
for,” he said. 


Testimony for A. A. A. 


Russell E. Singer, general manager of the American Auto- 
mobile Association, in a prepared statement that he read to the 
board, said that only if payments made by highway users failed 
by a substantial margin to meet assigned costs could there be 
any question of subsidy. He said that the extent to which gov- 
ernment should “properly” contribute to street and road costs 
was a matter of judgment and could not be reduced to any 
fixed formula; that Congress, through highway appropriations, 
had indicated what “properly” should be contributed by the 
federal government, and that, accordingly, a first step in deter- 
mining what costs should be distributed among state and local 
taxpayers was to deduct all amounts that had been paid by the 
federal government. The remainder then should be divided up 
among the highway user taxpayers on the one hand and the 
general taxpayers on the other, he averred. Costs of highways 
should be confined primarily to interest and amortization 
charges on outstanding highway debt, if any; capital outlay for 
acquisition for right-of-way; construction or improvement of 
streets and roads and bridges; administrative expenses; main- 
tenance and operation, including repairs, renewals and replace- 
ments; highway planning surveys, and that portion of the state 
police costs chargeable to the patroling of the highways, he said. 

“In New York State,” he said, “highway users paid in ap- 
proximately $130,000,000 in 1940. Of this amount about $64,- 
000,000, or nearly 50 per cent, was diverted to non-highway 
purposes. It would clearly be absurd to say that the highway 
users in New York were being subsidized when less than half 


of the money paid by them is expended for streets and highway 
purposes.” 


Mr. Singer said the A. A. A. felt there was a strong possi- 
bility that the entire problem of highway financing might have 
to be faced anew in the post-war period and that it might be 
necessary to adopt entirely new approaches to and new con- 
cepts of highway financing methods. 

Mr. Fort asked Mr. Singer if he was mindful of the fact 
that the federal coordinator’s report had shown that the ton- 
mile tax on passenger cars was about twice as large as on 
trucks. Mr. Singer said approval of that report by the A. A. A. 
had mentioned certain exceptions and that that might be one 
of them. 

Dr. Behling returned to the witness chair to answer ques- 
tions Mr. Orr had asked about discrepancies in reports from 
various sources on total expenditures for all types of highways. 
He said the principal differences were attributable to: (1) use 
by the board of information largely unpublished but available at 
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the Public Roads Administration; (2) use of figures for federal 
agencies more complete than those previously available; (3) use 
of federal work relief money to states as 100 per cent for high- 
ways and streets, rather than as 75 per cent as in the federal 
coordinator’s report, and (5) elimination of expenses for street 
lighting and street cleaning. 

Mr. Orr suggested that it would be helpful if the board’s 
report would show just what the federal works relief money 
was spent for. 

Mr. Fort asked Mr. Orr if he thought rail service in the 
District of Columbia was adequate. Mr. Fort then observed 
that 53 of the 54,000 communities that Mr. Orr had cited as 


being dependent entirely on motor service were in the District 
of Columbia. 


Attitude of Railroads 


Mr. Fort made the opening statement on behalf of the rail- 
roads as the hearing on July 1 began. He recited the growth 
of the scope of federal legislation covering transportation 
agencies, saying such legislation resulted with the public and 
government began to understand that there could be no inde- 
pendent approach to each individual transport agency, ignoring 
the others, without chaos in the transport field. He quoted 
from the President’s message to Congress in 1935 the statement 
that it was high time to deal with the transportation system as 
a whole. Each aspect of the transportation problem must be 
considered in relation to the others, he averred. 

Progress after enactment of the motor carrier act of 1935 
and the transportation act of 1940 was more appearance than 
reality, he said. He argued that, to a large extent, rate regula- 
tion as a means of developing efficient transportation for the 
nation was largely frustrated by reason of underlying subsidies 
for parts of the transport system. There was a maladjustment 
of economy if one form of transportation did not pay costs that 
others had to pay, he maintained. 

As to the highway system, he continued, so-called ‘‘con- 
sequential benefits” should be set off. He said certain roads 
had been termed “land access roads” only for the purpose of 
trying to reflect consequential benefits to land. Much of the 
land in the United States would be valueless without the rail- 
roads, he said. He added that consequential benefits were in- 
cidental to all public utilities and even to real estate develop- 
ments. Indirect beneficiaries of the railroads made no pay- 
ments to the railroads, he noted. If, with respect to highway 
transportation, there was first dedicated consequential benefits 
in the charging of costs, the whole inquiry by the board would 
become a farce, he said. 

Dr. C. S. Duncan, economist for the Association of Ameri- 
can Railroads and author of several books, including ‘‘Market- 
ing Problems,” published in 1921, and “A National Transporta- 
tion Poljcy,” published in 1936, thereupon testified on behalf of 
the railroads. He took issue with several statements that ap- 
peared in the board’s exhibit on public aids to railroads, dealing 
first with the board’s discussion of R. F. C. loans. 

With respect to securities that the railroads had placed 
with the R. F. C. as collateral on R. F. C. loans, Dr. Duncan 
took the position that Mr. Fort had stated earlier in the 
hearing. 

With respect to highway crossing grade separation projects, 
Dr. Duncan said that changes in transportation conditions in 
recent years had been such fhat benefits of such projects to 
railroads had grown successively smaller, while benefits to 
highway users had increased. He said that it was his judgment 
that the part paid by the railroads now for such projects, under 
proceedings pursuant to legislation on apportionment of the 
costs, was between 5 and 7 per cent of the total. 

Under questioning by Mr. Fort, he discussed the valua- 
tion of federal land grants received by railroads as set out in 
the federal coordinator’s report, saying the report gave a net 
value of such land of $429,000,000. He said there was a funda- 
mental error in the coordinator’s report in that such lands 
held by the railroads were valued as of December 1, 1930, 
while lands sold to the railroads were valued as of the date 
of sale. He contended that land grant values should be deter- 
mined as of the time the grants were made. He explained how 
the 50 per cent reduction of rates on government traffic by 
land grant railroads was brought about, and argued that over 
a period of years the government had been compensated fully 
for the land. Rates of competitive non-land-grant roads had 
been depressed as a result of the competition and the govern- 
ment had benefited thereby, he maintained. He said he could 
not see why contributions by individuals, associations or private 
corporations should be considered as public aids to railroads. 


Value of “Historic Aids” 


It was frankly admitted “by everybody,” said Dr. Duncan, 
that, as stated in the federal coordinator’s report, the net 
present benefit to the railroads of so-called “historic” aids 
were small and probably negligible. He testified about them, 
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he said, because the directive to the board called for study 
of past as well as present aids to transportation, and because 
the board had indicated in the statement accompanying its 
exhibits that it planned to reexamine the historic aids. 

Dr. Duncan regarded adoption by the board of the theory 
of a 50-year service life for waterways as “too generous,” and 
indicated that, as he said, a suggestion by army engineers of 
a service life of 40 years was generous enough. 


Kinds of Waterway Tonnage 


Water facilities built by the government were used in the 
same way as rail facilities, he said, adding that escape of 
the construction cost by water carriers was just as much an 
aid to them as a direct subsidy. 

Referring to the board’s exhibits pertaining to waterway 
costs allocated by the ton or ton-mile of waterway traffic in the 
year 1940, Dr. Duncan asserted that the traffic totals used in 
those compilations embodied large quantities of government 
freight. In one instance, he said, elimination of government 
freight brought the charge by the ton up from $6.70 to $35.70. 
He noted, particularly, the tonnage figures shown for the 
Caloosahatchie River-Lake Okeechobee Canal across Florida. 
The total tonnage on that waterway in 1940 was reported as 
117,443 tons in 1940, he said. The report of the chief of army 
engineers, however, showed that that tonnage included 83,576 
tons, or 71 per cent, moved in connection with river and harbor 
work, including rock, fuel oil, sand, fresh water, and contrac- 
tors’ equipment, he observed. That, he said, left 53,867 tons, 
of which 22,414 tons consisted of oyster shells, used in Florida 
for road building and dredged from the bottom of the river. 
There remained 31,253 tons of what might reasonably be called 
commercial traffic, and that figure included 801 tons of fish and 
- — of turtles, presumably caught in Lake Okeechobee, 

e said. 

In computing the ton-mile cost by inland waterway, he 
averred, consideration should be given to the fact that the 
river haul was often circuitous, as on the Mississippi River 
between the mouth of the Ohio and New Orleans, 975 miles 
by water and 566 miles by the short-line rail haul. 

Mr. Beal, in cross-examination of Dr. Duncan, suggested 
that if private aids to railroads were discounted, gifts of 
right-of-way for highways should also be discounted, and 
Dr. Duncan agreed. Answering another question, Dr. Duncan 
said he had made no study of benefits to the government accru- 
ing from motor carrier rates depressed by land grant rates 
of railroads parallel to highways of motor carrier operation. 
Dr. Duncan added that his position was that truck rates were 
subsidized rates. 

Mr. Beal asked the witness if he had seen any study of 
R. F. C. loans to trucks, and Dr. Duncan said the board’s 
= discussed by him dealt only with public aids to rail- 
roads. 

Mr. Bradley, counsel for Illinois waterway carriers, con- 
ducted a line of questioning calculated to show that railroad 
bridges over navigable rivers were in no sense an aid to the 
water carriers on those rivers and that the cost of the bridges 
therefore should not be charged against the river carriers. 


Dr. Behling asked for advice as to whether the board should 
make a particular study of the traffic on each waterway or 
whether it should include only the traffic able to move as a 
result of the waterway improvement, and added that it was 
difficult to determine what traffic would have moved without 
the improvement. Mr. McCollester said there were instances 
where commercial traffic alone should not be charged with 
the cost of waterway improvement, as, for example, in the 
case of deepening of a channel to 40 feet because of use of 
the channel by a navy yard. 


Analysis of Highway Costs 


W. S. Downs, professor of railway and highway engineer- 
ing at West Virginia University, associated with Professors 
C. B. Breed and C. Older in preparation of two publications 
for the Association of American Railroads, “Highway Costs” 
and “What Is Public Aid to Transportation?” was the next 
witness for the railroads. He discussed, among other things, 
his experience as a division engineer for the West Virginia State 
Road Commission. 

He took issue with the transportation board’s adoption of 
“annual expenditures” as the basis for allocation of highway 
costs, urging adoption of “annual costs” in lieu of that basis. 
He distinguished between those terms by saying that annual 
expenditures embraced all money spent on highways in any 
given year, while annual costs were determined and made up 
as follows: (1) Capital expenditures, spent for construction 
useful for a period longer than a year, must be considered 
investment, and it was first necessary to ascertain the service 
life of the road constructed and to compute the return and 
the rate of amortization, then, based on the rate of deprecia- 
tion, the annual amortization charge was found; (2) the rate 
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of interest on the highway cost was included in the annual 
cost; (3) taxes were included, and (4) maintenance cost was 
also included. 

Thus, he said, on the “annual cost” basis the highway cost 
figures were spread over the period in which the highway had 
a useful life. 

Mr. Downs said he and his associates believed that street 
cleaning and street lighting were a proper part of highway 
costs and that they were no less a part of the cost of the high- 
way plant than cleaning and lighting of any other plant were 
a part of costs of such a plant. 


Unsurfaced Roads Question 


He noted that the board’s staff had not included in its 
highway cost calculations the unsurfaced roads. There were 
about 2,400,000 miles of-such roads and they constituted about 
80 per cent of the total road system, he said. He computed the 
cost of unsurfaced reads at not less than $1,500 a mile. 

Under questioning by Roland Rice, general counsel of the 
American Trucking Associations, Inc., Mr. Downs said that 
capital expenditures for highways in the last few years had 
been small. In the present emergency the roads were depleting 
at a rapid rate, he added. He said about four billion dollars 
was the amount needed now to put the highways “in good 
shape.” 

he. Orr asked the witness how many of the 2,400,000 miles 
of unsurfaced roads he (Mr. Downs) had seen. Mr. Downs said 
he had traveled over at least 10,000 miles of such roads in vari- 
ous states. Mr. Orr contended that most of those roads had 
been built for political purposes, and in anticipation of their 
being surfaced in the future. 

“Did you ever see a highway engineer who had as much 
money as he wanted to spend?” asked Mr. Orr. 

“No,” said Mr. Downs. 

Board Member Childe wanted to know how Mr. Downs 
and his associates in their study of highway costs arrived at 
75 per cent of the W. P. A. expenditure as the amount that 
should be considered highway cost. Mr. Downs said the figure 
was an arbitrary one, based on the authors’ own observations. 
Mr. Childe inquired about data on the average service life of 
highways, and Mr. Downs said the life of concrete pavements 
differed in different states, from 12 years in New York to 25 
years in Iowa. He saw difficulties in computing highway 
service life because of frequent “piecemeal’’ restoration or 
construction of roads. There was no substantial variation be- 
tween the older types and the newer types of concrete high- 
way as to durability, he indicated. 

“This period of increased loads on our highways will 
reduce the service life of all highways in the states very, very 
materially,” he declared. 

He said that in Kentucky, because of subsoil conditions, 
concrete pavement did not last as long as pavement of that 
type in Pennsylvania. 


Allocation of Highway Costs 


C. B. Breed, consulting engineer, professor of railway and 
highway transportation at the Massachusetts Institute of Tech- 
nology, and co-author of ‘““Highway Costs,” testified the morning 
of July 2 on the question of allocation of highway costs, par- 
ticularly as to the procedure he and Mr. Downs and Mr. Older 
had followed in dealing with that problem in “Highway Costs.” 

Questioned by Mr. Fort, he said there were multiple uses 
of highways and streets, that rural roads were used by pedes- 
trians, bicyclists, horse-drawn vehicles, live stock on the hoof, 
farm machinery, and, as to the right-of-way, by telephone and 
telegraph lines, while city streets were subject to some of the 
same uses and, in addition, for routes for sewers, water pipes 
and frequently for street railway lines, as well as for air and 
light and for access to building by fire departments. 


Value of “Indirect Benefits” 


Motor vehicle use on rural roads was so predominant that 
other uses were relatively insignificant, he averred. Asked 
whether highways in some instances resulted in consequential 
benefits to lands, he said that was true but that the benefits 
were not independent of the motor use of the highway. He said 
it would be impossible to determine the values of indirect bene- 
fits of highways, citing as an instance the saving of a child’s 
life by a physician using a highway to reach the child’s home. 
It was axiomatic, he said, that comparable total costs should 
be considered as to each transportation agency and that con- 
sequential benefits of highways should not be considered without 
taking into account such benefits of railroads. 

In assigning highway cost’as between motor vehicle users 
on the one hand and other highway users on the other, said 
Mr. Breed, he and his associates in authorship of “Highway 
Costs” assigned to other than motor vehicle users a per capita 
cost of $1 for road costs prior to 1904, or before the motor era. 
He cited from “Highway Costs” a prediction that the time would 
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come when the entire cost should be assigned to motor vehicle 
users. He noted that some motor vehicles were owned by fed- 
eral, county, state or municipal governments and maintained 
that highway costs should be assigned to all government vehicles 
on the same basis as to privately-owned vehicles. 


“Prudent Investment” Theory 


Mr. Beall, on cross-examination, wanted to know what 
value the “Highway Costs” authors had given to “prudent in- 
vestment” in highways in allocation of costs, and Mr. Breed, 
observing that he understood this meant whether the money 
was prudently spent or wasted, said that he and the co-authors 
had considered 75 per cent of the W. P. A. funds spent on roads 
as a fair assignment. Asked whether he had considered the 
benefits to the government as a result of reduced rates of motor 
carriers competing with land-grant railroads, Mr. Breed said 
this factor should be considered, provided the motor carriers 
in question were paying all costs and were not subsidized. Mr. 
Beall aimed several questions at emphasizing the “withheld 
capacity” theory propcunded earlier by Mr. Lawrence. To a 
question as to whether a railroad should be charged with ex- 
penditure involved in providing a bridge at a point where a fill 
otherwise would block passage on an existing highway, Mr. 
Breed said he did not think the highway should be charged for 
railroad capital costs. Mr. Beall submitted the idea that the 
purpose of federal highway aid funds, as shown in reports of 
congressional committees, was to promote, among other things, 
national defense and the public welfare. Mr. Breed averred that 
railroads also served national defense. 

To a question by Mr. Rice, Mr. Breed said, in effect, that 
it was sound business practice to charge the highway users 
interest on the unamortized balance of the highway cost even 
though those users had already put up half of the total capital 
expenditure. 

Asked by Mr. Orr what proportion of the depreciation of 
road surface and roadbed had been assigned to the elements 
and what to use, Mr. Breed said he and his collaborators on the 
highway study had assigned “very little’ to the elements. 

Clifford Older, of Willamette, Ill., consulting engineer and 
one of the authors of “Highway Costs,’’ was the next witness 
for the railroads on the matter of highway cost allocation. 

Mr. Older said that when he was division highway engi- 
neer in Illinois, from 1917 to 1924, he made a traffic test by 
constructing sections of pavement of varying thickness to deter- 
mine pavement strength in relation to vehicle weights. He said 
he found that the required pavement thickness was related 
closely to the square root of the maximum wheel load borne 
by the pavement. Mr. Hays brought out that the formula thus 
developed was known as the Older formula and that since 1920 
it had been the basis of pavement design in Illinois. 


The witness submitted an exhibited showing that of a total 
annual highway cost chargeable to motor vehicles, in 1932, of 
$1,495,218,000, maintenance accounted for $549,102,000 and the 
remaining $946,115,000 was capital cost. The part of the main- 
tenance cost affected by motor vehicle characteristics of weight, 
size and speed, apportioned to all motor vehicles on the basis 
of ton miles, he said, was 75 per cent of rural road maintenance 
plus 50 per cent of city street maintenance, aggregating $381,- 
043,000, while the part of the maintenance cost not affected by 
motor vehicle characteristics, apportioned to all motor vehicles 
on the basis of vehicle miles, amounted to $168,060,000. 

Of the capital cost, the amount of $409,056,000, based on 
88 per cent of the cost of pavement on rural roads and 100 
per cent of pavement on city streets, was apportioned to all 
motor vehicles on the basis of the “Older formula,” while 
$61,831,000, on the basis of vehicle miles, was apportioned only 
to trucks and busses, for the reason that pavements and 
bridges were built wider than required for passenger car traffic 
so as to accommodate movement over them by the wider trucks 
and busses. Mr. Older noted several other considerations that, 
in his opinion, supported his conclusion that highway construc- 
tion costs were attributable to a large extent to the fact that 
roads were built to specifications for commercial rather than 
for passenger car traffic. 

Questioned by Mr. Beall, Mr. Older conceded that it was 
impossible to allocate the cost of highways to the different 
types of carriers precisely. 


N. Y. Port Authority Witness 


Walter P. Hedden, chief of the Bureau of Commerce of 
the Port of New York Authority, in testimony about allocation 
of po cost of public aids to waterways, summarized his points 
as follows: 


The movement of freight by railroad car ferry in New York har- 
bor is a significant portion of the total commerce on the waterways 
and, by any logical system of accounting, should be allotted a portion 
of the costs of improvement and maintenance. 

The cost of dredging the main entrance channels of New York 
harbor should be allocated in large part to the super-liners. The 
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significance of these super-liners cannot be measured in terms of tons 
of cargo carried, but rather the number of passengers. 

A large part of the expenditures for channels in New York harbor 
was and is for the purpose of providing access to army and navy bases 
and facilities directly used for national defense rather than normal 
commerce. 


Certain projects on which moneys have been expended heretofor 
in creating ship channels are now obsolete. This is notably true in 
the case of the Jamaica Bay channel, where changes in zoning and 
land usage have rendered the ship channel obsolete. 


He agreed with Mr. McCollester that there was no reason 
for not considering, in the cost allocation process, about 26,000,- 
000 tons of cargoes in transit in the harbor. He indicated 
agreement, also, with Mr. McCollester’s suggestion that the 
traffic of each individual port should be studied by the board. 

Dr. Behling asked for advice on the treatment of cargoes 
in transit and cited a statement by the army board of engineers 
to the effect that inclusion of ferry traffic would ‘‘obviously” 
be an unwarranted inflation of the total traffic figure. Mr. 
Hedden said the engineers’ statement did not sound logical to 
him, and that the ferry type of movement did not appear to 
differ from the rail lighterage movement, which had been in- 
cluded in the engineers’ total. 


Time for Filing of Briefs 


Chairman Smith said the board would receive briefs per- 
taining to the question of public aids to transportation not 
later than August 25 and that the board would desire not less 
than 15 copies of each brief. He asked that the briefs meet 
requirements of the Interstate Commerce Commission as to 
legibility. Those desiring to file reply briefs should file them 
not later than September 15, he said. He added that the board’s 
staff might prepare a preliminary or “proposed” report. To 
an inquiry whether the board planned to distribute additional 
data before the deadline for filing of briefs, Mr. Smith said 
it was “very likely” that it would distribute such data, and 
that that information would be served on the parties of record. 
Mr. Beall asked and obtained permission to submit additional 
data subject to such further proceedings as the board might 
direct. 

Donald S. Morrison, vice-president of the American 
Hawaiian Steamship Co., testified briefly, his position generally 
being in agreement with that stated by Mr. Hedden. He said 
that only 40 vessels with drafts of more than 30 feet used New 
York harbor, out of more than 154,000 vessels going in and 
out of the harbor in a year. Foreign commerce tonnage 
amounted to about 3% million tons, or about 50 per cent of 
the total annual traffic, coastwise traffic constituted 15 per cent, 
and local or intra-port traffic represented 35 per cent of the 
total, he said. He urged the board to consider the benefits to 
land transportation of the foreign commerce tonnage. He men- 
tioned ship subsidies, tax exemptions for subsidized ships, and 
their effect on competition in merchant marine operations. 


Data on Great Lakes 


L. C. Sabin, vice-president of the Lake Carriers Associa- 
tion, read a short statement containing factual rather than 
argumentative material about channel and harbor improve- 
ments on the Great Lakes and about the tonnage transported 
by lake vessels. He said the Great Lakes were unique, first, 
because they provided a water route 1,000 miles long for a large 
amount of bulk freight, and second, because deep water pre- 
vailed over nearly the entire distance, with the lakes so nearly 
on the same level that only one lockage was required. Traffic 
beyond Buffalo, N. Y., to American ports was relatively small, 
he observed. He said federal expenditures for all lake channel 
and harbor improvements, exclusive of maintenance, in the last 
100 years totaled only $72,608,015, and that the average annual 
maintenance cost in the last 10 years had been less than $800,- 
000. The annual federal cost as reported by the transportation 
board, he said, was $3,550,799, but, he added, that figure con- 
sisted chiefly of interest and depreciation. The grand total 
cost of improvements, including maintenance, on Great Lakes 
channels and harbors, he said, was $282,151,385. The Great 
Lakes were quite able to bear any burden of cost that could 
be reasonably assumed, he declared. He made the point that 
up to a certain date so-called ‘obsolete’ expenditures might 
have been justified, and that such a theory might apply to 
the Great Lakes. He submitted a tabulation showing that the 
cost of channels chargeable to lake carriers was about 2 cents 
a net ton of freight. The cost chargeable to harbors was 3% 
cents a ton, he said. 

Major J. H. Ross, of the legislative committee of the New 
York State Waterways Association, asked the board, in a brief 
statement, to consider the flood control functions and the 
hydro-electric power furnished by the New York State Canal 
in making its cost allocation study with respect to that water- 
way. He noted that the board had not yet released any data 
compiled by it concerning that canal. 

Attendance at the hearings June 29 to July 2 ranged from 
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about 50 to about 75. Seated at tables near the board members 
—Chairman Smith, Mr. Childe, and Robert E. Webb—were 
the following members of the board’s staff: Dr. Behling; 
Dr. Charles F. Marsh, economist assisting in highway studies; 
Dr. Harold Kelso, economist dealing with waterway costs; 
Dr. Lionel W. Thatcher, dealing with air and rail transporta- 
tion; Charles N. Graham, studying highway costs; T. M. Banks, 
Jr., general counsel for the board, and K. C. Davis, assistant 
counsel. 

Chairman Smith said, the night of July 2, that, unless there 
were unforeseen developments, the hearings would be con- 
cluded, as scheduled, on July 3. 


TRANSPORTATION BOARD EXTENDED 


President Roosevelt has issued a proclamation extending 
until September 18, 1944, Title III, Part I of the transporta- 
tion act, 1940. This is the part of that act relating to the 
Board of Investigation and Research and the President’s ac- 
tion gives the board the maximum extension of life permitted 
by the act. 

Had not the President issued his proclamation prior to 

September 18 this year Title III, Part I of the act would have 
ceased to have had effect, the law providing for termination 
of that part two years after date of enactment—September 18, 
1940—unless extended by the President “for an additional 
period which shall not exceed two years.” 
Though the transportation act was approved September 
18, 1940, President Roosevelt did not appoint the members of 
the board until the middle of the following year. The mem- 
bers assumed office August 22, 1941—almost a year after the 
date of approval of the act. Thus approximately a year of the 
first two years of the authorized life of the board had expired 
when the board began work. 

The President said in his proclamation that it appeared 
that the duties of the board could not be adequately performed 
unless Title III, Part 1, were extended as authorized by the 
act. Following that statement the President said: 

“Whereas an efficient transportation system is essential 
to the nation in peace and war, and the national interest re- 
quires the development of informed policies by which such a 
system may be promoted, strengthened and maintained.” 


PRICE CONTROL AND TRANSPORTATION 

Postponement from July 1 to August 1 of the application 
of price ceilings to charges for transportation, stevedoring and 
related services was announced July 2 by Price Administrator 
Leon Henderson (see Traffic World, June 20, p. 1597). 

“The extension was granted to meet requests by the Office 
of Defense Transportation and the War Department with re- 
spect to certain transportation and stevedoring services, to 
give persons furnishing services in connection with essential 
war activities additional time to conform their practices to the 
requirements of price regulations, and to provide opportunity 
to complete studies of special factors applying to these serv- 
ices,” said the O. P. A. 

“The postponement was contained in amendment No. 2 to 
supplementary regulation No. 11, which extends from July 1 
to August 1 the effective date of the general maximum price 
regulation and maximum price regulation No. 165—consumer 
service—with respect to transportation services, storage and 
warehousing, stevedoring, and allied services. 

“Both price regulations established ceilings at March 
levels. Because of increases since March in war risk insurance 
costs and wage payments reflecting submarine activity on the 
Atlantic coast, the Office of Defense Transportation requested 
postponement in the application of maximum prices to barge 
movements of coal along the east coast, and further study of 
special cost factors. 

“The War Department asked added time to permit adjust- 
ment of stevedoring charges without interruption in the flow 
of war supplies. 

“Amendment No. 3 applies to charges for transportation 
services of carriers other than common carriers; commercial 
storage and warehousing; stevedoring; car loading and car un- 
loading; services of freight forwarders, consolidators or dis- 
tributors not serving the general public as common carriers; 
terminal services; services of transportation brokers, customs 
brokers, and transportation agents (other than employes of 
transportation companies); and pre-cooling, icing, ventilating 
and heating of shipments and transporting equipment.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Air Transportation 





Complaint Against Airline 


A charge that airlines cancelled scheduled flights, when 
there were insufficient “payloads,” on alleged grounds that 
weather conditions were inclement, was made by the com- 
plainant in a hearing before Examiner Berdon M. Bell at Chi- 
cago, June 30, in Civil Aeronautics Board Docket No. 717, 
Adler complaint case. The complainant, Jack Adler, St. Louis, 
representative of a manufacturer of steel cabinets, charged that 
the Chicago and Southern Air Lines, on January 28, 1941, 
caused him inconvenience by delay and by suffering from cold 
when a flight, scheduled to leave Chicago for St. Louis at 4:00 
p. m., was held at Chicago until 5:30 p. m. and then cancelled 
(see Traffic World, June 27, p. 1664). 

Mr. Adler testified that he reserved a seat on the plane at 
2:00 p. m.; arrived at the airport before 4:00 p. m.; was told the 
plane could not take off until 4:30 p. m. because the crew had 
not yet arrived by an inbound plane; sat in a cold plane from 
4:35 to 5:30 p. m. with two other passengers, and was told at 
5:30 p. m. that the flight had been cancelled. He said this re- 
sulted in his missing an appointment and catching a cold. He 
said it had appeared the flight had been cancelled because of an 
insufficient payload, rather than because of weather conditions, 
because other planes flew between Chicago and St. Louis the 
same afternoon and evening. Asked by James M. Verner, 
public counsel, C. A. B., as to the extent of the complainant’s 
investigation, the witness said he had not made an investigation 
and admitted he was not a meteorologist. It was up to the 
board to investigate the matter and grant such relief as was 
necessary, said he. 


V. L. Hoganson, Houston, pilot for C. and S., testified that 
he had arrived at Chicago at 5:17 p. m. prepared to take the 
C. and S. plane to St. Louis, but that he did not do so because 
of possible icing conditions at St. Louis. The flight was not 
cancelled, but delayed, said he, as weather conditions improved 
in time for the plane to leave at 7:00 p. m. Other witnesses 
for the defendant testified concerning various times of arrival 
and departure of crews and planes on the day, more care being 
given to the exact minutes than is ordinarily found in a detec- 
tive story. Company witnesses testified Mr. Adler had not been 
subjected to cold while sitting in the plane. 

Mr. Adler left the hearing early in the afternoon to take the 
4:00 C. and S. plane to St. Louis. 


Army Air Operations 


Air ferrying and transport operations of the army have 
been consolidated under one command to assure most effective 
utilization of all air transport facilities, according to the War 
Department. 

“The army air forces ferrying command, which has been 
responsible for delivering all aircraft produced by United States 
factories, has been redesignated the air transport command 
and will direct such air transport operations as required to 
accomplish the mission of the army,” says the department. 

“Effective July 1, the air transport command will take over 
the personnel and the air transportation priorities functions 
formerly conducted by the air division of the transportation 
service, services of supply, and the personnel and operations of 
the cargo division, air service command.” 

Brigadier General Harold L. George, commanding officer, 
ferrying command, will be commanding general, the air trans- 
port command. 

According to the department, the command will be re- 
sponsible for: 


1. All air transport and civil air carriers, including priorities, 
except those under jurisdiction of the navy. 

2. The ferrying of all aircraft within the United States and to 
designations outside the United States as directed by the commanding 
general, army air forces. 

3. The transportation by air of personnel, material and mail for 
= War Department agencies, both within and without the United 
tates. 

4. The control, operation and maintenance of establishments and 
facilities on air routes outside of the United States which are, or 
which may be made, the responsibility of the commanding general, 
army air forces. 


“Consolidation of these operations under the air transport 
command will provide centralization of these services and avoid 
duplication,” says the department. “In the performance of its 
mission the air transport command will utilize to the fullest ex- 
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tent possible the services, facilities and personnel of civil air 
carriers. 

“Established a little more than a year ago, the ferrying 
command has grown from two officers and a clerk occupying 
a single room into an air service organization touching all parts 
of the world. Growth of the command has required pioneering 
on a vast and unprecedented scale in the air lanes of the skies 
and what is left of the uncharted areas of the world. It has 
involved establishment of a world-wide network of communica- 
tions, and bases linking the factories in the United States with 
all fronts of the global war. 

“The ferrying command was a direct outgrowth of the 
problem of delivering military aircraft to the United Nations. 
Mounting production of aircraft toward the President’s goal of 
60,000 planes in 1942 and 125,000 in 1943 had created the need 
for an integrated, specialized organization to speed deliveries of 
aircraft to the combat zones. The growth of the command has 
kept pace with the increased production of aircraft and the 
need — delivering planes to the armed forces wherever they 
may be. 

“Consolidation of the air transport operations into the air 
transport command provides a unified air service for movement 


of aircraft, equipment, personnel and mail to the battlefronts 
of the world.” 


AIRCRAFT PRODUCTION 


President Roosevelt has announced in a White House state- 
ment that, in May, “we produced nearly 4,000 planes and over 
1,500 tanks.” He explained that, ordinarily, such production 
figures were not released because they might give aid and 
comfort to the enemy. The figures announced, along with other 
military production figures, however, he said, were definitely 
going to give the Axis just the opposite of “aid and comfort.” 

Commenting on the President’s statement, Col. John H. 
Jouett, president of the Aeronautical Chamber of Commerce of 
America, said that the American manufacturing aircraft in- 
dustry increased its annual production rate of warplanes almost 
1,000 per cent in 25 months in answering the President’s re- 
quest of May, 1940, for annual plane production of 50,000. At 
the outbreak of the European war in September, 1939, said he, 
plane production was at an annual rate of 3,000. The present 
= ~ more than 48,000 represented a 1,500 per cent increase, 
said he. ; 


RY. EXPRESS-AIR CONTRACTS 

The Civil Aeronautics Board has permitted the anti-trust 
division of the Department of Justice to intervene in its in- 
vestigation proceeding, No. 325, In the Matter of Certain Con- 
tracts Between Railway Express Agency, Inc., and All-Ameri- 
can Aviation, Inc., et al., concerning an application for approval 
of certain contracts between the express agency and 23 or more 
airline corporations, providing for the development and opera- 
tion by the respective parties thereto of a nation-wide air ex- 
press service. Those contracts, on their face, “involve the pub- 
lic issues of restraint and monopoly,” the anti-trust division 
said in its petition to intervene. 

The anti-trust division said it was advised that railroad 
companies were seeking through ownership and direct operation 
of competing forms of transportation and through operation 
jointly of the Railway Express Agency to restore in the rail- 
roads a monopoly of transportation. This, it is contended, will 
result if railroads are permitted to enter the motor, water, 
and air carrier fields without restriction, because the large re- 
sources of the railroads, including railroad stations, employes, 
soliciting forces, and their ability to cut rates and absorb 
losses, would give independent competing carriers little chance 
to survive, says the division. The anti-trust division said its 
participation in this proceeding was in furtherance of the 
anti-monopoly policy of Congress as expressed in the interstate 
commerce act and the federal anti-trust laws. 


LABOR AND TRANSPORTATION 
Chairman McNutt, of the War Manpower Commission, has 
appointed Otto S. Beyer, director of the O. D. T. division of 
transport personnel, to represent jointly the War Shipping Ad- 
ministration and the Office of Defense Transportation on the 
manpower commission. 


RAIL RETIREMENT BENEFITS 


The Railroad Retirement Board has adopted regulations, 
effective as of June 16, establishing the procedure for issuance 
of certificate of award benefits under the railroad unemploy- 
ment insurance act. The regulations include provisions relat- 
ing to initial determination, appeal from such determination, 
decisions of the appeals council, hearings, examiners’ reports, 
decisions of the general counsel, appeals from decisions of the 
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appeals council or the general counsel, decisions of the board, 
and the effect of board decisions. 


0. D. T. Wages for T. P. & W. 


Director Eastman, of the O. D. T., announced late July 1 
“the establishment of a schedule of wages and working condi- 
tions for engine and train service employes of the Toledo, 
Peoria & Western Railroad.” Continuing, he said: 


The average net increase of pay would be approximately $3,200 
monthly in the railroad’s operation. This would bring the men up 
to the standard rates of compensation as paid to other railroad em- 
ployes in similar locations in the same territory. 

The rules and rates of pay as promulgated are rules and rates of 
pay that are generally in effect and have been in effect for many 
years on railroads throughout the nation, except that, in this instance, 
many of the rules are modified to take into consideration operating 
factors peculiar to the T. P. & W. This road, operating as a bridge 
line between other railroads, has distinct operating problems not com- 
mon to trunk line railroads. 

Under conditions of normal operation the rules just announced do 
not impose arbitrary penalties on the railroad. 

The issue with respect to wages and working rules which was 
precipitated by the proposals of the former management of the T. P. 
& W., has not been adjudicated because the former management did 
not take advantage of the opportunity to appear before the arbitrator 
appointed by the War Labor Board. 

We have not undertaken to go into the issue, but to provide, dur- 
ing the continuance of the present management, for wages and work- 
ing rules which are in consonance with those generally prevailing upon 
the railroads of the country. 

The new rules will not require payment of any compensation for 
work not performed, that was not required to be paid for under rules 
and working conditions that were in existence on the railroad for a 
period of ten years prior to December 29, 1941. 

The effect of these rules will be to eliminate the payment of a 
considerable amount of money that has heretofore been required for 
overtime. This equalization of pay among the individual employes 
will be brought about by revision of train schedules, and no additional 
personnel will be required to meet the adjustments. 

The rules just announced, together with the pay rate, are to 
remain in effect pending settlement of the dispute between the rail- 
road corporation and the employes. The wage increases will be 
retroactive to March 25. 


Director Eastman said the schedule of wages and working 
rules established by him was the same as that worked out by 
O. D. T. representatives and the brotherhoods at Peoria recently 
and that it was the schedule to be submitted by the brother- 
hoods to Judge Hilliard. 

He had no comment in reply to questions as to whether 
the government would now return the road to the corporation, 
indicating that he did not know what the next step would be. 
He estimated that the wage increase under the schedule would 
amount to approximately 26 per cent. 


“Arbitration” Hearing 


Representatives of the brotherhoods, at the resumed arbi- 
tration hearing before Judge Hilliard in Chicago July 2, put 
in the record copies of the rules as agreed on and pointed out 
to Judge Benjamin Hilliard, the arbitrator, wherein they dif- 
fered from the original demands (see Traffic World, June 13, 
p. 1551). Although Director Eastman’s statement said that 
the new rules were “in consonance with those generally pre- 
vailing on the railroads of the country,” it was noted that they 
differed in many important details, especially where the so- 
called “standard” rules called for the payment of wages for 
work not done. 

Among the notable points in which the agreed rules dif- 
fered from those originally proposed by the brotherhoods and 
those in effect generally on the railroads were the greater lati- 
tude in picking up and setting out of cars required to be done 
by road crews; the abolition of mileage pay for switching 
crews; the addition of a number of nearby points to the switch- 
ing districts at Effner, Ind., and Hamilton, Ill., so as to require 
the working of cars over wider areas by switching crews; the 
amendment of the “crew consist’ rule to eliminate thé com- 
pulsory service of a flagman and to require one of the two 
required switchmen to perform the duties of the flagman; 
lengthening of the time permitted for the calling of train crews 
from 1% to 2 hours; reduction of the minimum pay mileage 
for deadheading from 100 to 50 miles; requiring the running 
of light engines without a pilot conductor; amendment of the 
seniority and promotion rule to provide promotion only if the 
applicant is qualified;; permitting the running of work trains 
in yards and trains being loaded or unloaded at cranes by other 
than yard crews, and permitting trainmen and yardmen to 
couple and uncouple air hoses. 

Attorneys for the brotherhoods asked that the arbitrator 
recommend to the War Labor Board that the rules as re- 
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submitted be ordered applied on the railroad; that it order 
standard wages applying on the eastern railroads paid to the 
train and yard men, and that it make those wage scales retro- 
active to November 10, 1940, the date when demands for the 
wage and rules changes were first made on the railroad. 


Representatives of the O. D. T., including George Volkner, 
assistant to the federal manager of the railroad, were present, 
but took the position that they had no interest in the matter 
under arbitration. Mr. Volkner answered a number of ques- 
tions asked by the arbitrator to the effect that the rules now 
proposed were “workable for the railroad’; that there had 
been nothing in his conferences with the union leaders to indi- 
cate that they would have been “obdurate” had similar pro- 
posals been discussed at the time the dispute originated, and 
that there had been nothing in the attitude of the labor 
leaders to indicate that the matter could not have been settled 
between them and the railroad—by which he meant the T. P. 
& W.—before it was taken over by the O. D. T. 


Arbitrator Indicates Approval 


The arbitrator indicated that he would recommend to the 
War Labor Board that the newly proposed rules be approved 
for application on the railroad, though he did not say whether 
or not he intended to recommend that the new rates of pay be 
made retroactive to November 10, 1940. That he leaned toward 
that idea, however, was indicated in a question he put to Mr. 
Volkner as to whether there were, in his opinion, any differences 
in circumstances justifying application of other than standard 
wages and the proposed rules at that earlier date. Mr. Volkner 
said he know of none. 


* The whole proceedings had an air of unreality, because 
everyone present knew that the new rules and rates of pay had 
been put in effect the day before. They were made effective by 
an order of the assistant federal manager without the signature 
of any formal documents. Mr. Volkner held that no signed 
agreements were necessary—that, indeed, the government could 
not enter into a contract with the labor unions. In an inter- 
view, he said the O. D. T. had power only under the executive 
order of the President to “settle the dispute,” which, he held, 
meant that he, as representative of the O. D. T., merely had to 
pay wage rates and put rules in effect which satisfied him and 
the men. So far as the railroad corporation was concerned, he 
said, he did not know what it intended to do. It was possible, 
he added, that Director Eastman would now certify to the 
President that the dispute was settled and that the President 
would, within a few days, hand the property back to its owners. 
He could not conceive, he said, that George P. McNear, Jr., 
president and majority stockholder, would refuse to sign a con- 
tract with the men immediately on the basis of the O. D. T.’s 
rules and wages. If Mr. McNear were not to do so, he inti- 
mated, labor trouble would again immediately arise and the 
whole process would have to be repeated. 


Small Increased Cost 


He said the application of the new rules and rates of pay 
would increase the labor costs on the railroad by only $3,200 
monthly. Asked to explain this figure in the light of estimates 
contained in his exhibit, put in at the earlier hearing, which 
showed that the originally proposed rules, had they been in 
effect, would have added more than $38,000 to the railroad’s 
payroll for April of this year, Mr. Volkner said there were 
two factors involved. In the first place, he said, the revised 
rules contained almost none of the penalty provisions con- 
tained in the first proposal; in the second place, a complete 
revision of the railroad’s operating schedules practically elimi- 
nated the necessity for paying overtime in the future. The 
longest run on the road, hereafter, he said, would be only 115 
miles, with overtime beginning at 100 miles, while most of the 
runs would be just under or just over the 100-mile distance. 

He asserted that, as a matter of fact, the application of the 
new rules under the revised train schedules would actually de- 
crease the payroll cost and that the $3,200 increase was entirely 
due to the application of the wages generally in effect on the 
eastern railroads. The new rules, he said, would require the 
addition of about 15 men to the railroad’s payroll, he added, but 
they- would greatly reduce the number of men on the “extra 
board.” There would still be room on the extra board, however, 
he said, for the men whe took jobs on the T. P. & W. in the 
midst of strike violence, though those men would be subordinate 
in seniority to the returned strikers. The men would be paid 
back pay on the new scales to March 25, he said, three days 
after the O. D. T. took over, the day on which the strikers went 
back to work. 


The final arbitration sessions were delayed from June 29 to 
July 2 because Mr. Volkner, who had been in an automobile 


accident June 26, was not physically able to travel from Peoria 
to Chicago until the latter date. 
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Short Line Labor Dispute 


In a letter to Chairman Leiserson, of the National Rail- 
way Labor Panel, with respect to the petition of the non- 
operating railroad unions for appointment of an emergency 
fact-finding board to investigate and report on claims of the 
employes against certain short line railroads, J. M. Hood, 
president, American Short Line Railroad Association, raised a 
question as to whether the cases of the short lines involved 


were properly before Chairman Leiserson (see Traffic World, 


June 27). 


In their petition the unions briefly reviewed the history 
of the disputes resulting in the appointment of the emergency 
fact-finding board September 10, 1941, and the subsequent rec- 
ommendations of that board and the results of mediation by 
it. The unions say a number of railroads named in the Pres:- 
dent’s proclamation creating the emergency board did not sign 
the resulting wage increase and vacation-with-pay agreements 
of December 15 and 17, 1941. They said conferences had 
since been held with the managements of each of such carriers. 
Each of the carriers was requested to accept and apply the 
wage increase agreement of December 15 and the vacation agree- 
ment of December 17. The carriers refused to sign the agree- 
ments. That is the dispute the unions have submitted to Chairman 
Leiserson. The unions say the dispute has been handled in 
accordance with each step provided by the railway labor act 
and request action under the President’s proclamation creating 
the National Railway Labor Panel. In their petition the 
unions say: 


The employes on each carrier involved in the respective issues in 
this dispute have voted to strike; however, the chief executives of the 
fourteen cooperating railway labor organizations desire to avoid, under 
present conditions confronting the country, the fixing of a date for 
a strike to begin on the respective carriers involved. A strike on 


these carriers by these employes will ‘‘interfere with the prosecution 
of the war.”’ 


The employes involved on the respective carriers have been ex- 
tremely patient. These issues were settled on most all of the other 
carriers named in the President’s proclamation on December 15 and 


17, 1941, and on all others so named, except those listed above, settle- 
ment has been made. 


It is, therefore, the request of the fourteen cooperating chief 
executives that you appoint an emergency board at the earliest pos- 
sible date, and that you notify B. M. Jewell at the Morrison Hotel, 
Chicago, Illinois, of the appointment of such board, of the date when 
hearings will begin, and the place where such hearings will be held. 

Under existing war conditions in Washington, D. C., it is the 
preference of the fourteen cooperating chief executives that the hear- 
ings of the emergency board be held in Chicago, Illinois. 


Mr. Hood, quoting from the supplemental report of the 
emergency board, took the position that the short lines involved 
were to pay a basic minimum wage of 40 cents an hour “and 
such other wage increases as can be agreed upon through di- 
rect negotiations between management and the employes or 
which are arrived at through the future operations of the pro- 
cedures of the railway labor act shall govern.” 

“From this it would appear that there is grave question as 
to whether or not any of these cases is properly before you 
as chairman of the National Railway Labor Panel,” said Mr. 
Hood. 

Railroads listed in the petition filed by labor with Chair- 
man Leiserson as having pay or vacation disputes, or both, with 
their employes, follow: 


Addison Miller Co.; Akron, Canton & Youngstown Ry. Co.; 
Alabama, Tennessee & Northern R. R. Corp.; Ashley, Drew & 
Northern Ry. Co.; Atchison, Union Ry. & Depot Co.; Atlanta, 
Birmingham & Coast R. R. Co.; Atlantic & Yadkin; Bangor & 
Aroostook; Barre, Chelsea R. R.; Burlington Refrigerator Co.; 
Bush Terminal Co.; Canton Railway Co.; Columbus & Green- 
ville; Des Moines & Central Iowa R. R.; Detroit & Mackinac; 
Fruit Growers Express Co.; Georgia & Florida; Huntingdon & 
Broad Top Mt. R. R. & Coal Co.; Lackawanna & Wyoming 
Valley R. R. Co.; Louisiana & Arkansas Ry. Co.; Louisiana & 
Northwest R. R. Co.; Market Service Assn. (Chicago); Mary- 
land & Pennsylvania R. R. Co.; Merchants Despatch Trans- 
portation Corp.; Meridian & Bigbee River Ry. Co.; Midland 
Continental; Minnesota Western Ry. Co.; Mississippi Central 
R. R. Co.; Missouri & Arkansas Ry. Co.; Montpelier & Wells 
River R. R.; New Orleans Public Belt R. R. Co.; New York 
Dock Ry. Co.; New York, Ontario & Western Ry. Co.; Norfolk 
Southern R. R. Co.; Quanah, Acme & Pacific Ry. Co.; Rapid 
City, Black Hills & Western R. R.; St. Joseph Union Depot 
Co.; Western Fruit Express Co., and Wichita Falls & Southern. 

The statement in the unions’ petition that the employes 
on each carrier involved in the respective issues in this dispute 
have voted to strike attracted attention because the President’s 
proclamation creating the National Railway Labor Panel de- 
Clared that the “national interest demands that, for the effec- 
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tive prosecution of the war, there shall be no strike votes taken, 
or dates fixed for the beginning of strikes, or strikes, or lock- 
outs, or embargoes put into effect, which would affect the 
transportation industry covered by the railway labor act.” 

The strike vote referred to in the petition, it is pointed out, 
may have been that taken prior to the appointment of the 
emergency board September 10, 1941. 


oO. P. A. LABOR COMMITTEE 


Price Administrator Henderson has created a labor policy 
committee to which he has appointed the following representa- 
tives of railway labor organizations: 


T. C. Cashen, chairman, Railway Labor Executives’ Association; 
J. G. Luhrsen, executive secretary, Railway Labor Executives’ Asso- 
ciation and Martin H. Miller, national legislative representative of 
the Brotherhood of Railroad Trainmen. 


The committee will work with Mr. Henderson and other 
O. P. A. officials in the formulation of price, rent, and ration- 
ing policies of interest to labor. 


Carloading Indexes 


Because of heavier loading and longer haul of railroad cars 
in the last few months, revenue tonnage and revenue ton mile- 
age figures now provided a more accurate measurement of the 
volume of railroad freight traffic than carloadings, Director 
Eastman, of the O. D. T., said July 1 (see Traffic World, June 
27, p. 1642). 

_ Total carloadings for the first 25 weeks of 1942 showed a 
gain of only 6.7 per cent over the same period last year. How- 
ever, all classes of freight with the exception of less-than-car- 
load increased by an average of thirteen per cent. Mr. Eastman 
pointed out, while-the local loadings declined 17.8 per cent as 
a result of O. D. T.’s general order No. 1 and of the railroads’ 
efforts prior and subsequent to the May 1 effective date. 

The order set a six-ton weight limit per car for less-than- 
carload freight, and provided for a step-up to an eight-ton 
minimum, effective July 1. A ten-ton minimum will be estab- 
lished September 1, according to the O. D. T. statement con- 
tinuing as follows: 


Mr. Eastman pointed out specifically that railway analysts and 
observers shouid, as a result of the merchandise car savings, care- 
fully scrutinize the weekly reports and distinguish between carload 
traffic loadings, and total carloadings which include the cars loaded 
with merchandise. Until a full year after May 1, he said, total car- 
loading figure comparisons will be distorted. 


During the 25 weeks ending June 20, less-than-carload freight 
used 3,194,811 cars as compared with 3,885,072 in the first 25 weeks 
vf 1941. The 1942 decrease of 690,261 cars, Mr. Eastman said, is due 
entireiy to heavier and more efficient loading by the railroads. While 
the number of cars loaded dropped considerably, figures compiled by 
the Interstate Commerce Commission showed an increase of 16.9 per 
cent in 1. c. l. tonnage originated during the first three months of 1942. 
indications are that this increase is being maintained during the second 
quarter. 

The Interstate Commerce Commission figures show the major rail- 
roads moved 576,211,670 revenue tons of all classes of freight in the 
quarter ended March 31, 1942, as compared with 478,521,196 moved in 
the first quarter of 1941, or a gain of 20.4 per cent. Revenue ton-miles 
rose from 101,375,401,000 in the first quarter of 1941 to 132,028,605,000 
in the comparable period of 1942—an increase of 30.2 per cent. 

The sharpest decrease in the number of cars used for less-than- 
carload merchandise occurred between May 1, the effective date of 
general order No. 1, to June 20. During these eight weeks, |. c. lL. 
freight required 777,981 cars as compared with 1,273,732 for the same 
weeks in 1941, a decrease of 495,751 cars or approximately 40 per cent. 

A provision of the general order gave the railroads the opportunity 
to establish sailing dates for merchandise cars by alternating with 
competing lines, and provided for pooling merchandise traffic if neces- 
sary to attain the minimum weight requirements. That section of the 
order requires carriers to submit in advance any plans for joint action 
in merchandise handling. Thus far, officials disclosed, none of the 
carriers has submitted any proposal for approval. 

Many of the smaller railroads reached the order’s objective by 
running merchandise cars every second day instead of daily. 

Some of the truck lines, according to full reports on merchandise 
loading for May, are utilizing existing truck lines on branches and 
sections of main line where it was impossible to plan car loadings so 
that the weight limits could be reached and maintained. 

On at least sixty per cent of the 121 major railroads—the Class I 
systems—app1oximately twenty per cent of all merchandise car loads 
had already reached the ten-ton limit, and almost fifty per cent had 
attained the eight-ton loading, by the end of May. 

On some of the reporting roads the long-haul merchandise showed 
the greatest loading improvement. Chicago cars for New Orleans, 
for instance, in some cases were loaded to as much as seventeen tons, 
and Cleveland cars for Indianapolis, Cincinnati, and St. Louis were up 
far over the ten-ton minimum. 

Indications are that by September 1, when the ten-ton minimum 
becomes effective, some of the larger roads will show a twelve or 
even fourteen-ton average merchandise loading per car. 
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Service Orders in States 


Texas has indirectly raised a question as to the power of 
the Commission to issue car service orders that apply to intra- 
state commerce. After hearing, its railroad commission has 
refused to make applicable within that state Service Order 
No. 71, prescribing conditions to be observed in the furnishing 
of cars for loading with live stock. 

When that was done the Commission issued an amendment 
specifically making it applicable to intrastate traffic (see Traffic 
World, June 27), effective July 1. The purpose of the order 
is to prevent the wasteful use of live stock equipment. Among 
the reasons assigned by Texas for refusing to permit the ap- 
plication of the service order were that its statutes forbade 
such a pooling of equipment as was implicit in the order and 
that there were no cars having a minimum weight as low as 
10,000 pounds in use in Texas as was the fact in other states. 
A number of other states were hesitant, it was said at the 
Commission, about putting the order into effect in their terri- 
tories but that Texas was the only one that refused to permit 
the order to be made effective within its borders. 


In a bulletin to members of the National Association of 
Railroad and Utilities Commissioners, Frank B. Warren, assist- 
ant general solicitor of the association, discusses the question 
of the Commission’s power to make its service orders applicable 
on intrastate commerce. He called attention to the fact that 
recently Commissioner Mahaffie requested that all state com- 
missions take steps to adopt Service Order Nos. 68 and 70. The 
first mentioned applied to all freight. Later Service Order 
No. 71 was issued to apply to shipments of live stock alone and 
by the amendment effective July 1, it was specifically made 
applicable to intrastate commerce. Mr. Warren stated the 
arguments for and against the proposition. He quoted from 
Avent vs. United States, 266 U. S. 127, in which the question 
was as to whether the Commission had power under section 
1(15) to suspend, in time of emergency, the operations of car 
service rules notwithstanding the limitation on the jurisdiction 
of the Commission in section 1(2a) to interstate commerce. 
The court held that it had the power to prescribe the order 
of precedence in the movement of coal, the only limit being 
that the rules it might prescribe should be reasonable and in 
the interest of the public and of commerce. 


Revenue Freight Loading 


Loading of revenue freight the week ended June 27 totaled 
853,441 cars, according to the Association of American Rail- 
roads. This was a decrease below the corresponding week in 
1941 of 55,163 cars or 6.1 per cent, but an increase above the 
same week of 1940 of 100,794 cars or 13.4 per cent. 

Loading the week ended June 27 increased 8,528 cars or 
one per cent above the preceding week. 

All districts reported decreases, compared with the corre- 
sponding week in 1941, except the Southwestern, but all districts 
reported increases over 1940. 


1942 1941 1940 

S WOGES GL DOMUBEY c.5. ci ccc cccccces 3,858,273 3,454,409 3,215,565 
4 WOGNS Of FPORTUATY «..... 2 .cccccssc. 3,122,773 2,866,565 2,465,685 
ee err 3,171,439 3,066,011 2,489,280 
ee | eee 3,351,038 2,793,630 2,495,212 
I BO onic a riciecisisnceciecieanes 4,170,713 4,160,060 3,351,840 
TE EN oon nce d i sciaiasaecns 854,689 852,940 702,892 
MN I ED ona oie o cine ersiasienlnaias 832,726 862,974 712,921 
fT rare 844,913 885,539 728,493 
eS SS a ree rrr 853,441 908,604 752,647 

NN ha bsrrinck St eemmeacawasee 21,060,005 19,850,732 16,914,535 


Revenue freight loading by districts the week ended June 
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27 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,401 and 7,050; live 
stock, 1,021 and 857; coal, 33,350 and 37,315; coke, 3,889 and 4,031; 
forest products, 2,739 and 2,306; ore, 6,431 and 6,159; merchandise, 
L. C. L., 27,180 and 42,864; miscellaneous, 77,053 and 90,228; total, 
1942, 158,064; 1941, 190,810; 1940, 154,984. 


Allegheny district: Grain and grain products, 3,843 and 4,197; live | 


stock, 780 and 698; coal, 45,469 and 48,627; coke, 6,327 and 6,600; 
forest products, 1,514 and 1,615; ore, 17,681 and 14,552; merchandise, 
L. C. L., 21,296 and 31,535; miscellaneous, 89,352 and 95,817; total, 
1942, 186,262; 1941, 203,641; 1940, 155,730. 

Pocahontas district: Grain and grain products, 278 and 259; live 
stock, 106 and 118; coal, 41,719 and 44,228; coke, 754 and 527; forest 
products, 958 and 971; ore, 963 and 591; merchandise, L. C. L., 2,910 
and 5,109; miscellaneous, 8,170 and 8,363; total, 1942, 55,858; 1941, 
60,166; 1940, 49,995. 

Southern district: Grain and grain products, 2,493 and 2,531; live 
stock, 1,124 and 1,118; coal, 24,030 and 23,284; coke, 632 and 458; forest 
products, 16,867 and 14,465; ore, 1,808 and 1,430; merchandise, L. C. L., 
14,065 and 25,869; miscellaneous, 60,950 and 53,773; total, 1942, 121,969; 
1941, 122,928; 1940, 101,614. 

Northwestern district: Grain and grain products, 10,878 and 13,662; 
live stock, 2,528 and 2,268; coal, 5,897 and 5,451; coke, 2,084 and 1,950; 
forest products, 13,896 and 12,754; ore, 55,279 and 44,680; merchandise, 
L. C. L., 9,422 and 19,100; miscellaneous, 40,403 and 42,605; total, 
1942, 140,387; 1941, 142,470; 1940, 123,312. 

Central Western district: Grain and grain products, 15,115 and 
18,108; live stock, 3,762 and 3,092; coal, 10,708 and 8,755; coke, 248 
and 295; forest products, 10,810 and 8,882; ore, 5,610 and 5,038; mer- 
chandise, L. C. L., 12,226 and 24,606; miscellaneous, 64,973 and 61,639; 
total, 1942, 123,452; 1941, 130,425; 1940, 115,507. 

Southwestern district: Grain and grain products, 5,058 and 7,124; 
live stock, 1,355 and 1,319; coal, 4,978 and 3,214; coke, 189 and 162; 
forest products, 5,568 and 5,411; ore, 395 and 575; merchandise, L. C. L., 
5,110 and 10,217; miscellaneous, 44,796 and 30,142; total, 1942, 67,449; 
1941, 58,164; 1940, 51,505. 


Truck Loadings 


The volume of freight transported by motor carriers in 
May decreased 3 per cent under April, but represented an in- 
crease of 2.6 per cent as compared with May, 1941, according to 
reports compiled by the American Trucking Associations (see 
Traffic World, June 27). 

Comparable reports were received by A. T. A. from 217 
motor carriers in forty states. The reporting carriers trans- 
ported an aggregate of 1,621,662 tons in May, as against 1,- 
671,585 tons in April, and 1,580,213 tons in May, 1941, says the 
A. T. A., adding: 


The A.T.A. index figure, computed on the basis of the average | 


monthly tonnage of the reporting carriers for the three-year period 
of 1938-1940 as representing 100, was 162.59. The index for April was 
167.25. ! 

A little more than 82 per cent of all tonnage transported in the 
month was reported by carriers of general freight. The volume in 
this category decreased 3.8 per cent under April, and 0.8 per cent 
under May of last year. 

Transporters of petroleum products, accounting for about 1314 per 
cent of the total tonnage reported, showed an increase of 2.6 per 
cent over April, and an increase of 73.3 per cent over May, 1941. 

Movement of new automobiles and trucks, which virtually has 
been discontinued, represented only 0.1 per cent of all the tonnage 
reported. The tonnage in this class decreased 11.5 per cent under 
April, and dropped 93.5 per cent under May of last year. 

Haulers of iron and steel products reported about 1% per cent of 
the total tonnage. The volume of these commodities showed a de- 
crease of 10.9 per cent under April, and a decrease of 19.1 per cent 
under May, 1941. 

Slightly more than 2% per cent of the total tonnage reported was 
miscellaneous commodities, including tobacco, milk, textile products, 
bricks, building materials, cement and household goods. Tonnage 
in this class showed a slight increase of 0.6 per cent over April, but 
decreased 8.8 per cent under May of last year. 





Revenue Freight Car Loading—Week Ended Saturday, June 27 


Grain and Live 
Grain Prod. Stock Coal 
1942 44,066 10,676 166,151 
Total all roads June 27........ {308 52,931 9,470 170,884 
1940 44,778 11,041 123,861 
Preceding week June 20.......... 1942 38,946 11,031 164,500 
Per cent increase over............ 1941 12.7 
Per cent decrease under.......... 1941 16.7 2.8 
Per cent increase over .......... 1940 34.1 
Per cent decrease under ........ 1940 1.6 3.3 
1942 979,773 306,706 4,171,829 
Cumulative 26 weeks to June 274 1941 903,260 281,488 3,481,200 
| 1940 825,479 290,970 3,366,929 
Per cent increase over............ 1941 8.5 9.0 19.8 
Per cent decrease under.......... 1941 
Per cent increase over .......... 1940 18.7 5.4 23.9 
Per cent decrease under ........ 1940 


Per cent to 15 year average, 111.5. 


Forest Mdse. 

Coke Products Ore L.C. L. Miscellaneous Total 
14,123 52,352 88,167 92,209 385,697 853,441 
14,023 46,404 73,025 159,300 382,567 908, 604 
10,816 35,884 67,500 149,432 309,335 752,647 
14,309 49,970 92,264 94,075 379,818 844,913 

Dy 12.8 20.7 ‘ 8 
42.1 6.1 
30.6 45.9 30.6 24.7 13.4 
38.3 
366,464 1,221,997 1,203,637 3,287,020 9,522,579 21,060,005 
335,047 1,035,903 1,071,381 4,044,372 8,698,081 19,850,732 
251,515 829,624 708,752 3,783,050 6,858,216 16,914,535 
9.4 18.0 12.3 9.5 6.1 
18.7 
45.7 47.3 69.8 13.4 38.8 24.5 
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Demurrage Charges 


The Traffic World Washington Bureau 


Opponents of Senator Reed’s joint resolution (S. J. Res. 
147) providing for reduction in free time and increases in pres- 
ent demurrage rates were assured by the senator at the open- 
ing of hearings on the measure June 30 before a subcommittee 
of the Senate interstate commerce committee that there was 
no immediate “danger” of enactment of the proposal. 

Senator Reed, presiding in the absence of Senator Johnson, 
of Colorado, chairman of the subcommittee, and Senator Tun- 
nell, of Delaware, heard the testimony at the first day’s session. 
The Kansan announced, however, that the subcommittee, after 
the conclusion of the hearings, would hold the record open for 
three or four months to permit the Commission and the rail- 
roads to check the loading and unloading of cars and report 
improvements, if any, to the subcommittee. In the light of 
these reports, he indicated, the subcommittee would decide 
whether it would then recommend action by the whole com- 
mittee. 

What was desired, said the senator, was a minimum of 
legislative action and a maximum of administrative action. 
Opponents of the resolution, including the Commission, assured 
the subcommittee that the car situation was being watched by 
the Commission, the Office of Defense Transportation, the rail- 
roads, the Shippers’ Advisory Boards and others and cooperative 
action and other necessary action taken to meet situations as 
they developed. 

Fixing of charges and regulations as proposed in the reso- 
lution was a proposal for legislative rate making with respect 
to a phase of the transportation problem the Commission 
should have discretion to deal with as required by changing 
conditions, it was asserted. 

Chairman Aitchison, of the Commission, was the first 
witness. Before directing his remarks to the resolution and 
in response to the subcommittee’s request he outlined a rather 
comprehensive history of demurrage. This would appear in 
full in the hearings, said Senator Reed, who believed that this 
history would be the first ever put together on the subject. 


Chairman Aitchison, further answering queries of the sub-: 


committee, dealt with the following subjects: Whether de- 
murrage charges are regarded in the light of revenue or as 
a penalty for not unloading within a specified time; the basis 
on which free time is fixed; and the basis, if any, of the 
amount of charges imposed. The commissioner dealt with 
these subjects in detail. His prepared statement on these 
subjects was included in the part of the record in which he 
set forth the history of demurrage charges. It has been es- 
tablished, said he, that demurrage charges represented com- 
pensation for use of cars and partially a penalty for detention 
of cars beyond free time. 


I. C. C. Position 


Included in the record was a letter from Commissioner 
Splawn, chairman of the Commission’s legislative committee, 
recording the opposition of the entire Commission to the Reed 
resolution. In this letter, addressed to Chairman Wheeler, of 
the committee, Commissioner Splawn said, in part: 


Under S. J. Res, 147 the period of free time would be reduced to 
36 hours, the effect of which would be to cause the period to expire at 
7 p. m. instead of 7 a. m., except for deduction of hours between 1 
p. m. and 6 p. m. on the preceding day. We are not advised of the rea- 
son for this proposal. Where a shipper has been unable to unload 
within the daytime of the 48 hours’ free time now permitted, often the 
unloading is continued during the night so as to release the car before 
demurrage commences to run the following morning. To end the 
period at 7 p. m., as here proposed, would leave the shipper no incen- 
tive to complete unloading during the remainder of the same day and 
would therefore tend to delay rather than hasten release of the car. 
The Commission has given consideration to a possible deduction of day- 
light hours available to the shipper on the day the car is placed, as 
here proposed, but on present information is not disposed to favor 
such an arrangement. 

It scarcely needs to be said that this Commission is vitally con- 
cerned with promoting the utmost economy in the use of railroad equip- 
ment as pointed out in its last annual report. For more than a year 
the Commission through Commissioner Johnson and its Bureau of 
Service with an augmented field force has given extensive and active 
consideration to this matter in anticipation of increasing transporta- 
tion needs incident to the defense program and outbreak of war. 
Manufacturers, shippers, and railroad officials have been urged to co- 
operate in the prompt release of equipment. Where cooperative ef- 
forts have failed, more vigorous measures have been taken, including 
the use of embargoes wherever such action seemed to be required. 

The Commission has worked closely in this important matter with 
the Association of American Railroads, American Short Line Railroad 
Association, Shippers’ Advisory Boards, National Industrial Traffic 
League and other similar organizations, as well as with the Office of 
Defense Transportation. The response to these combined efforts has 
been most satisfactory, exceeding our most sanguine expectation. 
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The Commission’s Bureau of Service as well as the organizations 
named in the preceding paragraph have had the situation under con- 
tinuous observation for the past twelve months, as a result of which 
the railroads have recently filed schedules making changes in their de- 
murrage tariffs, to become effective June 1. After that date two 
credits will be required to cancel one debit under the average-demur- 
rage agreement. The charge of $5.50 will become effective after two 
days instead of after four, as at present. It also seems likely that 
another change will be made by eliminating the exception of Sun- 
days and holidays from the demurrage period, and that the present 
exemption of privately-owned tank cars held on privately-owned tracks 
will be canceled. Other changes have also been suggested from time 
to time and are under consideration. 

The increase in the charge payable by the shipper for car de- 
tention beyond free time, proposed in S. J. Res. 147, would amount to 
a severe penalty. Careful consideration should be given to the question 
whether such a drastic remedy is indicated. Such a penalty conced- 
edly might induce some uncooperative shippers, who, we believe, are 
comparatively few, to release cars more promptly, but on the other 
hand, there are a considerable number who regardless of the penalty 
would find it impossible or impracticable to do any better than they 
are now doing. 

For example, some industries do not operate at night or on Sundays 
and holidays. In some instances this fact is due to labor agreements or 
to a shortage of labor. Under such circumstances the imposition of a 
stiff penalty would merely add to the shipper’s operating costs and to 
the railroad’s revenues without any saving of car detention . 


Shipments to Ports 

It has always been recognized that shipments of freight to ports 
for subsequent movement by water, particularly export freight, present 
a special case with respect to demurrage because of the exigiencies of 
marine transportation. The uncertainty of such transportation today 
is vastly greater than ever before, but apparently this resolution would 
contemplate setting aside all special arrangements applicable to ship- 
ments of this kind and require all such freight to be removed from the 
cars after 36 hours even if there were no vessel available to receive it. 
This would not necessarily increase car efficiency, as after arrival of the 
ship it would be necessary to reload the freight and transport it to the 
piers. Incidentally, the railroads at the instance of the Commission 
have already taken steps to deal with this situation at the ports. 

From the information of the Commission on this subject, which is 
believed to be accurate, comprehensive, and up-to-date, it is our opinion 
that no such drastic remedy as that proposed in this resolution is now 
needed. Freight car loadings for 1942 so far have considerably exceeded 
those for the corresponding period of 1941, but the difference has been 
gradually narrowed, and the latest published figure is almost exactly 
the same as that for the corresponding week a year ago. This seems 
to indicate that for the present at least the car situation is well in hand. 

As you know, this Commission has consistently recommended against 
all proposed changes in the Congressional policy of not legislating di- 
rectly with respect to transportation rates and tariffs. The theory un- 
derlying the establishment of administrative bodies such as this Com- 
mission has been that in the interest of flexibility and adaptability to 
current conditions the legislative body should provide only the general 
framework, leaving the administrative body to apply the powers so 
conferred upon it to specific situations in the light of the facts coming 
to its attention. Admittedly of course some emergency might justify 
a departure from this policy, but we do not believe any such emergency 
here exists. We believe that the Commission’s powers for dealing 
with this situation are adequate, and you may be sure that it will not 
hesitate to use them in the future to the full extent deemed necessary. 
Accordingly we recommend that S. J. Res. 147 do not pass. 


Chairman Aitchison made the point that the resolution, 
if enacted, would be permanent legislation, and said if it were 
enacted it should be limited to the period of the emergency. 
When the commissioner also referred to the fact that, in 
effect, the Commission’s hands would be tied in dealing with 
car service if the resolution became law, Senator Reed inter- 
jected to say that he had intended to give the Commission 
wide authority to handle extraordinary and unusual situations. 
Mr. Aitchison said the resolution, if enacted, would prevent 
use of the Commission’s emergency powers. 


I. C. C. Slow at Times 


Senator Reed wanted to know the remedy if an adminis- 
trative body moved too slowly. The commissioner said first, 
remonstrate, and added that the President had the power to 
remove members of the Commission if they did not do their 
duty. The senator said he wouldn’t want such drastic action. 
He thought, however, that the Commission moved too slowly 
at times. 

Report on Delays 


Commissioner Johnson, in charge of car service matters 
for the Commission, accompanied by Director King, of the 
Bureau of Service of the Commission, dealt with the follow- 
ing subjects suggested by the subcommittee: The lines of 
commodities in which the greatest delays in unloading have 
occurred; the destinations at which most numerous delays 
occur, and the feasibility of imposing extra demurrage charges 
in seasons when a particular type of car is in most demand. 
Commissioner Johnson’s statement follows: 

Question ‘‘E,’’ ‘“‘The lines of commodities in which the greatest 
delays in unloading have occurred.’’ 


The information requested, submitted herewith, is derived from 
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a review of the reports of the Commission’s Bureau of Service field 
employes. This force consists of approximately 50 service agents 
located at important railroad and industrial centers throughout the 
United States. Fifteen of these men are regular employes of the 
Commission, and 35 have been temporarily added to the regular force 
during this emergency. ‘These field service agents are experienced in 
railroad-operating matters and are used to promote railroad-operating 
efficiency, including the prevention of car detention at railroad yards, 
terminals, at industrial plants, army camps, and naval and air bases. 


Approximately 11,600 form reports have been made by service 
agents to the Washington office for the period July 1, 1941, to June 25, 
1942. These reports have been carefully studied, tabulated, and totaled 
and indicate that the lines of commodities in which the greatest delays 
have occurred (we have not distinguished between loading and unload- 
ing, for such distinction is impractical) are as follows in the order 
named: 


Shipyards Iron and stecl 
Scrap Forest products 
Warehouses Cans, bottles, and containers 
Perishables and staples Grain and feed 
Miscellaneous Coal and coke 
Petroleum and petroleum prod- Army camps 

ucts 


The statement with respect to shipyards, warehouses, and army 
camps relates to all commodities shipped to these points, including 
construction materials. Because of our interpretation of ‘‘destina- 
tion,’’ we consider ‘‘commodities’’ a more appropriate classification 
of shipyards, warehouses, and army camps, and have included them 
under that heading. The 11,600 reports already -referred to cover 
1,598,500 cars, which is 1 comparatively small number compared with 
the total number of cars handled in the period, but is, we believe, 
sufficient to give a result fairly dependable. The very business of 
our field representatives, of course, is to prevent car detention. Neces- 
sarily their time is almost exclusively devoted to the worst offenders. 
As we are reporting on the greatest abusers of car usage, the com- 
parison shown, of course, is confined to that class. 

Question ‘‘F,’’ ‘‘The Destinations at Which Most Numerous Delays 
Occur’’: 

While we have information concerning most of the important cities 
of the United States, the offense of delay will vary among the cities 
and in accordance with the commodities considered, so we are replying 
to Question ‘‘F’’ considering destinations as certain districts of the 
United States as outlined on the map attached, which are the districts 
to which our field representatives are assigned. The comparative ex- 
tent of abuses varies in the districts in the order named. The greatest 
average demurrage per car held beyond free time was District No. 2, 


headquarters in New York City, and the remaining districts in the 
order named: 


District Headquarters 
_ er ee ey ee Boston, Mass. 
Be ate Sisko icd disease Rochester, N. Y. 
DP -aidtadwacidas dagpeats San Francisco, Calif. 
ag dseenwsaucacmcn Detroit, Mich. 
Oy a ebinereensemie sid Washington, D. C. 
BP Gacinsd.ccmaecionmaaie Chicago, Ill. 
ME aici anal (te dealt etree Portland, Ore. 
Me es darcaie mevasiaiaoraraoed Kansas City, Mo. 
ere eres Louisville, Ky. 
Bo bisa aonaacanwneae Jacksonville, Fla. 
TE ae ateirng: Sraveva sore, anereraieceke Denver, Colo. 
BD Swixctraveandue ve Sake Dallas, Tex. 
IMS 6 auh’s Let unaeaithosasaete ate Minneapolis, Minn. 
Sinks pes ek faite Agexaper sae New Orleans, La. 


If the committee desires a comparison of detention as to cities and 
commodities thereat, the information will be made available within 
a few days. 

Car detention has fluctuated greatly within different localities dur- 
ing the past year. Great changes have taken place in our transpor- 
tation picture as a result of the war. Demurrage for the state of 
New Mexico in May, 1941, when 2,264 cars were reported was $314.60. 
In April, 1942, when 2,691 cars were reported the demurrage was 
$18,771.70. This large increase was due to the amount assessed at 
the new Wingate Ordnance Depot, Gallup, New Mexico. War activi- 
ties have greatly increased in some sections which previously were 
not heavily industrialized. These emergency and varying conditions 
have required that we transfer from time to time our field force from 
point to point. 


Decreases in Detention 


The following are examples of recent decreases in car 
at a number of places distributed throughout the country: 

At a point in Boston, the demurrage assessed in January, 1942, was 
$1,080.90, but for the first 16 days in March was reduced to $15.40 and 
at Minneapolis a brokerage company had $439.50 demurrage charges in 
January, 1942, and only $171.60 in February. 

The Enid, Okla., plant of a large flour milling company in April 
and May, 1942, handled 711 cars, many of these being released within 
7 hours and only 4 out of the 711 were held beyond one day. 


At a shipbuilding plant in Portland, Me., the car detention is indi- 
cated below: 


detention 


Demurrage 
January, 1942—281 cars handled 


re I Pe I I TIO ag nn ine kic vaidivrccnc cin accecinsionce ees $ 748.00 
March—252 cars handled 
I 5 isons tison Save troenrbearaidws wielareaumimg alana 209.00 


april . 

May—288 cars handled — 

93 held beyond free time 7.70 
Pacific Coast Demurrage Bureau assessed the following demurrage 

against Southern Pacific patrons at Los Angeles: 


..No demurrage 
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Demurrage 
RE IND 6 i SL ah, Gait Panui Mlae oli ERB ERS a RRO aR ee $9,946.20 
NN I aya 70h 56 dln nessa sve lai catalina lala Unie Mla ore a a TOS -SUBD iere@winla eRe 4,752.50 
NR 56s cuir dive han Sse ca he a oak ssn in sa eaiaidnrb sam E are RS cE 10,209.20 
DN ch has eit t ue sks Goes dca h.cashches iwc Bin Farh Ainootouale’ Bbiacaugiercla wid 2,681.90 
and on the Union Pacific: 
Dae, TORE wey Beek COTE TIMING oa ois ioc os viens cise se ce tewewsann 2,255.00 
Diy, TT Cork GEL COTE TRI noo ion: 0160.4 0:0)4:4:4:0.0:0, 6:00:00: 0/000 0.050 1,769.90 


Our reports show as to a large shipbuilding corporation in Cali- 
fornia: 


Demurrage 
Papers, BOER, Gi Te GOT PIE asin ig asi sess scessecceeceees $ 479.60 
fo ee re ree 99.00 


At Kansas City, Missouri, in June, 1942, a check of 130 industries 
showed only 13 detained cars beyond the free time. 
At Memphis, Tennessee, recent car detention by a steel company was 
as follows: 


April—261 cars handled, 134 cars held beyond free time........ 2,446.40 

May—146 cars handled, 68 cars held beyond free time........ 573.30 
At Toledo, Ohic, records for an automobile plant show: 

March—2,359 cars, 669 cars held beyond free time............ 1,375.00 

’ April—1,818 cars, 316 cars held beyond free time.............. 148.50 

May—1,650 cars, 534 cars held beyond free time............... 3,063.50 


The above increase was due to an automobile plant changing its 
product from automobiles to war production. 

At St. Louis, Missouri, demurrage assessed on the Terminal Rail- 
road shows: 
April, 1941 


SP Pe oe ES RON Et eT Te Te RO ee eT: 5,185.40 
April, 1948. 26.0: EC ee Ce EC Oe Tee eee en tEe 3,759.8 
I hI ow cro mala renase dia Aik rais/6 5a od &inre aia SASS SASL Asa Dornleaeieie cee 5,627.70 
I PI aa na Len ss as cah a7 si0ro VA eis asd i® SiS IaAa ave a eidsh os Sik oie Su eels SO 2,659.80 
At Kansas City, Missouri, demurrage assessed by months in 1942: 
ME | 2 i515 Sasa Salas 6 asa. i0 is Gis a Alen R Bib ib 101510 09 S455 6 Kenia Se wise 8,762.60 
MNES aise as hd aca lores eigik me RIAU ad SE GSS BOBO 4 WOE 2/0 we areata Nate 8,177.60 
II in xin tnd 4 i yes bs clad Sign wR Riad Be wd KOASAS ae Rae Ale dees eee A 6,275.60 
Pe icv ere cras kate 6 sini Rainn siete nis) 5 Sita ke dS calnielann Ne AIG Was eng one a 3.749.20 
At Pueblo, Colorado, demurrage assessed at a steel plant: 
February, 1942, 6,661 cars, 1,424 beyond free time............. 605.60 
March, 1942, 9,361 cars, 1,351 beyond free time................ 484.00 
April, 1942, 9,961 cars, 1,181 beyond free time.................. 176.00 
May, 1942, 11,291 cars, 1,657 beyond free time................. 481.80 
At a Toledo, Ohio, warehouse: 
OE REPRESS IPS YR GARI rae rp oe ana a Pe Pe PR 1.097.80 
NN Fok aed a nak ee wlan aseigie ye) ouiate A gehdagAi aye Si eri arcs taca a awoke Faia 566.50 
At a Bridgeport, Connecticut, manufacturing company: 
I cia alae. 5 esac n coi sas ceea ew taio sb 4 ocaiathire ace tore tacAcayaseca ow cotea aay aatcaclace 1,382.80 
DD occ dcre a aa ae kia a aie ard aes ella distal seis a aisva Ana oe bod SIO 1,559.80 
PAI circa i go herainia ania s tein Anas pre aio sehr ait ate ables eA oie wa Oa 88.00 
At a Spokane, Washington, plant: 
I oil x cing 5 keys sears ane oes rock asa hdd bed eal s ave Eunice ese bai 899.80 
MIE a nae os 5 GR ara Uh lek Graham nab Rides a awa Ricca aE Raa 539.00 
NN ooo reccask tater pia lnsath uc desergarsinsccae ojsiasaue rackn miacouae hued Gib eee 5 we 13.20 
At a Johnstown, Pennsylvania, steel company: 
SORUBLY, Ti, CATE WETS RAMGICE 2... cc cccecccscccescscsasets 2,183.50 
Pebruary,. T5007 Cars Were HOMGICG ooo... 6s ccc ccieccincecccecccs 1,160.50 


March, 17,352 cars were handled 176.50 


At a Detroit, Michigan, motor manufacturing company plant: 
February 


a ibiia fo lbs SE SARVS ob casf0'a SA -aceVe/iais 191.5, (5/5455 a ha nk Bible ee Suk ea aCR im lave 2,256.10 

RUMEN ous oisesbs'kin a6 4 scccepn paca, nies 6s 4 NGIeck ha io ph de ial nlere, 6 Arwiacsiare Ki SAL Alarave 788.70 
At a Pontiac, Michigan, automobile plant: 

February-—-1,173 cars handled, 547 cars held beyond free time.. 5,427.70 

April, 1942, handled 4,077 cars, 833 beyond free time.......... 5,767.30 


At Cincinnati, Ohio, in May the average time for unloading refrigera- 
tor cars, including Sundays, was 1.98 as compared with 2.11 days in 
April; June is running 1.64 days. 


Summarizing improvement in and around Chicago: In June, 1941, at 
332 places covering a total of 12,000 industries, out of 10,000 cars re- 
ported for one day, 7,200 or 72 per cent were held beyond the free time. 
In May, 1942, at 414 points covering 22,700 industries, out of 12,000 cars 


reported for one day, only 2,040 or 17 per cent were held beyond the 
free time. 


Questicn ‘‘G,’’ ‘‘the feasibility of imposing extra demurrage charges 
during seasons when a particular type of car is in the most demand”’ 

It is feasible to impose extra demurrage charges for a particular 
type of car whenever a season is approaching and it is ascertainable 
with reasonable accuracy that a shortage of that type of car will de- 
velop, when it is known that cars are unreasonably detained either at 
leading points en route or at destination. Such procedure has been 
followed, but the imposition should be adjustable and for such dura- 
tion as may be found necesary. 


At New Orleans, La., during the first week of May, 1942, a brew- 
ing company had average car detention of 4.5 days per car; the 
next two weeks this drépped to 1.72 days. 

At Detroit, Mich., an automobile manufacturing company: 


Demurrage 
February 


eared oat bics a ona ls asia toate ose kevsve aime Main ae A eA Tee $2,070.00 

MMR = Coa sa orn naSriaia ld Alors. 1s Iuileveia ie Goren, 4G -5)a/ oom olay aca sarh rte wiais eee Seexeas oe eeteTe Ne 2,172.50 

SAS SI Reh oni lee Are Reece SHR OEE ROD ets ar a mre An pa 574.00 

May—850 cars handled, 103 beyond free time................... 5.50 
At Pittsburgh, Pa., Pittsburgh Produce Terminal: 

From May 1 to 19, 1,863 cars handled with only................ 211.20 


demurrage assessed. 
At Boston, Mass., 
delay 1.6 days per car. 
At Detroit, Mich., Produce Terminal 41.5 per cent of cars han- 
dled were held beyond free time in February and 25 per cent in March. 
At East Cambridge, Mass., a soap company showed a progressive 
improvement in cars handled as indicated: 


Produce Terminal in April refrigerator car 
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July 4, 1942 


PN iso oa ek Aah KR ERE AOR oeiaiealest waeenaebenedemusging $1,978.90 
ME Bac ie eee Khas ae R nies Sunes esa MIRE sNeeeeae 513.70 
PRM igre state e cu isis gene aaa ete pikcors RRMA eons letee een hers abate 345.40 

At Wichita, Kan., out of 95 industries on three roads, only 56 


paid small amounts of demurrage in March. 
At Quincy, Mass., a shipbuilding company: 
An embargo was issued on July 9, 1941, on account of an accumu- 
lation of 216 cars, Over half of which were over three days 
old. The situation improved and in November 639 cars were 
handled, 114 of which were held beyond the free time ........ 72.60 
The May, 1942, performance was 829 cars handled, 116 held beyond 
the free time, but compensated for by credits from early unloading. 


Coal Car Shortage 


Senator Reed pointed to the A. A. R. car surplus report 
showing an average daily surplus of 4,724 gondola and 3,875 
hopper cars the week ended June 20 and predicted that, with 
that situation, the railroads faced a serious shortage of coal 
cars in October. He reiterated again and again that all he was 
interested in was action looking to an adequate car supply 
in the peak periods. Cars could not be used for storage and 
transportation demands met, said he. If the situation could 
be met without legislation, he preferred that, but he favored 


legislation compelling necessary action if that became neces- 
sary. 


Car Service Division 


W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, appearing in opposition to 
the Reed resolution, gave a brief history of demurrage rules 
and charges. Turning to the present situation he said the user 
of railroad transportation now was doing more than ever before 
to avoid delay to railroad equipment. Continuing, he said: 


Under the direction of the Shippers’ Advisory Boards throughout 
the country, Vigilance Committees operating at approximately 465 of the 
more important cities, are assisting government and railroad super- 
visory organizations to obtain prompt release of railroad cars. It is not 
too much to say that the very satisfactory performance in this respect 
over the last two years, has been due in no small measure to the work 
of these committees. Reports received by the chairman of the car 
service division, A. A. R., from the secretaries of the several Shippers’ 
Advisory Boards show that industries which held cars over 48 hours re- 
duced such cars from 36.1 per cent of total in March, 1942, to 33.5 in 
May, 1942. This report excludes completely, industries releasing all 
cars within the free time, of which there are many. 

In New England, the southeast and on the Pacific Coast, cars were 
detained beyond the free time during the year 1941 as follows: 


Cars Reported Percentage 
a a ee Cee 2,287,106 13.3 
Pe ica ad isnt dwm ans usd oe ie 1,154,852 9.66 
PS IN os Nese Ss uicn sks sane ala woes 3,413,368 7.78 


The comparatively wide spread between the percentage of cars held 
beyond the free time in New England and in the Pacific Coast area is 
largely due to the former being destination territory, the latter origi- 
nating territory. The Demurrage Supervisory Bureaus in the balance 
of the United States do not regularly maintain statistics of this char- 
acter, but from spot checks taken from time to time an average per- 
centage of cars detained beyond the free time is known to be approxi- 


mately the same as that shown for the southeast, perhaps a little less 
on the average. 


Commodities and Destinations Showing Greatest Delays 


It would be difficult, if not impossible, to select individual com- 
modities or certain destinations as being those which have contributed 
most to delay to equipment. The demurrage rules presently in effect, 
covering both detention at points of origin and at destination, and at 
reconsigning or rebilling points, have been formulated with due con- 
sideration to the transportation requirements of traffic in general and 
of commodities specifically. Thus the demurrage rules applicable to 
coal are quite different in their application, than those covering com- 
modities which do not require the mass movements which coal generally 
does. The rules applicable to grain have been developed by experientée 
in the handling of that commodity, so that the requirements of the 
trade in the way of inspection, grading, etc., may be reasonably pro- 
tected without causing undue delay to equipment. Checks of a recent 
month’s performance show that of some 45,000 cars of grain billed into 
inspection and reconsigning points, 61 per cent were released within 
the first 24 hours of free time. 

Some years ago when the movement of juice grapes was much more 
voluminous than at present and when many itinerant grape dealers at 
eastern markets attempted to use railroad team tracks as a place of 
business, the expedient was resorted to of making a track storage 
charge of $10.00 per car per day to discourage the practice, which charge 
was reasonably successful in its purpose. The very sharp drop in volume 
of grape movement in recent years has eliminated the practice and made 
it unnecessary to continue this charge at any point. 

There is, at present, no one commodity nor no one locality which 
stands out as requiring particular attention. Rather has recent expe- 
rience shown that conditions requiring correction are general in nature, 
evidenced by the several changes in the rules recently arranged. 

The Association of American Railroads is opposed in principle to 
Senate Joint Resolution 147 on the ground that there should be no legis- 
lative interference with functions of the Interstate Commerce Com- 
mission. 


Because of our opposition in principle to this Resolution, no com- 
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ment is perhaps necessary upon the detail of its provisions. Suffice it 
to say that in our opinion the 36 hour period of free time (reduced by 
as much as 5 hours dependent upon the hour of placement of car) 
would necessitate considerable increased clerical work and supervision. 
Furthermore, it is not felt that the reduction in free time from 48 hours 
to 36 hours will produce increased car days proportionate to the labor 
and confusion involved in the supervision of a changed period, it being 
obvious that the reduction in free time represents hours between 7 p. m. 
and 7 a. m. during which period less cars are ordinarily released than 
in any other part of the day. 

The very splendid support which the railroads have had from the 
regulatory bodies, particularly the Interstate Commerce Commission, in 
promptly making effective changes which day-to-day performance had 
indicated to be necessary or desirable to increase car efficiency and 
the increasing seriousness with which the shippers and consignees have 
taken their responsibility with respect to prompt release of equipment. 
has convinced the Association that we now have all that is needed in 


the way of legislation to keep the equipment of the railroads moving 
satisfactorily. 


Shipper Opposition 

Witnesses for commercial organizations and industries 
joined in the request that the resolution ‘be not adopted.” 
Senator Reed, at the close of the hearing July 1, jocularly re- 
marked that he had hoped one witness would appear for the 
resolution. In the course of the hearing he had remarked 
he had drafted the resolution with a view to arousing interest 
in reducing the detention of cars. It was indicated by those at 
the hearing that he had accomplished that purpose—that he 
had ‘‘aroused” them. 

The witnesses generally opposed the resolution on the 
ground that, if enacted, it would be legislative rate making, that 
every effort was being made by all concerned now to expedite 
the loading and unloading of cars, and that remedies were 
available to meet adverse situations if they should arise. 

The opposing witnesses, in addition to those named herein- 
before, were: 

H. A. Hollopeter, traffic director of the Indiana State 
Chamber of Commerce, appearing for the chamber and others; 
Donald O. Moore, traffic manager of the Pittsburgh Chamber 
of Commerce; F. F. Estes, traffic manager of the National 
Coal Association; C. J. Goodyear, for Atlantic States Shippers’ 
Advisory Board, the Anthracite Institute; New Jersey Indus- 
trial Traffic League, and New York State Retail Solid Fuel 
Merchants’ Association; A. H. Schwietert, traffic director of the 
Chicago Association of Commerce and president of the Illi- 
nois Territory Industrial Traffic League; and C. E. Bell, exec- 
utive secretary of the Property Owners’ Committee, represent- 
ing bituminous coal producers. 

Charles R. Seal, chairman of the legislative committee of 
the National Industrial Traffic League, said he would file a 
statement. The League is opposed to the resolution. 

G. E. Mace, representing the Commerce and Industry Asso- 
ciation of New York City, formerly the Merchants’ Association, 
said he would file a statement for that association and the Ship- 
pers’ Conference of Greater New York. 

W. Garfitt, executive vice-president of the United Fresh 
Fruit and Vegetable Association, submitted a statement in op- 
position to the resolution. 

Senator Reed submitted for the record a letter from Wal- 
ter C. Sanders, general manager of the railway division of the 
Timken Roller Bearing Co., making the statement that since 
last October the company had not paid any demurrage charges 
in any of five plants in Ohio. This was accomplished, said he, 
by not detaining cars after 48 hours. 

Before Chairman Kendall began his testimony, Senator 
Reed asked him not to imitate Churchill in optimism with re- 
spect to the car supply situation. 

“You want me to tell the truth, don’t you?” asked Mr. 
Kendall, amid laughter. 

In discussion L. P. Siddons, of the Holly Sugar Corpora- 
tion, said shortage of labor and labor trouble were causes of 
detention of cars. 

Allen Dean, manager of the transportation bureau of the 


Detroit Board of Commerce, opposed the resolution in a let- 
ter sent for the record. 


Car Service Circular 87 Amended 


The car service division of the Association of American 
Railroads has changed paragraph 4 (f) of its circular 87 un- 


der the caption, ‘‘“Embargoes are Prohibited,” to read as 
follows: 


(f) Against freight consigned to the United States Government, its 
authorized agents or officers, in time of peace. Such embargoes are pro- 
hibited by law and it is, therefore, unnecessary in time of peace to 
mention government freight as an exception in individual embargoes. 
The prohibition against embargoing such freight is not applicable in 
time of war but the statute provides ‘‘that in time of war, or threatened 
war, preference and precedence shall, upon demand of the President of 
the United States, be given over all other traffic for the transportation 
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Pin a distinguished service medal on the lumber industry! When 
wood is wanted, and wanted fast .. . for army camps, shipyards and 
ships, ammunition boxes, bomb crates ... lumber flows smoothly from 


mills to thousands of building and manufacturing tasks. No bottle- 


necks. No retooling. No plant expansion. 





The Northern Pacific takes the stage, too, to help lumber play its 
fighter role. During *40 and °41, trainload after trainload of forest 
products rolled east from Montana, Idaho, Oregon and Washington 


on the ‘Main Street of the Northwest”. Now that national defense has 





become national offense, this year will see ’em roll as never before! 
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of troops and materials of war, and carriers shall adopt every means 
within their control to facilitate and expedite the military traffic.”’ 


Changes in Demurrage Rule 


The Commission, by special permission, has authorized 
the railroads, in supplement No. 17 to Jones’ freight tariff 4-V, 
to publish, on ten days’ notice, changes in the head note to 
demurrage rule 3, demurrage rule 9-A and storage rule 4-A, 
to become effective July 10 (see Traffic World, May 16, p. 
1304). The changes will have the effect of counting Sundays 
and holidays as regular demurrage days, except when comput- 
ing free time. That means that demurrage will be charged 
on those days, except when Sundays or holidays fall within 
the 48-hour free period. Permission to publish the tariffs on 
less than the statutory notice of 30 days, however, still leaves 
them subject to protest and suspension, in the event anyone de- 
sires to protest and ask for suspension. 





W. P. B. Rolling Stock Control 


The Railroads’ estimated steel requirements for 1942 are 
6,613,113 tons and with W. P. B. allocations made thus far 
“it looks as if it will not be possible for the railroads to get in 
excess of 4,500,000 tons,” J. J. Pelley, president, Association of 
American Railroads, has advised Senator O’Mahoney, of Wyom- 
ing, in a letter replying to the senator’s request for informa- 
tion on the subject. In his letter Mr. Pelley said: 


Cars: Railroads had on order April 1, 1942, 69,303 cars and under 
the authorities issued by S.P.A.B. and W.P.B. as of that date there 
was authority to build 37,551 cars, which left us with 31,752 more 
freight cars on order than we had authority to construct. Up until 
June 20 there has been no change in the authorities for the construc- 
tion of additional freight cars. There does not now appear to be any 
question about our being able to construct 21,646 additional freight cars 
which were authorized as of June 1. This lower number is due to 
the fact that we received 9,653 cars in April and 6,252 cars in May. 

Locomotives: As of April 1 we had on order 932 locomotives and 
under the authorities of S.P.A.B. and W.P.B. we were told that mate- 
rials would be allocated for 803 locomotives which would force a 
carry-over into 1943 of 129 locomotives. Locomotive builders delivered 
to the railroads 46 in April and 47 in May and as of June 1 there re- 
mained authority to build 710 locomotives with 950 on order. Due 
to the shortage of material and the necessity for constructing Diesel 
engines for the navy, which will take the Electro-Motive Company out 
of building railroad locomotives and other diversions, it looks now as 
if the production from June 1 to the end of the year will not exceed 
425 locomotives and if this situation cannot be improved it will mean 
that of the locomotives on order June 1, 525 will have to be carried 
over until next year. 

The locomotive situation is very indefinite because the army has 
come in now for a large number of steam locomotives for overseas 
use and there is a growing demand for Diesel engines for the smaller 
naval vessels. It is posstble that these war needs may take preference 
and further reduce the prospective 425 locomotives which we were 
expecting in 1942 and to be delivered after June 1. We are present- 
ing the picture continually to the W.P.B. and the entire thing seems 
to boil down as to the most critical place to put the units to best 
serve the war effort. 

Steel Requirements: The following statement shows the net tons of 
steel used by the American railroads: 1929, 8,162,560 tons; 1939, 
3,250,022 tons; 1940, 4,019,219 tons, and 1941, 5,813,518 tons. 

You will notice that in 1929 the American railroads used almost 
twice as much steel as tney will be able to get in 1942, notwithstanding 
the fact that business being transported in 1942 in ton miles is much 
in excess of the volume of business handled in 1929. 


FREIGHT CAR MATERIALS 


“In order to facilitate the freight car building program laid 
down by the War Production Board, a schedule of maximum 
prices for surplus freight car materials and parts, which cuts 
across all previous schedules affecting these materials, has 
been established,” Price Administrator Leon Henderson said 
July 2. 

“The placing of these materials under one regulation— 
maximum price regulation No. 174, freight car materials sold 
by carbuilders—will greatly expedite the transfer of surplus 
freight car parts between car builders and railroads. There is 
a great variety of these materials consisting of iron and steel, 
rivets, bolts and so forth, which are ordinarily priced under 
various specific maximum price regulations or under the gen- 
eral maximum price regulation.” 

The Price Administrator emphasized that only surplus car 
materials sold by one car builder to another car builder or by 
a car builder to a railroad, whether or not the railroad was 
a car builder, fell under the provisions of maximum price reg- 
ulation No. 174. The regulation becomes effective July 2 and 
terminates December 31, 1942. 

In explaining the necessity for one regulation, the Price 
Administrator pointed out that under supplementary general 
limitation order No. L-97-a-1, issued on April 29, 1942, by the 
War Production Board, certain preference ratings on material 
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for car construction were canceled and all freight car builders 
were required to make full use of existing inventories before 
they would be permitted to obtain additional raw materials. 
In the same month the W. P. B. reduced substantially freight 
car construction and builders were authorized to transfer to 
other builders or railroads inventories in excess of the amount 
required for the number of cars they are permitted to build, 
said he, adding: 


In the absence of one uniform regulation covering surplus car parts 
in the hands of car builders, the maximum prices at which these ma- 
terials could be transferred to other builders or to railroads would fall 
under many other regulations issued by the O. P. A. The variety of 
the materials, combined with the fact some of the regulations establish- 
ing their maximum prices require extensive reports, might result in 
delay in the interchange of those surplus parts. 


Coal Embargo 


The Commission has placed an embargo on cars loaded 
with coal consigned to South Amboy, N. J., moving on the Vir- 
ginian Railway Co., to Sewalls Point, Va. It is to remain until, 
the Commission says, “the present accumulation of cars loaded 
with coal at Sewalls Point, or at the railroad yards serving 
that point, has been reduced to 150 cars.’”’ The action taken was 
by means of service order No. 79 issued July 2 by division 3. 

The Virginian has been directed to divert cars loaded with 
coal consigned to South Amboy, now at Sewalls Point, or at 
the railroad yards serving that point, awaiting transfer to 
Pennsylvania Railroad car ferries for movement to South Am- 
boy over the route hereinafter set forth until the number of 
such cars on hand at Sewalls Point, or at the railroad yards 
serving that point, is reduced to 150 cars. Thereafter, the 
Virginian has been directed to limit the number of such loaded 
cars in transit to Sewalls Point to 150 cars. The route of 
movement is over the Virginian to Jarratt, Va.; Atlantic Coast 
Line to Richmond, Va.; Richmond, Fredericksburg & Potomac 
to Potomac Yards, Va., and the Pennsylvania beyond. 


The Commission said that, due to the existing state of war, 
an emergency existed requiring immediate action to prevent 
shortage of railroad equipment and congestion of traffic, in its 
opinion. Congestion of traffic, it said, existed at Sewalls Point 
and at the railroad yards serving that point. In part, the 
Commission’s order said: 


That the car hire payments on cars diverted pursuant to this order 
covering both railroad and privately owned cars shall be on the basis 
of the handling of cars as originally routed. 

That in executing the directions of the Commission contained in 
this order the common carriers involved shall proceed without reference 
to contracts, agreements, or arrangements now existing between them 
with reference to the divisions of the rates of transportation applicable 
to said traffic; that such divisions shall be, during the time this order 
remains in force, voluntarily agreed upon by and between said carriers, 
and that, upon failure of the carriers to so agree, said divisions shall 
be hereafter fixed by the Commission in accordance with pertinent 
authority conferred upon it by the interstate commerce act. 


COAL TRANSPORTATION 


“If soft coal consumers would step up their ordering, the 
bituminous industry now could mine and the railroads could 
haul, as a general matter, a great deal more coal than they are 
presently supplying,” says the Office of Solid Fuels Coordina- 
tor for War. “It is expected that coal may not be so readily 
available later, when increased war activity may cause greater 
handicaps and winter conditions prevail.” 

Fuel Coordinator Ickes said a new factor in the situation 
was expected increased demand for coal as the result of con- 
version of oil burning to coal burning equipment. 

Shipments of bituminous coal into New England by the all- 
rail route declined while those of anthracite increased the 
week ended June 20 as compared to the week ended June 13, 
Solid Fuels Coordinator Ickes said. The figures, reported by 
the Association of American Railroads, showed a net daily 
average increase of five cars in the week. The total was still 
below the figure for several weeks of April and May. 

The total shipments of bituminous and anthracite coal into 
New England the week ended June 20 were 7,022 cars or ap- 
proximately 386,210 net tons, on the basis of an average load 
of 55 tons a car. In the week ended June 13 the coal move- 
ment totaled 6,986 cars or approximately 384,230 tons. 

All-rail shipments for the week ended on June 13 included 
812 cars of bituminous from the southern Appalachian fields, 
a drop of 56 cars in a week from that area. 

Total shipments into New England from January 1 to 
June 20 were 157,034 cars, 51,702 cars more than were moved 
in the comparable 1941 period. 
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Pacifie Northwest Board 


Carloadings in Oregon, Washington and northern Idaho— 
the territory covered by the Pacific Northwest Advisory Board— 
will be 5.1 per cent higher in the fall of 1942 than they were 
in the fall of 1941, according to reports of commodity carload- 
ing committees put in at the meeting of the board at Seattle 
June 26. Cars actually loaded in the third quarter of 1941 
were 259,426, and the estimates for the third quarter of this 
year were 272,536. 

The speaker at a luncheon session, at which more than 
300 were present, was John M. Fitzgerald, vice-chairman, Com- 
mittee on Public Relations of the Eastern Railroads. He spoke 
on the record so far made by the railroads in the handling of 
wartime traffic and predicted that they would continue to 
handle it successfully, under private management. There might 
be instances in the coming months when shippers would not 
be able to obtain freight cars, said he, but that would be be- 
cause the government suddenly “decided to use the cars for 
preferred traffic.” Similarly, he continued, a traveler might 
not be able to obtain space on a passenger train, but that 
would be because troops and government officers needed the 
space ‘fon the business of war.” 

K. C. Batchelder, traffic manager, West Coast Lumber- 
man’s Association, president of the board, presided at the busi- 
ness sessions. The speakers included W. G. Parrow, district 
manager, Lehigh Portland Cement Company, Portland, Ore.; 
N. A. Meyer, superintendent of transportation, Milwaukee 
Road, Seattle; H. E. Kerry, general traffic manager, Rayonier, 
Inc., Seattle; F. P. Borden, traffic manager, Douglas Fir Ply- 
wood Association, Tacoma, Wash.; O. W. Hardesty, traffic 
manager, Centennial Flouring Mills, Seattle; H. A. Gillis, traffic 
manager, Western Pine Association, Portland; R. V. Boyle, 
traffic manager, Brown and Haley Candy Company, Tacoma. 

R. E. Clark, assistant to the chairman, car service divi- 
sion, Association of American Railroads, spoke on general 
transportation conditions. G. H. Shafer, general traffic man- 
ager, Weyerhaeuser Timber Company, St. Paul, Minn., vice- 
president, National Association of Shippers’ Advisory Boards, 
reported for the national association. 


Freight Loading Forecast 


Freight carloadings in the third quarter of 1942 are ex- 
pected to be 4.6 per cent above actual loadings in the same 
quarter of 1941, according to estimates compiled by the thir- 
teen Shippers’ Advisory Boards. 

On the basis of those estimates, freight carloadings of the 
26 principal commodities will be 6,959,721 in the third quarter 
of 1942 compared with 6,653,849 for the same commodities in 
the corresponding period in 1941. Nine of the thirteen Ship- 
pers’ Advisory Boards estimate an increase in carloadings for 
the third quarter of 1942 compared with the same period in 
1941, but four—the New England, Atlantic States, Northwest 
and the Trans-Missouri-Kansas Board—estimate decreases. 

While normally including 29 commodities, the estimates 
now include only 26, those for automobiles, trucks and parts; 
ore and concentrates; and chemicals and explosives having 
been discontinued. 

Tabulation below shows actual carloadings for each district 
in the third quarter of 1941, the estimated loading for the third 
quarter of 1942, and percentage of increase of the 26 principal 
commodities: 

Actual Loadings Estimated Loadings 


Shippers’ Advisory Third Quarter Third Quarter Per Cent 

Boards 1941 1942 Increase 
New BEieinnd . oi. .665.00000% 111,066 90,591 18.4* 
Atlantie States , 790,513 789,426 0.1* 
BUN oorci a os Se ahaa 1,103,059 1,138,260 32 
SR WE nok vik esd kee 970,448 1,154,578 19.0 
PRUE occ weeded. cwsidaien 749,158 777,214 3.7 
CeO BOB iis cist nselews 283,556 284,078 0.2 
Central Western ..... ...... 227,768 240,940 5.8 
DRUERENNNS so acs lark so oiodve Sirsa 856,511 890,130 3.9 
TROIIIIN 55 orate Kase aaa nao xe 231,688 198,445 14.4* 
Trans-Missouri-Kansas ...... 372,043 365,016 1.9* 
<2. eS gee Neret ekirira eer errr 423,332 444,850 5.1 
POCO BOMB 6 5:5'00:4<0-5s0nleo 282,798 322,081 13.9 
Pacifie Northwest .........<. 251,909 264,112 4.8 
WO led evens erecen 6,653,849 6,959,721 4.6 


The 13 Shippers’ Advisory Boards expect an increase in 
the third quarter of 1942 compared with the same period one 
year ago, in the loading of nineteen of the commodities listed, 
but a decrease in seven. Among those showing the greatest 
increases are the following: 


Machinery and boilers, 23 per cent; hay, straw, and alfalfa, 16.5 
per cent; cotton, 11.9 per cent; gravel, sand, and stone, 10.9 per cent; 
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coal and coke, 10.7 per cent; canned goods including all canned food 
products, 9.3 per cent; live stock, 9.7 per cent; fresh fruits other than 
citrus fruits, 8.9 per cent; cement, 7.1 per cent; fertilizers of all kinds, 
6.6 per cent, and iron and steel, 5.7 per cent. 


The seven commodities for which decreases are estimated 
and the amount of the decreases follow: 


Agricultural implements and vehicles other than automobiles, 22.7 
per cent; grain, 17.8 per cent; petroleum and petroleum products, 11.7 
per cent; sugar, syrup, and molasses, 7.9 per cent; paper, paperboard 
and prepared roofing, 4.8 per cent; lime and plaster, 3.2 per cent, and 
fresh vegetables other than potatoes, one-half of one per cent. 


Actual loadings for the third quarter of 1941, estimated 
carloadings for the third quarter of 1942 and the percentage 
of increase or decrease for each of the 26 commodities included 
in the forecast of the 13 boards follow: 


-——Carloadings———, Estimated 


Actual Estimated Per Cent 
Commodity 1941 1942 Increase 
CR Mr eas. oko aaesb saan eusaas 396,070 325,478 17.8* 
Flour, meal and other mill products.. 206,255 214,614 4.1 
Hay, straw and alfalfa. .....cccccccece 18,460 21,503 16.5 
PR eta oh ie eo aoa saa 59,523 66,623 11.9 
Cottonseed and products, except oil... 12,850 13,168 2.5 
I NEE Gos civics cus ounos tdsbie neues 30,111 30,556 i135 
CS HD. BEE iodine or cceuccdvdaun 84,925 92,463 8.9 
ED hho cps adeaunidncbeans skeet anan 30,459 32,067 5.3 
Other fresh vegetables................ 54,359 54,078 oo” 
Re RE ok 5c sid cnawannaee en seenwee 148,724 163,139 9.7 
Poultry and dairy products............ 30,312 31,286 a3 
Co el Ss os acunasdaassudasehions 2.398, 106 2.654, 706 10.7 
Gravel, sand and stone................ 530,100 587,731 10.9 
RR ee a nee Se 34,868 35,229 1.0 
Lumber and forest products........... 648,986 679,140 4.6 
Petroleum and petroleum products.... 596,817 526,762 11.7* 
Sugar, syrup and molasses............ 53,870 49,629 7.0" 
ee er eer 598,243 632,249 5.7 
Machinery and boilers ................ 51,330 63,118 23.0 
DN rr rch ee Nahin as. cue eaeaaw 206,603 221,328 71 
Brick and clay products............... 81,818 83,651 2.2 
A ere 52,417 50,735 3.2* 
Agricultural implements and vehicles, 
other than automobiles............ 27,022 20,883 22.7* 
Fertilizers, all kinds..........0..00..00 91,739 97,838 6.6 
Paper, paper board and prepared roofing 125,694 119,703 4.8* 
Canned goods—all canned food products 
(includes catsup, jams, jellies, 
Olives, pickles, preserves, etc.)... 84,188 92,044 9.3 
EE) Gii65.cdse dd aees RA aeReonee 6,653,849 6,959,721 4.6 
*Decrease. 


Control of Exports and Imports 


: The Office of Exports, Board of Economic Warfare, has 
issued current controls bulletin No. 30, containing matter re- 
lating to the following subjects: 


Exportation of drums and containers; limitations to the shipment 
of sugar; price certificate amendment—bulletin No. 27, item 1; export 
of malt, malt extracts, and saccharine to Switzerland; airplane stores 
and supplies; inclusion of Afghanistan in general license group K:; 
changes in general licenses. 


Growing shortages of metal drums and containers and gas 
cylinders had impelled further restrictions in exports of those 
articles, the Office of Exports said. It observed that the re- 
strictions implemented export controls announced February 11. 
Effective July 15, it said, new export controls would be adopted 
with respect to shipment of such containers, either filled or 
unfilled. When filled with commodities authorized for export, 
such containers with capacity of 10 gallons or less may be 
shipped to all destinations under general license, but on and 
after July 15 exportations of metal drums and containers ex- 
ceeding 10 gallons in capacity must be authorized by individual 


export licenses, except in cases specified in current controls 
bulletin No. 30. 


A change in the point of control of imports entering the 
United States under bond has been ordered by J. S. Knowlson, 
W. P. B. director of industry operations, in a revision of gen- 
eral imports order M-63, effective July 2. In explanation, the 
division said: 


Under the existing order, such imports are controlled as they 
are released from bond. While this permits control of the use of 
the materials imported, it does not control the use of shipping 
space, which is one of the chief purposes of the order. 

Under the amendment, and interpretation No. 1, also issued, 
persons seeking to import materials on lists I, II and III of the 
order, with certain exceptions, must file form PD-222-C with the 
War Production Board asking authorization for the importation 
whether in bond or otherwise. This ruling includes importation 
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for transshipment to foreign countries. No authorization under 
M-63 is necessary for withdrawal of these materials from _ bond. 
Authorization on form PD-222-A must be obtained for use of ar- 
ticles on list I. 

Other changes are made in the order itself and in the articles enum- 
erated by lists I, II and III. 

Material in transit is defined in the order as that actually 
afloat or for which an on board ocean bill of lading has been 
issued. 

Exempted from the restrictions on imports are materials owned 
by U. S. government agencies or purchased from U. S. Government 
agencies. 

Form PD-222-B must be filed with the Collector of Customs upon 
any entry of materials whether in bond or otherwise. A revision of 
this form is being worked out, but the existing form may be used until 
the new one is available. 

Supplemental order M-63-b, also issued, exempts the finer grades of 
wool and sheepskin shearlings from the provisions of M-63. The exemp- 
tion is scheduled to expire on August 16. The action was taken, it was 
explained, because shipping of wool from Australia, Africa and other 
sources is not a problem at present, as space is available from these 
countries. 

Several changes are made in the lists attached to the order, princi- 
pally moving specific items from lists II and III to list I. Added to list 
III are grapefruit, limes, oats, honey, iron ore, mandioca flour, mate, 
pork, ham, bacon, sausage, mangrove bark, wattle bark, tankage, un- 
manufactured tobacco and split peas. 

Removed from the order are undressed furs, fabric footwear, glass, 
leather purses, sponges, natural gums and resins, bismuth, bromine 
compounds, charcoal, caffein, coca leaves, fish livers, woven fabrics other 
than cotton and jute, dried bananas, hothouse grapes, raisins, dried 
peaches, dried pears, corn meal, rice meal, red and crimson clover seed, 
deer and elk skins, reptile skins, sharkskins, leche caspi, osier, cotton 


seed, wax candles, cod liver oil, shark oil, and cashmere hair, except 
alpaca. 


The Office of Exports, Board of Economic Warfare, has 
issued current controls bulletin No. 31, amending general 
license regulations. 


A procedure whereby persons found violating any statutes, 
proclamations, executive orders or regulations governing the 
control of exports from the United States may be denied the 
privilege of obtaining export licenses was announced by the 
Office of _ Board of Economic Warfare. Explaining, the 
office said: 


Under this plan any person charged with a violation will be given 
an opportunity of replying to the charges in writing or appearing per- 
sonally before a compliance commissioner appointed by the executive 
director of the B. E. W. 

The findings of the compliance commissioner will be advisory only 
and final disposition will be made by the chief of the export control 
branch, Office of Exports, Board of Economic Warfare. In any case 
where the Compliance Commissionerehas found that a violation has oc- 
curred, the chief of the export control branch may issue an order deny- 
ing the privilege of obtaining export licenses for such periods of time 
and on such terms as he may prescribe. 

Pending disposition of a case by the chief of the export control 
branch all proceedings shall be confidential. 

Any person denied the privilege of obtaining export licenses may 
appeal in writing to the assistant director of the Board of Economic 
Warfare in charge of the Office of Exports within 10 days after receipt 
of a suspension order. An order denying the privilege to obtain export 
licenses will remain in effect pending disposition of the appeal, unless 
otherwise ordered by the assistant director. 


Delayed Export Freight at New York 


At the request of the railroads, the Commission, by division 
2, has prescribed the basis on which a large amount of export 
freight now in storage on rail carriers’ premises in the New 
York-New Jersey port terminal area may be handled when 
moved back to interior points. It authorized and directed the 
carriers to adjust charges on such freight as might be sent 
to the interior under authority of the O. D. T. on basis speci- 
fied in the order, the carriers to file with it statements describ- 
ing the shipments on which adjustments were made. 

Adjustments are authorized to be made on bases as follows: 


(1) Applying the export freight rates to the port at which the 
freight is located provided the freight is eventually exported through 
the original port. If the freight is domesticated or forwarded through 
some other port, freight charges from point of origin to the port at 
which the freight was held will be readjusted to basis of the domestic 
rates. 

(2) Applying the export storage rules and charges currently ap- 
plicable during the period of detention at the port to freight eventually 
exported through the original port of exportation. 

(3) Applying at the driginal port after the expiration of the export 
free tmme storage charges at a rate of 3 cents per 100 pounds for the 
first 10 days or fraction thereof and 1 cent per 100 pounds for each 
succeeding 10 days or fraction thereof if the freight is eventually ex- 
ported through another port or becomes domesticated; provided, how- 
ever, that in no instance may the storage charges authorized herein 


exceed those which would accrue under the domestic rules and 
charges, 
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It is further ordered, That as to the adjustment authorized in 
(1) and (2) above, if the freight is domesticated or satisfactory proof 
of exportation through the original port is not furnished within 12 
months from the date of arrival of the freight at the interior storage 
point, the rail transportation charges will be adjusted to the domestic 
basis and the storage charges at the port will be adjusted to the basis 
authorized in (3) above and collection made accordingly. 


EXPORT FREIGHT STORAGE 


Eastern trunk lines and interested shippers have com- 
promised their differences as to the charges on freight held 
at Atlantic ports for transshipment in export trade suspended 
by the Commission in I. and S. No. 5119 (see Traffic World, 
May 16, p. 1279). The compromise charges have gone into 
effect, on short notice granted by the Commission. The com- 
promise charges, imposed on freight whether held in cars or on 
piers, were three cents a hundred pounds for the first ten days, 
including handling in and out, and one cent for each succeeding 
ten day period. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 82,325 
freight cars for the week ended June 27, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 47,141; auto box, 7,739; 
total box, 54,880; flat, 1,763; gondola, 3,946; hopper, 4,866; 
total coal, 8,812; and miscellaneous, 16,870. 


CONSERVING FOOD SHIPPING SPACE 


Secretary Wickard, of the Department of Agriculture, in 
a radio address on “Our Food Supply in Wartime,” said there 
were three ways to save on shipping space devoted to food. 

One way, he said, was to produce the food as near as 
possible to the area where it was going to be used, the second 
way was to pick the shortest route for shipping available food 
supplies, and the third was to ship food in the most concentrated 
form possible. He said all three of those policies affected the 
work of the British and American Combined Food Board (see 
Traffic World, June 13, p. 1528) in its efforts to see to it that 
all of the United Nations used their food resources as effec- 
tively as possible. 


WAR PETROLEUM SECTION 


The War Department has announced establishment of an 
advisory petroleum section in the office of the chief of trans- 
portation of the army services of supply “to assure maxi- 
mum efficiency and speed in shipments of petroleum products” 
to American forces. Captain Thomas F. Gunn, of Portland, 
Ore., formerly assistant sales manager of the Standard Oil 
Co. of California for the state of Oregon, has been named 
head of the section. 


VESSELS FOR OIL 


Representative Meyer, of Maryland, has introduced H. R. 
7302, a bill to authorize and direct the Maritime Commission 
to construct towboats and barges adapted for use in the trans- 
portation of oil, gasoline, fuels, and other commodities within 
the Atlantic intracoastal waterway territory, at a cost not to 
exceed $10,000,000. 


PETROLEUM TRANSPORTATION 

Senator Wiley, of Wisconsin, in a letter to Senator Tru- 
man, of the Senate defense investigating committee, opposed 
the construction of the government-financed pipeline from 
Texas to Illinois. He said a pipeline from the east to the middle 
west should be built first. He asserted this would meet the 
oil shortage on the eastern seaboard. 

Petroleum Coordinator Ickes announced that rail move- 
ment to the east coast the week ended June 27 was at the rate 
of 720,720 barrels daily, a decrease of 11,040 barrels daily un- 
der the preceding week. In shipping 720,720 barrels daily, 31 
companies loaded 24,024 cars. 


PIPELINE AND BARGE CANAL 


The Senate commerce committee June 29 began hearings 
on H. R. 6999, the bill passed by the House providing for 
construction of a pipeline and a navigable barge channel across 
Florida, and deepening and enlarging of the intracoastal water- 
way from its present eastern terminus to the vicinity of the 
Mexican border (see Traffic World, June 20, p. 1601). 

Chairman Bailey, of the committee, referred to the testi- 
mony given on the bill before the House committee on rivers 
and harbors (see Traffic World, May 23, p. 1359). Witnesses 
heard by the Senate committee included witnesses who ap- 
peared at the House committee hearings. 

Senator Vandenberg, of Michigan, asserting there was 
authority for the construction of the pipeline, contended he 
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could see no justification for Congress enacting additional leg- 
islation on that subject. Witnesses advocated the construction 
of wooden barges for the transportation of crude oil, contend- 
ing that by that method of transportation there could be added 
to the eastern seaboard supply of crude oil from 100,000 to 
150,000 barrels a day. 

Chairman Bailey referred to testimony before the House 
committee that if all of 851 available steel barges were 
used, only 136,000 barrels of oil a day could be hauled from 
Port Arthur, Tex., to Pittsburgh, Pa. Roy Miller, of Corpus 
Christi, Tex., replied that whatever might be added to the 
east coast supply would be a help. 

The subcommittee of the Senate commerce committee in 
charge of the pipe line and barge canal bill approved the 
measure, with amendments. The principal amendment would 
relax drilling restrictions to permit certain Illinois oil fields to 
go into production. The whole committee will consider the 
bill July 7. 

Representative Koppleman, of Connecticut, has inserted in 
the Congressional Record a transcript of a radio discussion 
about the Florida barge canal (see Traffic World, June 20, 
p. 1601), in which he took part. He said the canal would 
provide a convenient and accessible means of transportation for 
the carrying of strategic materials to the war industries in 


‘Connecticut. 


Asked, in the course of the radio discussion, whether it 


‘would be cheaper to construct “the pipeline or the barge canal,” 


Mr. Koppleman said: 


Altogether, we would need 21 pipelines in Florida, costing about 
$10,000,000 each. The canal will cost $50,000,000. With it we will 
need three pipelines, making a total of $80,000,000 for the whole 
project, as against $210,000,000 for pipelines alone. And bear in mind 
that with the barge lock canal we can ship numerous commodities 
‘we can’t send through pipelines. 


Subsequently, he added, that commodities that would move 
through th barge canal included cotton, sulphur, foodstuffs, salt, 
manganese, tin, and lead, “all vital for the war.” He said 2% 
million tons of sulphur, for sulphuric acid needed for steel and 
powder, and a million tons of salt, needed for explosives, came 
As it was now, he said, sulphur and salt went by 
barge from Galveston to New Orleans, thence by other barges 
up the Mississippi, then by lake ships, and from Chicago or 
Buffalo by rail or via the Erie canal to the production centers. 





Gasoline Rationing 


Representative Kleberg, of Texas, in an extension of re- 
marks in the Congressional Record concerning the scrap rubber 
campaign and the efforts of oil companies, through support of 
that campaign, to forestall nation-wide gasoline rationing (see 
Traffic World, June 13, p. 1548), cited a report of the Petro- 
leum Industry War Council that 100,438 tons of scrap rubber 
had been collected in the United States and Hawaii in the pe- 
riod from June 15 to June 20, and added that those figures did 
not include ‘‘the stock piles held by around 17,000 junk dealers 
and about 3,000 carload junk collectors and shippers.” 

He said that he had concluded, after a conference with 
William R. Boyd, Jr., chairman of the Petroleum Industry War 
Council, that the scrap rubber program gave evidence of not 


being able to develop “the entire truth” unless a little more 
time was given. 


“The great and small oil companies are working hard, 
aided by countless Americans,” he said, “in the campaign to 
unearth available scrap rubber, and given a real test, this ef- 
fort will go far to bring out the truth.” 


Complaints: by truck operators that they were unable to 
obtain sufficient supplies of gasoline to transact their business 
were under consideration by federal officials this week and a 
program was being ‘formulated, it was said, to afford preference 
to truck operators. 


The Office of Price Administration earlier had relaxed re- 
Strictions to permit gasoline stations to give preference to 
certain classes of operators of motor vehicles, including trucks, 
but this was said not to have met the situation More specific 
measures were being framed, it was said, by the petroleum co- 
ordinator’s office. 

David Brodsky, executive secretary of the Interstate Mov- 
ers’ Tariff Bureau, Inc., New York, N. Y., wrote Price Admin- 
istrator Henderson, in charge of gasoline rationing, that ap- 
proximately 400 members of the bureau were being hurt in 
the operation of their business as a result of the gasoline short- 
age. Drivers of passenger cars obtained the available gasoline 
in the Greater New York area, he said, before the trucks could 
get supplies. 

Truck operations elsewhere, according to reports, were 
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held up in the eastern seaboard area because of shortage of 
gasoline. 

Meanwhile, President Roosevelt, waiting on the results of 
the rubber scrap drive before deciding whether there should 
be nation-wide gasoline rationing, extended the drive to mid- 
night, July 10. Through June 27 the drive, begun June 15, 
had produced 218,998 tons of scrap rubber, according to a 
White House announcement. This, it was stated, was disap- 
pointing to officials. Originally the drive was to have been 
tor only two weeks. 

Petroleum Coordinator Ickes July 1 urged residents of 
Puerto Rico to use as little oil and gasoline as possible so that 
minimum needs for essential war projects and island industries 
could be met. Due to shortage of tankers, stocks in the island 
nad declined at a rapid rate, he said. 

Further increases in the price of gasoline, kerosene and 
light fuel oils along the eastern seaboard to finance increased 
cost of transporting petroleum products were made effective 


June 29 by order of Price Administrator Henderson. Said the 
Oo. P. A.: 


The increases are: gasoline, two and one-half cents per gallon; 
kerosene, range oil, tractor fuel, distillate Diesel fuel oils, gas house 
oils and Nos. 1, 2, 3 and 4 fuel oils, two cents per gallon. There will be 


no increase on residual fuel oils. The advances are permitted also on 
retail sales. 


The increases have been allowed because of the inability to work 
out arrangements for direct absorption by the government of the higher 
cost of moving petroleum products diverted from water to overland 
transportation because of the submarine warfare along the east coast. 

While the emergency price control act of 1942 specifically authorizes 
payments in order to maintain an adequate supply of essential com- 
modities, arrangements could not be worked out at this time to absorb 
the higher cost of moving petroleum products. 


Criticizing the price increases, Senator George, of Georgia, 
said if it was necessary to ration gasoline in the east to save 
rubber, there was no possible justification for refusal to ration 
gasoline throughout the nation. Including Georgia in the re- 
stricted gasoline area was not justified for reasons of shortage 
of gasoline, said he. Senator White, of Maine, said rationing 
of gasoline has ruined a hundred million dollar tourist busi- 
ness in Maine. Senator Smith, of South Carolina, also attacked 
Henderson. ; 

The House rejected an amendment to an appropriation 
bill, offered by Representative Van Zandt, of Pennsylvania, 
the purpose of which was to compel nation-wide rationing of 
gasoline, if there was any rationing. Mr. Van Zandt said the 
amendment was designed to remove the gross discrimination 
that existed under the rationing program for gasoline and 
other commodities. 

Price Administrator Henderson has refused to issue spe- 
cial gasoline vacation travel cards as requested by New Eng- 
land members of Congress. 


USED RAIL PLAN 


J. J. Pelley, president, Association of American Railroads, 
had advised member roads of formulation of “a clear cut, na- 
tional plan” to comb every section of the United States for all 
used rail and switches. The plan, approved by the A. A. R., 
said he, was worked out by the industrial salvage section and 
the special projects salvage section of the War Production 
Board. Mr. Pelley said rail requirements for defense needs 
had risen from 15,000,000 feet as of May 1, 1942, to 40,000,000 
feet at the present time. 

“Since rail is used exclusively by ourselves and affiliated 
interests,” said Mr. Pelley, “we are the only source of supply 
that the government can look to for these items.” 


DEPOSITS ON STEEL DRUMS 


“Shippers of carbon tetrachloride may charge a reason- 
able deposit on the steel drums in transporting their product,” 
Price Administrator Leon Henderson said July 2. 

The steel used in making these drums was not plentiful, 
and it was believed that a deposit would encourage the return 
of empty drums and thus conserve steel, said the administra- 
tor, adding: 


Permission to add a reasonable deposit to the maximum price was 
contained in amendment No. 2 to revised price schedule No. 79, and 
becomes effective July 1, 1942. 

The amendment provides that if the shipper chargés a deposit, the 
sum of $1.25 (or $1.65 if delivery is completed in Washington, Califor- 
nia or Oregon) for each drum on which a deposit is required must be 
deducted from the total maximum price for the shipment. This deduc- 
tion is necessary in order to prevent an increase in the maximum price 
of the carbon tetrachioride at the consumer level. 

The freight charge for the return of the containers must be paid 
by the owner and the deposit refunded immediately upon the return 
of the drum in good condition, he said. 
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Money for 0. D. T. 


The Office of Defense Transportation expects to have 1,856 
employes in the next fiscal year, according to testimony given 
before the House committee on appropriations on the first 
supplemental national defense appropriation bill for the fiscal 
year ending June 30, 1943. 

As of June 1, according to the testimony, the office had 
650 employes. 

An appropriation of $7,216,515 for the O. D. T. for the 
fiscal year covered by the bill was recommended by the com- 
mittee in reporting the bill to the House. The O. D. T. had 
asked the Bureau of the Budget for $8,090,000. The bureau 
reduced that to $7,216,515, the amount recommended by the 
committee. 

Questioned by Representative Cannon, of Missouri, as to 
need for 1,856 employes, Director Eastman said that in the 
first place new duties were given the O. D. T. May 2 by the 
executive order of the President with respect to rubber-borne 
transportation and the adjustment of the supply of transporta- 
tion facilities to the supply of rubber. There would be 239 
employes in the new division of transport conservation, said he. 

Testimony was given showing that on June 12 the O. D. 
T. had 827 employes and that by June 30 it would have 937 
if it could get them all by that time. 


Director Eastman made a detailed explanation of the need 
for the additional employes, reviewing the activities of his vari- 
ous divisions. 

Hoped to Have Small Staff 


“It was my desire in the beginning,” said he, “to keep the 
staff as small as possible and to utilize the services of other 
agencies both public and private as far as possible. How- 
ever, I endeavored to lay out an organization which would be 
so captained and so designed that it could be expanded to 
meet needs as they might develop. 

“There has been a larger growth than I expected or than 
i would have preferred. That growth has been caused by sev- 
eral conditions. In the first place, the inadequate supply of 
steel and other critical materials, which has made it impossible 
for the War Production Board to allocate all the materials for 
the construction of new cars or locomotives or trucks that we 
should like—that condition has increased the necessity of re- 
sorting to every possible means of getting the greatest possible 
use out of the equipment we have.” 

Mr. Eastman told the committee his staff was composed of 
trained men who had had experience with the particular kinds 
of transportation with which they were called on to deal; that 
was, so far as all the key men and their principal assistants 
were concerned. 


“Most of those men have come to me at a financial sacri- 
fice and will be only too glad when it is all over and they can 
go back where they came from,” said he. 


Division Activities 
Mr. Eastman told the committee that his division of rail- 
way transport was working on a refrigerator car pool and on 
the possibilities of making up trains so that they could be op- 
erated through intermediate terminal points without break-up 


and classification at those points to bring about more efficient 
railroad operation. 


Another illustration he gave was with reference to work 
of his staff on “very elaborate plans” in connection with the 
movement of coal from southern fields to New England ports. 
Also, said he, plans were being formulated for the movement 
of iron ore all-rail in the event that something should happen 
to the Soo Canal. 


“We have a man on what they call a plant site board,” said 
he. ‘Whenever they locate a new plant they consult us as 
to whether the location is right from the standpoint of trans- 
portation.” 


Limiting Truck Hauls 


As to limiting length of trips of trucks, Mr. Eastman told 
the committee that the War Department had recently been 
talking about limiting truck hauls to 300 miles, “but our feel- 
ing about that has been that the truck conditions are so dif- 
ferent in different parts of the country, depending upon the 
kind of traffic they are hauling and where they are hauling it 
that you cannot properly draw any arbitrary line with respect 
to the radius haul in that way.” 


Economy of Water Transportation 


Representative Cannon said he had understood that water- 
borne transportation was the cheapest and most economical 


form of transportation there was. Mr. Eastman replied as 
follows: 





TRAFFIC WORLD 


That depends a great deal upon where your waterborne trans- 
portation is. For example, there is no question at all but that the 
cheapest way to transport oil from Texas to the eastern seaboard is 
by tankers; and there is no question but that the cheapest way of 
transporting iron ore from the head of the lakes to the Lake Erie ports 
is by vessei. But when you get to some of these inland waterways 
the operations are much slower and the boats are smaller and the 
waterways are winding. I think the distance via water from St. 
Louis to New Orleans is about 2% times what it is via rail. You 
might want to take into consideration also the cost of building and 
maintaining the waterways—that does not affect the operator, but it 
affects somebody. A short haul by water, also, is not anywhere near 
so economical as a long haul, because the port terminal operations 
are relatively expensive. 


Merchandise Freight 


Referring to his merchandise section Mr. Eastman said 
the minimum loading order of the O. D. T. had reduced the 
use of cars for 1. c. 1. freight ‘so there are now 40 per cent less 
cars handling that freight than were handling it a year ago, 
although the amount of such traffic has increased.” 

The committee was told by the director that the railroads’ 
rolling stock at the present time was in excellent condition— 
that was one reason the railroads had functioned as well as 
they had—‘‘and they have functioned well.’”’ The railroads had 
reduced the percentages of bad order cars and bad order loco- 
motives to the lowest percentages of record and the track 
on the whole was in very good condition. 

In its report on the bill the committee said that in world 
war No. 1 “the government took over and operated the rail- 
roads at a very considerable attendant financial outlay.” 

“The present approach to the coordination and direction 
of domestic transportation of all forms, particularly in the 
development that has come since the first war of the motor 
vehicle as a vital factor in transportation, gives high hope that 
the domestic transport problem can be handled effectively 
for prosecution of the war effort and with as little interference 
as possible with civilian pursuits.” 

The bill was passed by the House June 30 and sent to 
the Senate. 


VEHICLE RATIONING 


The Office of Defense Transportation has announced the 
personnel of three additional local appeal boards established 
under the commercial vehicle rationing program. 

Twelve such boards have now been named, and 5 are yet 
to be appointed. The local boards will pass on appeals from 
decisions by local allocation officers of the division of motor 
transport of the O. D. T., and will take over the work previously 
performed by the special Washington appeal board. 

Two of the additional boards are district No. 6, comprising 
Alabama, Georgia, and Florida, with headquarters at Atlanta, 
Ga., and district No. 15, comprising Oregon and Washington, 
with headquarters at Portland, Ore. 


Regular members of district No. 6 are Jack Berman, presi- 
dent, Georgia Motor Express, Inc., Atlanta, Ga.; R. A. Cannon, 
secretary-treasurer, Atlanta Metallic Casket Co., Atlanta; and 
Sollcae Mitchell, fourth civilian defense region, Atlanta. A. G. 
Boone, of the A. G. Boone Co., Atlanta, is an alternate member. 

Regular members of district No. 15 are Alfred Hampson, 
Day, Hampson and Nelson, Portland, Ore.; Arthur Lee, Lee and 
Eastes Auto Freight Co., Portland; and Kenneth Pheister, 
Safeway Stores, Inc., Portland. Alternate members are Ellery 
Sills, Sills Truck Service, Portland; and R. W. Lemen, Oregon 
Motor Stages, Portland. 


The O. D. T. has announced establishment at Columbus, 
O., of an additional local appeal board. Personnel of the new 
board and the area to be served by it follow: 

District No. 4—Ohio, western Pennsylvania, and West Vir- 
ginia. Regular members: George W. Rowe, Allen and Sharp, 
Inc., Columbus; D. B. Gee, traffic manager, Capital City Prod- 
ucts Co., Columbus; J. I. Boulger, Columbus. Alternate mem- 
bers: H. H. Buel, president, Eastman Motor Dispatch, Inc., 
Columbus; and Ralph L. Jacobs, vice-president, Arcodel Sys- 
tem, Inc., Columbus. 


oO. D. T. LOCAL DELIVERY RULING 


A general permit authorizing additional local delivery serv- 
ice by motor carriers before national holidays falling on Satur- 
days and Mondays was issued July 1 by the O. D. T. 

“The action allows carriers whose operations are restricted 
by general order O. D. I. No. 6 to make two deliveries or one 
delivery and one call back on the Friday before a national 
holiday falling on Saturday or on the Saturday before a national 
holiday falling on Monday,” it said. “In the event an extra 
delivery or a call back is so made, the carrier may make no 
delivery on the holiday, other than certain special deliveries 
authorized by order 6.” 
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Track Clearing House Order 


Effective July 2, Director Eastman, of the Office of De- 
fense Transportation, issued general order O. D. T. No. 13 
authorizing establishment of joint information offices by any 
two or more motor carriers, carrier association or group of 
carrier associations, to enable common, contract and private 


motor carriers to comply with various requirements of O. D. T. 
reneral orders. 


The order embodies O. D. T.’s conclusions as to how 
truck “clearing houses” should be set up. In its preparation 
of the order the O. D. T. considered recommendations of the 


trucking industry (see Traffic World, June 6, p. 1464). The 
text of the order follows: 


Title 49—Transportation and Railroads 


Chapter II—Office of Defense Transportation 
(General Order O.D.T. No. 13) 


Part 501—Conservation of Motor Equipment 
Subpart I—Establishment of Joint Information Offices 


By virtue of the authority vested in me by Executive Order No. 
8989, dated December 18, 1941, and by Executive Order No. 9156, dated 
May 2, 1942, and in order to enable common, contract and private 
carriers by motor vehicie to comply with the requirements of General 
Orders O.D.T. Nos. 3', 4°, and 5% as amended or revised and other 
future orders to be issued by the Office of Defense Transportation: 

It is hereby ordered, that 
Sec. 

501.56 Definitions 
501.57 Establishment of joint information offices 
Authority: § §501.56 to 501.57, inclusive, issued under E. O. 8989, 6 

F. R. 6725, and E. O. 9156, 7 F. R. 3349. 

§501.56 Definitions. As used in this subpart: The term ‘‘carrier’’ 
means any common carrier as defined in §501.4 (c) of General Order 
oO. D. T. No. 3, contract carrier as defined in §501.16(c) of General 
Order O.D.T. No. 4 and private carrier as defined in §501.24(c) of 
General Order O.D.T. No. 5. 

§501.57 Establishment of joint information offices. On and after 
the effective date specified in this subpart any two or more carriers 
or any carrier association or group of associations may establish joint 
information offices, at such points and places throughout the United 
States as may be authorized by the Office of Defense Transportation, 
under the following conditions: 

(a) Each joint information office shall be governed by a commit- 
tee or board, selected by the carriers or members of the carrier asso- 
ciation or associations establishing it. In selecting the governing com- 
mittee or board representation shall be allowed to the various types 
of carriers establishing or utilizing the services of the office. 

(b) The Office of Defense Transportation shall be advised forth- 
with as to the name and address of each person selected as a member 
of the governing committee or board or as manager of a joint infor- 
mation office and shall be furnished accurate information with respect 
to the character, experience and past and present occupation and 
employment of such persons and, on the basis thereof, shall have the 
right to disapprove such selections. Each person so selected may 
be removed at any time from such office or position by direction of 
the Office of Defense Transportation. No person employed as a man- 
ager or as an employe of a joint information office shall, during his 
employment, be employed by a carrier nor shall he be a member of 
the governing committee or board. 

(c) The function of the joint information office shall be to assist 
carriers in complying with the requirements of General Orders O.D.T. 
Nos, 3, 4, and 5, as amended or revised, by obtaining and receiving 
information as to the availability of equipment and of traffic originated 
or controlled by or in the possession of or on order to carriers and 
by furnishing such information to any and all carriers who apply 
therefor, in the order of the receipt of their respective applications 
and without discrimination, preference, or partiality. The authority 
of such joint information office shall include all things reasonably 
necessary to carry out the functions above described, but shall not 
include the right to fix the compensation for the interchange of traffic 
or for the transportation of traffic interchanged, or the rental price 
of vehicles leased, or to designate any particular carriers to receive 
any given traffic or to lease, rent or exchange any given vehicle. 

(d) A clearance statement shall be issued by each joint informa- 
tion office to each carrier with respect to a designated motor truck 
when such carrier representing that the movement of such motor 
truck to the point of destination specified is not prohibited by any 
order of the Office of Defense Transportation, has requested from 
such office information of the type designated in paragraph (c) of 
this section in order to permit compliance with any such order, and 
when: 

(1) The designated motor truck is moving with less than capacity 
load and there is no information on file with respect to property avail- 
able for transportation to, intermediate to, or beyond the point of 
destination of such motor truck; or 


(2) When the carrier has accepted for transportation and loaded 
in such motor truck all property available for transportation to, inter- 


mediate to, or beyond the point of destination of such motor truck; 
or 


(3) The designated motor truck is moving empty and there is 


no information on file with respect to other carriers desiring to utilize 
such earrier’s motor truck to or toward the destination of such truck. 


| 


1F. R. 3004; 7 F. R. 4118; 7 F. R. 4185. 
2F. R. 3005; 7 F. R. 4119; 7 F. R. 4185. 
*F. R. 3007; 7 F. R. 4119; 7 F. R. 4184; 7 F. R. 4185. 
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Such clearance statement shall describe the motor truck or trucks 
involved and shall state the point of destination and the date and 
hour of the issuance of the statement. A copy of each such clearance 
statement shall be retained in the files of the joint information office 
and the original shall be given to and retaihed by the carrier. Such 
statements shall not be conclusive evidence of the facts concerning 
the availability of such traffic or the possibility of lease of such motor 
trucks or trucks by other carriers. 

(e) Except as may be otherwise provided by agreement between 
the interested carriers or prescribed by the Interstate Commerce Com- 
mission or by the appropriate state regulatory body, the divisions of 
revenues between carriers for traffic interchanged between them and 
the compensation to be paid and received for rental of equipment shall 
be as determined by the Office of Defense Transportation upon ap- 
propriate applicaticn. 

(f) Disputes between carriers and the manager of a joint infor- 
mation office or the governing committee or board may be appealed 
to the Director of Motor Transport, Office of Defense Transportation, 
and his decision on any such appeal shall supersede the decision of 
the manager or the governing committee or board. In cases of dis- 
putes, the manager of the joint information office shall notify all 
parties thereto of their right to have the matter acted upon by such 
an appeal to the Director of Motor Transport. 

(g) The manager of the joint information office shall maintain a 
record of ali information filed with such office and shall keep such 
further records and make such reports as may be required by the 
Office of Defense Transportation. Each carrier shall advise the man- 
ager of the joint information office as to each transaction completed 
with another carrier resulting from information obtained at such 
office. The manager shall maintain a record of all such transactions 
between carriers for the exclusive information of the Office of Defense 
Transportation and its duly accredited representatives, and shall not 
divulge such information to any other person, including the members 
of the governing committee or board. All records, files and corre- 
spondence shall be available for examination by accredited representa- 
tives of the Office of Defense Transportation at all times. 

(h) No membership fee shall be charged any carrier desiring to 
utilize the services of a joint information office as a condition prece- 
dent to the use of such services, but the cost of establishing and 
maintaining any such office may be apportioned, on an equitable basis, 
among the carriers participating in its establishment or utilizing its 
services, which basis of apportionment may be changed by direction 
of the Office of Defense Transportation. Non-discriminatory charges, 
in such amount as may be fixed by the governing committee or board, 
may be made to carriers for services rendered to them by a joint 
information office. The amount of such charges may be changed by 
direction of the Office of Defense Transportation. A statement of such 
charges currently in effect shall be conspicuously posted in each office 
at all times. , 

(i) No joint information office shall be established, or if heretofore 
established, shall be continued to be maintained, except in compli- 
ance with this order. 

This subpart shall become effective July 2, 1942, and shall remain 
in full force and effect until further order of this office. 

Issued at Washington, D. C., this 2nd day of July, 1942. 

Joseph B. Eastman, 
Director of Defense Transportation. 


Applications for permission to establish joint information 
offices, said the O. D. T., must be made on blanks to be provided 
by the division of motor transport. Requests for such blanks 
shouid be sent to John L. Rogers, director of the division. 


PRESENT VEHICLE MUST LAST 


Speaking before the Cosmopolitan Club of Washington, 
an organization of business men, July 2, Director Eastman of 
O. D. T. emphasized that the present vehicles of transport 
must be made to last for “the duration” because there will 
be no materials available for new ones for civilian use. 

As a text for his remarks he told about the southern con- 
gressman whose conviviality caused him to be detained in a 
police station for a sobering period. The next morning when 
the newspaper men asked him about it he observed that no 
matter what spots there might be on his past there were 
none on his future. According to the director there were no 
spots on the record of the railroads, up to this time, especially 
in view of the fact that they had produced more ton-miles 
of transportation in 1941 with fewer units of equipment than 
in the peaks of 1929 and 1930. But what worried him, he 
indicated, was the strain that would come in the future when 
the prospects of more units, for use in the loads put on them 
by the diminution of transportation by water were not good. 
He warned against reliance on reports about the production 
of synthetic rubber, observing that while plants for that pur- 
pose, with a capacity of 600,000 tons, were spoken of as likely 
in 1943, that did not mean they would be producing that much 
in that year. His thought, he indicated, was that a large pro- 
duction might be expected by 1944, hence the necessity for 
making present tires and vehicles do for a long time. 


oO. D. T. APPOINTMENTS 
Director of O. D. T. Eastman has announced the appoint- 
ment of Warren W. Kelly, of Chicago, as director of the section 
of materials and equipment of the O. D. T., succeeding Philip 
A. Hollar, who is returning to the Association of American 
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Railroads. C. W. Brown, who has been with the O. D. T. since 
February, formerly associated with the federal coordinator of 
transportation, has been named as assistant director of the ma- 
terials and equipment section. 

Mr. Hollar came to the O. D. T. as acting director of the 
materials and equipment section in March. The O. D. T. 
said he would continue as a consultant to advise with Mr. Kelly 
on technical matters. Mr. Kelly, who joined Mr. Hollar’s staff 
as associate director on June 15, came to the O. D. T. from the 
Atchison, Topeka & Santa Fe Railroad where he was general 
purchasing agent. 

Two appointments to the division of railway transport of 
the O. D. T. have been announced by Director Eastman. 

Harold A. Hobson, of Cleveland, O., has been appointed 
deputy director of the division to assist Associate Director 
Charles B. Colpitts, who is in charge of rail-truck coordination 
for the eastern and southern regions. William B. Russell, of 
Atlanta, Georgia, has been named assistant director of rail- 
truck coordination for the southeast region and will be in 
charge of. the division’s Atlanta office. The O. D. T. said: 


Mr. Hobson, who will maintain headquarters in Washington, D. C., 
has had long experience in railroad transportation, having been asso- 
ciated with the Pennsylvania Railroad since 1907. At the time of his 
appointment, he was assistant to the general superintendent at Cleve- 
land. He attended Mount Union College. 

Mr. Russell, who attended Louisiana Polytechnic Institute, began 
his railway career in 1921 as a traffic inspector for the Southern Rail- 
way. He was assistant freight agent in that line’s Atlanta office when 
he joined the Office of Defense Transportation. 

Mr. Hobson and Mr. Russell will work with the O.D.T.’s division 
of motor transport, and with industry, to facilitate coordination of 
rail and truck operations. 


Appointment of four more field office managers in the 
motor transport division of the Office of Defense Transporta- 
tion has been announced. Two transfers also were announced. 
Those appointed were: 


El Paso, Tex.—Frank M. Lanotte, of El Paso, former manager of 
the U. S. government traffic regulatory station at El Paso. 

Fargo, N. D.—W. H. Thompson, of Fargo, former vice-president 
of Adams, Ine., contract carrier. 

Kansas City, Mo.—R. C. Coleman, of Kansas City, at present senior 
field manager in the allocation section of the motor transport division 
and former vice-president and manager of the American Safety Tank 
Co., Kansas City. 

Omaha, Neb.—V. J. Hons, of Milwaukee, Wis., connected with the 
freight forwarding business for the last 17 years. 


Field managers transferred were: Donald T. Maentz, from 
New Orleans, La., to Columbus, O. W. R. Atkins, from Little 
Rock, Ark., to New Orleans. 

Managers of 50 of the division’s 51 field offices now have 
been appointed, the office at Little Rock being the only vacancy. 


0. D. T. ASSISTANT DIRECTOR 


Brig. Gen. Charles D. Young, director of procurement and 
distribution of the army services of supply, will become assist- 
ant director of the Office of Defense Transportation, the War 
Department has, announced. He was returned to inactive status 
June 30, having reached the army statutory retirement age. 
Former vice-president of the Pennsylvania Railroad, Young 
will function as liaison officer on matters of material and 
equipment between the O. D. T., the War Department, and 
the War Production Board. 


Churches Pledge Rail Support 


An interdenominational transportation committee, com- 
posed of representatives of 40,000,000 American church mem- 
bers, has adopted a pledge of cooperation with the American 
railroads in “the continued efficient operation of our nation’s 
transportation system.” 

In a statement, signed by its members, the committee says 
it has notified the respective religious denominations of “the 
need for lightening the burden being now carried by the rail- 
roads through the elimination of every possible request for free 
church passes” and the confining of travel by churchmen “to 
trips which are absolutely necessary for the undergirding of 
essential church activities throughout America at the present 
time.” 


In the success of the war effort, it says, ‘“‘“much is dependent 
on the continued efficient operation of our nation’s transporta- 
tion system.” Under unusual conditions, since Pearl Harbor, 
the railroads have been “unusually efficient,” it adds, and ‘‘this 
contribution on the part of the railroads has done much to 
steady the citizens of America in our war effort and has laid 
the foundation for an ever-increasing momentum which we hope 
will soon lead to the just and durable peace for which the 
world yearns.” 
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The committee is calling on church people “to cooperate 
cheerfully with regulations as issued by the railroads from time 
to time and to recognize that everything possible should be done 
to help the roads meet the situation,” says the statement, con- 
tinuing: 

The religious forces of America and the railroads have much in 
common. Neither group can successfully reach its goals without the 
help of the other. We, therefore, hereby pledge you our continued 
cooperation in every possible way and offer you the services of the 
various church transportation bureaus, believing that such organiza- 


tions can effectively serve as liasion agencies in doing the team work 
which is now so necessary. 


The statement is signed by the following: 


Bishop Francis C. Kelly, representing the Roman Catholic Church; 
Dr. Edwin A. Bell, representing the Northern Baptist Church; the 
Rev. W. M. Cassetty, Jr., representing the Methodist Church; Dr. 
F. J. Clark, representing the Protestant Episcopal Church; the Rev. 
Howell D. Davies, representing the Congregational-Christian Church; 
the Rev. H. B. Holloway, representing the Christian Church (Disciples 
of Christ); the Rev. Otto Leonardson, representing the Evangelical 
Lutheran Augustana Synod; the Rev. E. G. Nachtsheim, representing 
the Evangelical Lutheran Synod, and the Rev. J. W. Pressly, repre- 
senting the Presbyterian Church in the United States. 


Oo. D. T. AND PASSENGER TRANSPORT 


Thomas H. Nicholl, assistant director of the O. D. T. 
division of local transport, speaking at a convention of the Wis- 
consin Utilities Association at Madison, Wis., said that the 
extent of cooperation by bus and street car companies in the 
O. D. T. war transportation program would determine whether 
regulatory measures would be necessary. He urged the transit 
companies to cooperate in every way possible with group riding 
and staggered working hour programs in their communities 
so as to conserve automobiles and tires and to build a wartime 
transportation system that would be able to “absorb the jolts 
and carry the added burdens of the emergency in which we 
find ourselves.” 


N. & W. ASKS PASS USE CURTAILMENT 


W. J. Jenks, president of the Norfolk and Western, issued 
a plea, June 29, to officers and employes of the railroad and 
members of their families “voluntarily to refrain from using 
their free transportation privileges for unnecessary trips, either 
for coach or Pullman travel, on line or off line.’ He said in 
explanation that the railroads were ‘“‘being hard pressed to meet 
the demands for passenger service” because of “increased re- 
quirements for passenger equipment to protect military move- 
ments.” The situation was “constantly growing more serious,” 
he said, adding: 


It is vital to the success of the nation’s war effort that we ade- 
quately fulfill the rail transportation requirements and you can con- 
tribute to that end by curtailing to the minimum the use of pass privi- 


leges during this emergency. I anticipate with confidence your whole- 
hearted cooperation. 


The Norfoik and Western announced recently that 1942 
conventions of its employe organizations and local and regional 
meetings of its Better Service Clubs had been cancelled. 


SAVE FAIRS, SAY CONGRESSMEN 


Several members of Congress this week criticized the 
request of Director Eastman, of the O.D.T., that state and 
county fairs not be held this year to save rubber. Protestants 
included Representative Murray, of Wisconsin; Representative 
Hoffman, of Michigan, and Representative Elliott, of California. 
Mr. Hoffman said that Secretary of Agriculture Wickard had 
recently urged the holding of county and state fairs ‘because 
they were educational and would add to farmers’ productive 
efforts.” Following that suggestion, said he, some fair officials 
made contracts with exhibitors and became liable for payment 
of thousands of dollars. 

“Now comes Director Eastman and suggests that we should 
not hold fairs,’’ continued he. “If Eastman will make an order 
that we should not hold the fairs, that will be all right, be- 
cause that may let the fair officials out of liability on their 
contracts. Otherwise do you not see where they are? If they 
are patriotic and comply with Eastman’s demand and do not 
hold the fairs, they are stuck for the contract liability they 
entered into by following Wickard.” 


oO. D. T. NO. 6 EXEMPTION EXTENDED 


Director Eastman has further extended from July 1 to 
July 15, inclusive, his order exempting tank trucks from pro- 
visions of O. D. T. General Order No. 6, governing trucks used 
in local delivery service (see Traffic World, June 6, p. 1467). 
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Back Hauls and Rubber Saving 


Asserting that the situation resulting from O. D. T. orders 
Nos. 3 and 6 did not make sense, W. H. Abel, traffic Commis- 
sioner of the Aurora, Ill., Chamber of Commerce, has written a 
letter to Director Eastman, which is under consideration by 
members of his staff, pointing out why, in his view, they do 
not make sense. One of the questions is as to how “air” miles 
are to be ascertained for the application of the exemption pro- 
vided in order No. 3. 

“As we now understand it,” said Mr. Abel, “where an over- 
the-road carrier moves his trucks from a municipality to a 
point 25 air miles, in any direction whatsoever, he automatically 
becomes a local carrier as defined in O. D. T. No. 6.” | 

After pointing out that air mileage between Chicago and 
Aurora may bring them within twenty-five miles of each 
other, Mr. Abel says: 


We feel that in order to make the O. D. T. orders workable—espe- 
cially between Chicago and Aurora and other Fox Valley points, 40 miles 
by highway from Chicago, that O. D. T. 3 should be so worded that there 
be no exemption as to capacity loading in each direction. Unless this 
is done, chaos will result in that a trucker on one trip would be a 
local carrier and on another trip an over-the-road carrier. The trucker 
carries miscellaneous freight on the same truck to Chicago locally— 
and beyond to connections and therefore he cannot possible be called 
a local carrier. Another instance is that the Aurora trucker takes a 
full load into Chicago (and under the 25 air miles might be called a 
local carrier under O. D. T. 6). He proceeds to Gary, Ind., for a load 
of steel from which point the air distance is far in excess of 25 miles. 
In that case must he operate as an over-the-road carrier? 

This situation does not make sense and certainly is not in harmony 
with your efforts. We have gone into this in a wholehearted way and 
have given assurance that our efforts in the Chamber of Commerce be 
directed to bring about conservation of truck equipment and rubber. 
However, under the present setup, if the interpretation is made that 
order No. 6 applies, then rubber and trucks will be wasted more than 
ever. We have no means to cooperate if the order stands as it is. 


CONSERVATION OF MILK TRUCKS AND TIRES 


“Several voluntary plans for the conservation of milk 
trucks and tires have been cleared by the Office of Defense 
Transportation, and the epartment of Justice,’ says the 
O BE. F. 

“Those cleared thus far cover operations of more than 200 
dealers, the majority of whom have put their deliveries on an 
every-other-day basis. 

“Estimated mileage reductions in several of the plans went 
beyond the 25 per cent required by General O. D. T. No. 6, 
which also’prohibits special deliveries, call backs, and more than 
one delivery a day to the same person. 

“Cities or areas affected and the number of dealers in- 
volved in plans thus far approved include: 


Washington, D. C.. six dealers; Indianapolis, Ind., 19 dealers; 
Luzerne, Lackawanna and Susquehanna counties, Pa., 38 dealers; De- 
troit, Mich., 15 dealers; Madison, Wis., six dealers; Flint, Mich., nine 
dealers; New York-New Jersey metropolitan district, 97 dealers, and 
Niagara Frontier Milk Distributors, representing 51 dealers in and 
around Buffalo, N. Y. 


“Approximately 100 plans, covering delivery operations 
in milk distribution and other industries have been received 
by O. D. T. Many are still being studied to determine whether 
they fulfill O. D. T. requirements, while some have been re- 
turned to the operators for revision. 

“Plans which fulfill O. D. T. requirements are turned over 
to the Department of Justice to determine any conflict with 
antitrust laws before final clearance is granted.” 


TRUCK CONSERVATION ORDERS 


The Office of Defense Transportation has moved to ex- 
pedite the handling of applications for special permits in con- 
necticn with O. D. T. truck conservation orders. 

Under revised procedure, effective immediately, managers 
of motor transport division field offices have been authorized 


to handle applications and to issue special permits, says the 
0. D. T., adding: 


Applications already transmitted to Washington are being returned 
with instructions that they be submitted to the field offices, of which 
there are 51 in major cities throughout the country. 


Detailed instructions sent to all field office managers provide that. 


every application be given full and impartial consideration from the 
standpoint of information set forth and possible effect on the conserva- 
tion objectives of O. D. T. 

After the field manager has completed his study of the application 
and has made all necessary investigations, he may issue a special per- 
mit giving the applicant all relief requested, he may grant partial re- 
lief, or he may reject the application in its entirety. 

In the event an application is turned down by the field manager, an 
appeal may be taken to John L. Rogers, director of the motor trans- 
port division, Interstate Commerce Commission Bldg., Washington, D. C. 
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In filing an appeal with Mr. Rogers from a decision of a field officer, 
the applicant must show on what grounds he bases his appeal, must 
show wherein the field manager has failed to give sufficient considera- 
tion to the facts set forth in the application or wherein the field mana- 
ger’s decision is at variance with O. D. T.’s objectives. 

Applicants should not file with field officers petitions for recon- 
sideration, amendments to original applications, or applications for 
further reconsideration. . To expedite matters and avoid the ne- 
cessity of opening closed files, applicants are required to file complete 
new applications when seeking, upon claims of new or different evi- 
dence, reconsideration by a field manager of an application which has 
been denied. 

New applications should be filed with the field managers only if the 
applicant can show that a material condition or situation has been al- 
tered since the decision of the field officer was rendered or can present 
new or different evidence to justify further consideration by the field 
manager. 

Field office managers will handle applications for special permits 
in connection with all general orders administered by the division of 
motor transport and which provide for such relief. 

Four such orders already have gone into effect. They are General 
Orders O. D. T. No. 3, 4, and 5 governing over-the-road operations of 
common, contract, and private carriers and General Order O. D. T. No. 
6, governing operation of carriers engaged in local delivery services. 





PORT CLEARANCE ORDER 


Director Eastman, of the Office of Defense Transportation, 
has issued General Order O. D. T. No. 12, effective June 27, 
making it possible for the O. D. T. to remove from United 
States ports any freight cargo when necessary to assure ex- 
peditious movement of troops and war materials. 

The order authorizes the director of the division of railway 
transport of the O. D. T. to require any railroad serving a port 
to move to such destination as the O. D. T. may specify, “any 
export, coastwise or intercoastal shipment of freight which it 
may have in its possession in such port, notwithstanding the 
provisions of any general order heretofore issued by the O. D. 
T., or of any instructions contained or routing specified in the 
bill of lading of any such shipment,” says the O. D. T., adding: 


The order makes it possible to relieve certain ports of cargoes on 
hand, or in storage, many of which were destined for foreign ports 
at about the time of enemy occupation of those ports. 

Issuance of the order does not imply that there exists any serious 
port congestion. The fact remains that certain of this so-called ‘‘frus- 
trated’’ freight occupies cars, ground, and warehouse space while it 
awaits final disposition, and the order simply makes possible the im- 


mediate removal of this freight to assure peak capacity for actively- 
moving commodities. 





RETURN LOAD REQUIREMENT 


The effective date of provision of general orders O. D. T. 
Nos. 3, 4 and 5 requiring certain trucks to carry return loads, 
has been postponed from July 1 to July 15, the Office of Defense 
Transportation announced late June 29. 

“The postponement was issued to allow more time for a 
general revision of the orders governing trucks operated by 
common, contract, and private carriers in over-the-road service, 
said the O. D. T. 

“As originally drawn, the orders prohibited trucks from 
returning to the point of origin unless loaded to at least 75 per 
cent of capacity, considered the minimum efficiency standard 
for wartime operation of commercial vehicles in view of the 
rubber shortage and lack of new equipment. 

“Under the postponement orders, trucks may continue to 
return empty or partially loaded if no cargoes are available.” 


Oo. D. T. LAKES COMMITTEE 

Formation of an advisory committee on Great Lakes trans- 
portation has been announced by Director Eastman. The com- 
mittee will act as an advisory body to A. T. Wood, director of 
the O. D. T.’s division of Great Lakes carriers. Members of the 
committee are: A. H. Ferbert, president, Pittsburgh Steamship 
Co., Cleveland, O.; Sparkman D. Foster, Foster, Yost & Lott, 
Detroit, Mich.; E. B. Greene, president, Cleveland-Cliffs Iron 
Co., Cleveland, O.; Elton Hoyt II, president, Interlake Steam- 
ship Co., Cleveland, O.; George M. Humphrey, president, M. A. 


Hanna Co., Cleveland, O., and Wm. A. Reiss, president, Reiss 
Steamship Co., Sheboygan, Wis. 


oO. D. T. ORDERS AND STATE COMMISSIONS 

An order designed to permit motor carriers of the State 
of Washington to comply with the provisions of general orders 
Nos. 3, 4 and 6 of the Office of Defense Transportation has been 
issued by the Washington Department of Public Service, ac- 
cording to the National Association of Railroad and Utilities 
Commissioners. 

The N. A. R. U. C. said operating rights of motor carriers 
would not be affected through discontinuance of authorized 
services when such discontinuance was incident to compliance 
with O. D. T. orders, under the Washington order. It quoted 
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the following paragraph from an announcement that accom- 
panied the state order: 


This genera] order does not nullify existing Washington public 
service laws or the Department of Public Service rules and regula- 
tions, and does not authorize any departures therefrom other than 
absolutely necessary to comply with the letter and spirit of the Office 
of Defense Transportation orders. Applicable tariffs must be strictly 
observed and permit authority may not be exceeded. No person may 
haul property for compensation within the state of Washington except 
in accordance with the terms of a common or contract carrier permit 
issed by the Department of Public Service of Washington. 


BUS SERVICE COORDINATION 

A special order coordinating bus service between Kansas 
City, Mo., and Albuquerque, N. M., has been issued by the 
Office of Defense Transportation. The order, sixth of a series, 
become effective July 1. Like other orders of the series, it is 
based on voluntary plans submitted by the bus lines concerned. 
The Santa Fe Trail Transportation Company and Southwestern 
Greyhound Lines, Inc., are the carriers affected by the new 
order (Special Order O. D. T. No. B-6). They are directed to 
honor each other’s tickets, to stagger schedules, to use joint 
depot facilities wherever practicable and to eliminate certain 
runs. 


ILLINOIS MOTOR CARRIERS’ CONFERENCE 


Members of the Illinois Motor Carriers’ Conference held 
a meeting at the Palmer House, Chicago, July 2, to hear ex- 
planations of the orders of the O. D. T. affecting their opera- 
tions by Frank Purse, district director of the Commission’s 
bureau of motor carriers, and Harry L. Gormley, field man- 
ager for the O. D. T. The two answered questions from the 
floor about the individual problems of those present. David 
Axelrod, general counsel of the conference, presided. 


DISCONTINUED BUS SERVICE 
Common carrier bus companies that are discontinuing 
charter or sightseeing services, in compliance with O. D. T. 
Order No. 10, effective June 1, have obtained special permission 
from the Commission to publish tariffs showing discontinuance 
of the services. 


A. A. R. DIRECTORS’ MEETING 


Attending, on invitation, the monthly meeting of the direc- 
tors of the Association of American Railroads, June 26, Direc- 
tor Eastman, of O. D. T., took note of the fact that the railroad 
executives were of the opinion that, although traffic was mod- 
erately heavy, they still had considerable unused capacity and 
that, therefore, they were optimistic about the outlook for the 
time when, traditionally, there would be a traffic peak. They 
appeared to Director Eastman to believe they had the sit- 
uation well in hand. 

But, talking informally, Director Eastman warned them 
against over-optimism. He urged continuance of preparatitons 
for the worst by keeping the cars moving fast and heavily 
loaded. 

Executives attending the meeting expressed the opinion the 
railroads would be able to handle peak traffic this fall without 
serious car shortages. The railroads’ rolling stock needs, partic- 
ularly with respect to locomotives, were emphasized, however, 
some of the executives expressing: concern because not enough 
material was being obtained for new locomotives. 


TRANSPORT OF ARMY SUPPLIES 


Unqualified opposition to the proposal of the army to limit 
hauls of its freight by motor carriers to 300 miles was ex- 
pressed at a public conference held July 1 by Director Eastman 
of O. D. T. and Commissioner Rogers of the motor transport 
division of O. D. T. Speeches in opposition thereto were made 
by Charles Anthony of the Pacific Freight Lines, Don Smith, 
speaking for carriers in the Great Lakes states, H. D. Horton 
for Atlantic seaboard carriers, and D. L. Sullivan, representing 
middle Atlantic territory carriers. 

A fear was implicit in the utterances on the subject that if 
the army’s idea was put into effect it would be spread to all 
transportation on the theory that if it was good to limit the 
transportation of military goods to 300 miles such a limitation 
would be good for application cn all kinds of traffic. Director 
Eastman indirectly raised the question by one of his observa- 
tions. 

The meeting was attended by Amos Betts, chairman of the 
Arizona commission. He made the point that his part of the 
country had to depend so greatly on truck transportation that 
such a limitation would be ruinous. The representatives of the 
trucking industry pointed out that it was now hauling military 
supplies, especially between military camps and contractors 
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producing goods for the war effort, to such an extent that the 
industry had set up an organization for handling it. They said 
that if the order proposed by the army was issued that organiza- 
tion would be destroyed. In that event, they said, when the 
time came that the railroads could not handle the traffic thrown 
on them, the army men would not have the speedy transport 
it now had for its traffic. 

Brigadier General Dillon, of the War Department, attended 
the conference but made no statement. 

No decision will be made on the question of whether the 
army will issue an order directing its traffic men to use trucks 
only when hauls of 300 miles or fewer miles are involved until 
after there has been a canvass of the matter between army 
officers and Commissioner Rogers. The conference was held 
primarily to permit the trucking industry to say why such an 
order should not be issued. The army’s side of the matter was 
not presented. Commissioner Rogers said there might be mili- 
tary reasons why the army wished to route its freight subject 
to the proposed rule. 

The truck men considered the subject only in the light of 
traffic they felt competent to handle because, as they said, they 
had hauled it in the past, without restriction as to the length 
of hauls, just as if it were commercial traffic to be considered 
in that light. They indicated they knew of no reasons why they 
should be excluded from that business, especially in view of the 
fact they had shown they could move it more expeditiously than 
railroads, both in line-haul and terminal services. 


TRANSPORTATION OF WAR WORKERS 

A report by the Public Roads Administration on a survey 
of transportation conditions for workers at a West Virginia 
ordinance plant said a crisis in the transportation of those 
workers was approaching and that the situation revealed by 
the survey was symptomatic of conditions elsewhere. 

The investigation showed, said the P. R. A., that about 300 
automobiles now transporting more than 500 workmen to and 
from the ordnance plant would be laid up for lack of tires after 
less than 3,000 miles of travel, that another 100 cars would be 
forced off the road within 6,000 more miles, and that still an- 
other 200 cars would be out of servite within 10,000 more miles. 
Those 600 cars, about two-thirds of those in use at the plant, 
were not transporting 1,100 men, or about one-third of the 
plant personnel, said the report. It observed that the local bus 
company had stated it was operating at practically maximum 
capacity and would not be able to handle a greatly increased 
load, even if working hours were staggered. There was a large 
reservoir of labor in the locality, with excellent bus service and 
available railroad transportation, the report noted. It saw 
“absolute necessity” for group riding to extend usefulness of 
available cars and tires and for staggered hours to increase 
efficiency of mass transportation. 


PLANS FOR POST-WAR RAILROADS 


Railroads must prepare now to take their rightful place in 
a post-war economy, said Elmer A. Smith, senior general at- 
torney, Illinois Central, in a recent radio round-table discussion. 
The preparation must be along two lines, said he. First, the 
selection and training of men. The railroads must “determine 
what can be done to attract young men with ability, resource- 
fulness and vision . . . and what can be done to keep, develop 
and advance them.” Second, he said, the plans must include 
what he called the “railroad machine.” 

“Insofar as technological changes and operating methods 
are concerned,” said he, “railway performance in the past gives 
the best promise of resumption for the future. The increase in 
efficiency and economy of the railroads in the last two decades 
has been nothing short of astounding.” 

One of the things that will affect the traffic volume on the 
railroads after the war will be the policy of the government 
with respect to equality of regulation among the various kinds 
of transportation, said he. If equality of regulation prevails, 
and if all types are used to the full, production and consumption 
“will have to be maintained at a very high level in post-war 
years if use is to be found for all the transportation facilities.” 


NEW YORK TRAFFIC LAWS SUSPENDED 


New York’s War Council has issued an order suspending 
state and local traffic laws and ordinances for out-of-state 
cars and trucks with the idea in view of speeding war trans- 
portation. The plan will be recommended to all other states 
for operation on a reciprocal basis. The order promulgated 
by the council under the state emergency war act requires 
state, county, and municipal officials to permit operation within 
New York state of “any” motor vehicle that is properly licensed 
under the laws of its home state. 
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Checking State Cooperation 
The Traffic World Washington Bureau 


Maj. Gen. Ulio, of the War Department, has notified motor 
carriers transporting persons or property for that department 
to make known instances in which they encounter difficulties in 
operating under the standards for vehicle sizes and weights 
agreed to by the governors of the forty-eight states for the 
duration of the war (see Traffic World, June 6, p. 1442). 


In making such reports, the general said, motor carriers 
should be advised that a partial check up had indicated that 
to July 2 there had been something less than the reported full 
acceptance of the proposed standards in Kentucky, Louisiana, 
Mississippi, Missouri, Nebraska, New Jersey, Oklahoma, Texas, 
and West Virginia, and that exact information should be 
obtained from the state highway authorities before movements 
contrary to the regulations in the states named were attempted. 
Motor carriers encountering difficulties, said he, should com- 
municate directly with state highway authorities or governors, 
in the first instance, and then, if necessary, with the Highway 
Transport Division, War Department, Washington, D. C., if the 
matter could not be adjusted locally. 


Efforts made since 1937 by state and federal officials to 
eliminate interstate trade barriers are reviewed by Frank 
Bane, executive director of the Council of State Governments, 
in an article entitled, “Trade Barriers Yielding to Cooperative 
Government,” appearing in Domestic Commerce, weekly pub- 
lication of the Commerce Department’s Bureau of Foreign 
and Domestic Commerce. 


Discussing results of the federal-state conference on war 
restrictions, held in Washington early in May (see Traffic 
World, May 9, p. 1243), Mr. Bane said that on May 16 the 
President appointed a national committee on federal-state 
cooperation in the war effort and that on May 20 this com- 


mittee met with the executive committee of the Governors’ 
Conference. 


It was found, he said, that there was one “immediate and 
acute’ problem, involving motor transport, for which there 
was a ready solution. Several states had been working with 
the U. S. Bureau of Public Roads with respect to minimum 
standards and those standards, he said, were approved by the 
War Department and by the joint federal and state committees 
and were adopted by all the states within 10 days (see Traffic 
World, June 6, p. 1442). Thus, he said, the movement “so 
well started more than four years ago” for elimination of 
trade barriers had been pushed ahead under pressure of war 
and with the “device” of cooperative government. 


New Army Depot Plan 


“The general depot service, services of supply, is rushing 
development of a nation-wide network of storage facilities for 
war materials to adjust production to available shipping and to 
accommodate the rising flood of armaments from our factories 
until they can be dispatched to the world’s fighting fronts,” said 
the War Department July 1, adding: 


In erecting this ‘‘second line of defense’ to prevent overcrowding 
at ports because of the present shortage of ocean-going tonnage to ship 
all of the planes, guns, tanks, foodstuffs and other materials needed 
in the war effort, the general deport service has enlisted the aid of the 
nation’s railroads and local warehousing associations in major cities. It 
also has enlarged its own general and branch depots, and there will be 
completed within ninety days construction of 11 big, temporary war aid 
depots throughout the country. 

It is expected that there will be sufficient storage available by fall, 
as a result of this program, to meet the peak load of armament produc- 
tion, to avoid possible curtailment in production, and to provide an or- 
derly flow of supplies for all shipping facilities. It also will provide 
protective storage for the materials until they can be sent to ports for 
overseas shipments. 


During the past two months arrangements have been completed with 
the railroads for the provision of open storage stations in yards along 
their rights-of-way for some 42,000 carloads with intransit storage rates. 
About three fourths of this has been used. The railroads have quickly 
arranged the necessary facilities, under somewhat difficult conditions, 
and have cooperated unstintingly in this additional war effort. 


Under this plan the railroads handle all loading and other operations 
with their own personnel, and equipment. No army personnel, asidé 
from inspectors sent to check on handling methods and guarding, is re- 
quired. The railroads are reimbursed through a warehouse receipt ar- 


rangement which assures them tariff payment while the goods are in 
storage. 


It was estimated that the cost to the War Department of preparing 
these open storage facilities in the railroad yards is approximately $25 
per carload, about one quarter of the amount that would be required 
to construct them as part of the army’s own storage depots. In addi- 
tion, there was a considerable savings in the amount of time because 
the facilities were made available immediately, and there was no ne- 


cessity to lease property, or for the government to construct spurs and 
provide equipment. 
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Arrangements have been worked out with warehousing associations 
in major cities to provide a substantial part of their storage facilities 
which are available for army shipments on quick notice. Thus, a re- 
serve ‘‘storage bank’’ has been created in many strategic points. These 
groups handle all of the necessary storage and loading operations. The 


warehousemen’s cooperation with the government in the war effort has 
been exceedingly good. 


Some leading executives in warehousing matters have been brought 
into the general depot service to assist in improving operations, devise 
means of maximum usage of available storage space and improve stack- 


ing methods—all vital in assuring greatest efficiency and in planning 
orderly use of available storage facilities. 

In providing the storage network, the general depot service has 
been stressing temporary instead of permanent construction on all of its 
facilities which will not be required for storage of necessary reserve 
armament and equipment after the war. 


ARMY PRAISE OF RAILROADS 


Brigadier General C. P. Gross, chief of transportation 
service, headquarters, services of supply, War Department. 


has written J. J. Pelley, president, Association of American 
Railroads, as follows: 


Tire and gasoline rationing have compelled the nation to rely more 
heavily on rail transportation for land movement. Thus, in addition to 
the increased load to be expected in war, the problems of the railroads 
have been greatly increased . . . ships are unloaded at ports to escape 
the submarine menace, freight being transferred to the railroads. The 
increased necessity of hauling ore on the Great Lakes by vessels that 
ordinarily might in part have transported wheat, the supply of coal to 
New England and other major industrial areas, the transfer of lumber 
and war materials to factory and then to depots and camps, and the 
incessant moving of military personnel have skyrocketed the difficulties 
of the railroads. Years of increased efficiency in operation of the rail- 
roads, coupled with the patriotic desire to render a national service, 
has enabled the railroads to meet this situation most satisfactorily. 

I wish to express to the Association of American railroads through 
you my appreciation of the part they are executing in our national 


effort. The railroads of our country have shown once again that they 
are anxious to cooperate. 


ARMY AND ‘TRANSPORTATION 


Brigadier General Gross, chief of transportation service, 
services of supply, U. S. army, told the Senate appropriations 
committee in testimony on the military establishment appro- 
priation bill that the army was endeavoring to get the national 
organization representing the trucking industry to “broaden 
out their relations and exercise a regulating control” of trucking 
transportation. The committee reported the bill to the Senate 
(see Traffic World, June 27, p. 1667). 

The general had been questioned as to the performance of 
the railroads and, as he had before the House appropriations 
committee, he said he had no complaints and “nothing but real 
praise.” 

Questioned about truck transportation the general said that 
that was operating satisfactorily. 

“It is under some adjustment now,” said he, “to conserve 
rubber. Arrangements are being made by O. D. T. and by the 
War Department to limit the haul by motor truck and make 
the long hauls by rail. We appreciate the need to use all forms 
of transportation; we appreciate the need for more motor trans- 
portation if the load on the rails becomes heavier.” 

In answer to questions the general explained he was talking 
about commercial motor truck transportation—not army truck 
transportation. 

“Is there any prospect of your department finding it neces- 
sary to take over the commercial truck lines?’”’ asked Senator 
Thomas, of Oklahoma. 

“I think not, sir,”’ replied the general. ‘The control of the 
motor truck organization is improving. It is not capable of 
such splendid control as the rails; there are more of them and 
they have not been so long in operation. They have a national 
organization, and one of our fears in their control has been 
that the trucks without control, going into the ports, might 
congest the ports.” 


FURNITURE TRANSPORTATION COMMITTEE 
The division of industry operations of the War Production 
Board kas announced that a committee is being appointed to 
consult with the W. P. B. and the O. D. T. on transportation 
matters relating to the furniture industry. 


G. M. C. SUGGESTION PLAN 


War savings bonds and stamps totalling more than $6,000 
have been distributed among workers at the Pontiac, Mich., 
truck and coach plant of the General Motors Corporation, as 
rewards for suggestions resulting in increased war produc- 
tion, material savings, improved working conditions, and 
greater safety. Suggestions, under the plan, are deposited in 
boxes at various points in the plant. If the suggestion is 
adopted, the employe making it receives war bonds and stamps 
equal to the actual savings made in a two-months’ period. 
Payments so far made range from $7.50 to $750. 
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TRAFFIC WORLD 


Trafiie Lesson No. 30 


Fiftieth of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by 
G. Lloyd Wilson—Freight Overcharge and Undercharge Claims 


Freight bills rendered by carriers of all types for their 

services in connection with the transportation of inbound 
and outbound shipments to and from the principal and branch 
factories, mills, or warehouses of industries are audited by their 
industrial traffic departments. Traffic departments of trade 
associations, chambers of commerce, and other commercial 
organizations sometimes advise their member industries with 
respect to the auditing of their bills for transportation charges. 
In some cases, the freight bills of member industries are audited 
by the traffic departments of commercial organizations. Traffic 
service bureaus or commercial freight bill audit companies 
are sonfétimes employed to reaudit freight bills, usually after 
they have been audited once or several times by industrial 
traffic departments. These auditing organizations examine the 
freight bills of their clients on the basis of fixed retainers or 
fees, or for percentage of the amounts recovered through claims 
for overcharge collected from the carriers. 


Payment of Freight Charges 


The form, method of presentation, time within which pay- 
ment must be made, credit and other arrangements are not 
uniform among carriers of various types. The regulations gov- 
erning the payment of the charges of interstate carriers sub- 
ject to the interstate commerce act are made by administra- 
tive regulations of the Interstate Commerce Commission.’ 
The freight bills and the other arrangements of carriers or 
pertaining to traffic not subject to the interstate commerce act 
are regulated by state statutes or by the terms and conditions 
of the carriers’ bills of lading or shipping contracts. 

In addition to the auditing of the freight bills of carriers 
arrangements must be made to check the postage rates of the 
U. S. Post Office Department’s parcel post service. 


Types of Freight Bills 


Freight bills may cover: 1. line-haul transportation charges; 
2. special services; 3. terminal services; 4. demurrage or stor- 
age; 5. store-door collection or delivery charges; 6. over-all 
services, including all line-haul, terminal and other charges; or 
7. services part or all of which are absorbed in allowances 
made from the line-haul or over-all rates. 


Auditing Technique 


The freight bills received from carriers are audited by 
employes of the rate sections or branches of industrial traffic 
departments. If the companies are on the approved credit 
lists of the carriers they have a limited period of time in 
which to check the bills after the goods arrive; otherwise, the 
bills must be paid upon arrival of the goods and audited after 
payment has been made. If the bills are audited before pay- 
ment, errors in billing are called to the attention of the agents 
of the delivering carriers so that necessary corrections may be 
made before payment. If the bills are found to be correct 
they are certified to the treasurer or other official in charge of 
company funds so that they may be paid. 


Concerns not on approved credit lists of the carriers make 
their freight audits after the bills have been paid and later 
file over-charge claims for amounts paid in excess of the cor- 
rect charges. 

Freight bill auditing is an exacting and tedious task. It 
requires thorough familiarity with rates and tariffs, as well as 
painstaking care. The clerks checking the bills must search 
for errors of many kinds. The carriers’ freight bills are checked 
against copies of the bills of lading governing the shipments, 
invoices, and other documents that show what the shipments 
consist of so that all essential information that determines 
the charges may be checked against the railroad billing. 


Freight Billing Errors 


Freight bill auditors in industrial traffic departments must 
guard against errors due to such errors as: 1. mathematical 
errors in extending the charges; 2. the transposition of figures 
in charge columns; 3. incorrect total charges due to the addi- 
tion of an extra digit; 4. incorrect shipping points when differ- 
ent rates apply from the different points; 5. incorrect shipping 
dates, when rates charge upon dates just prior to shipment; 





“Interstate Commerce Act, Part I, Section 3 (2); Part II, Section 
223, and Part III, Section 318, and orders of I. C. C. particularly Ex 
Parte No. 73, (57 I. C. C. 591), 1920; and order of July 13, 1937, effective 
October 1, 1937. 


6. disagreements between shipping and billing dates, in cases 
where rate changes have occurred between these dates; 7. incor- 
rect car numbers due to the transfer of the goods from one car 
to another which may affect charges by higher carload minima 
applying to larger cars on certain commodities which are gov- 
erned by Rule 34; 8. junction rebilling errors when incorrect 
advance charges are carried forward; 9. incorrect weights at 
which the freight is billed; 10. the application of incorrect 
tariffs; 11. the description of articles resulting in higher rates 
than are lawfully applicable; 12. the transposition of figures in 
the weight or rate columns; 13. the incorrect description of con- 
tainers; 14. the erroneous assessment of penalty ratings for 
improper containers; 15. incorrect delivery arrangements which 
result in extra cartage charges; 16. mistakes in number of 
packages; 17. failure to credit prepayments or partial rite 
ments; 18. incorrect additions of special charges which should 
have been absorbed in rates or failure to absorb charges which 
properly should have been absorbed; 19. failures of carriers to 
protect lowest rated routes; 20. incorrect or improper addition 
of charges of connecting carriers; 21. charges at combinations of 
local rates higher than through rates properly applicable; 22. 
charges based on through rates higher than lawful aggregate of 
intermediate rates; 23. use of actual weights in place of au- 
thorized estimated weights; 24. failures to allow for dunnage 
and bracing provided for in tariffs; 25. unauthorized higher rates 
for shorter than longer hauls over same line or route in same 
direction on same traffic without Fourth Section relief; 26. 
failures to absorb proper amounts out of the line-haul rates for 
switching or spotting as provided for by absorption tariffs; 
27. errors in routing which result in the application of higher 
charges. ‘ 
Correction Forms 


Freight bill correction forms are used by many industrial 
traffic departments. Spaces are provided for notations of the rate, 
weight and charges as they appear in the freight bills rendered 
and as they should have been. The nature of the inaccuracies 
is pointed out and the tariff authority is shown for the rates 
claimed. The use of these forms enables the freight agents 
of the delivering carriers to verify more easily the corrections 
asked for than they can be verified from ink or pencil cor- 
rection on the face of the freight bills. Correction forms also 
have the advantage of providing a carbon copy of the correc- 
tions for the use of the industrial traffic department. Forms of 
this sort are also used in transmitting bills containing over- 
charges to the claim department if claims are to be filed after 
the incorrect bills have been paid. 

A typical freight bill correction form used by the traffic 
departments contains the following data: 1. the name and 
address of the company filing the correction; 2. the date of 
the correction; 3. the freight bill number; 4. the description 
of the commodity as shown in the incorrect bill; 5. the weight 
of the shipment as shown in the incorrect bill; 6. the rate as 
billed; 7. the total charges as billed; 8. the correct commodity 
description; 9. the corrected weight; 10. the correct rate; 
11. the correct charges; 12. tariff authority; 13. the nature of 
the error or errors; 14. remarks; 15. the signature of the per- 
son filing the correction. 


Undercharge Reporting 


Auditing of freight bills sometimes reveals several errors 
of different types and varying amounts and in some cases in- 
dicates that errors have been made that result in lower charges 
than should have been assessed. In such cases the carriers are 
notified when the bills are paid and a record is made so that 
the proper department may anticipate undercharge claims filed 
by the carriers. 


Auditing Freight Bills for Customers 


Some industrial traffic departments audit or pre-audit 
freight bills of their customers. The buyers are notified by the 
traffic department when the goods are shipped, the correct de- 
scription of the goods, the proper classification or commodity 
description, the correct weight, the rate and tariff authority, 
the route, any special or extra charges, and the correct total 
charges. The customers who have this information may compare 
the charges shown in the freight bills governing the shipment 
with these data, to have the bills corrected if incorrect charges 
are billed. If there are discrepancies between the descriptions, 
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weights, rates, routes, or charges shown in the information sup- 
plied by the shipper and the billing of the carriers, the correct 
items may be verified before payment of the bills or reclaimed 
through overcharge claims after the payment of the bill. 

A typicak form of this type shows: 1. the name and ad- 
dress of the shipper; 2. the date of shipment; 3. the file num- 


Figure No. 1 
STANDARD FORM FOR PRESENTATION OF OVERCHARGE 
CLAIMS 


Approved by the Interstate Commerce Commission, Association of 
American Railways, and National Industrial Traffic League 


seen eee ee seen eeeeeeen anes esse eeeeen seen seen enee ee ee eeEEEe Ee eeEEeeeeeeee eens eee sees eeeseee® = =§=§=§=§-«- RARE REE R EERE ERO H ORES OEE REED 


PPPPrreIrrrririiiiriiiiiiiiii ry 


(Date) 
(Address) 
TTI: CRD: DOR Bisa vsisesiecsstconsssavncssces is made against the carrier named 
(Amount of Claim) 
OMI: WOW occsscsncansnscscvecnccepsnsesasssasncensapapsaoabtesseosbashoescescnbbnsersoneseaesed for Over- 


(Name of Claimant) 
charge in connection with the following described shipments: 
REI MO NIN sss aciscsccccensasxensscotssiateosciccesucciscnnssssnansncediosaeensece 


Name and address of consignor (shipper) 


Orrrrrrrrrrrirrririirrrririrrriiirriiiiriiiiiiiiiiiiriiiiiriiiiitiiriiririr iris 





rrerrrrrrrrrrrriririrrririrrrirrricirrriiiiiirerriryy 


(City, town or station) 
PRET TCR co vss cissoconsecsseseonsasnccscsacsboonosseseseases EMMI WA vcsccssscescesesssscessoce 


(City, town or station) 
Bill of Lading issued by 
Date Of Bill OF LiaGin®....cc.cccccccccosccccess 
Paid Freight Bill (Pro) Number... 
ORD enE TORT DIMMU SATA TANT issn ss cscasececaccosseseoscenceccosedinasscdsosesonsivnsascss 
Name and address of consignee (Whom shipped to)... 





If shipment reconsigned en route, state particulars: oo... 








Nature of Overcharge 


(Weight, rate or classification, etc.) 
DETAILED STATEMENT OF CLAIM 
NOTE—If claim covers more than one item taking different 
rates and classification, attach separate statement showing how 
overcharge is determined and insert totals in space below. 
































No. of Amount of 
Pkgs. Articles Weight __Rate | Charges | Overcharge 
Charges 
Paid 
Total 
Should 
Have 
Been 
Total 














Authority for rate or classification claimed 
(Give, so far as practicable, Tariff reference I.C.C. No., 
or item). 


IN ADDITION TO THE INFORMATION GIVEN ABOVE, THE FOLLOWING 
DOCUMENTS ARE SUBMITTED IN SUPPORT OF THIS CLAIM* 
( ) 1. Original paid freight (‘‘expense’’) bill. 
( ) 2. Original invoice, or certified copy, when claim is based 
on weight or valuation, or when shipment has been 
improperly described. 


effective date and page 


( ) 3. Original bill of lading if not previously surrendered to 
carrier, when shipment was prepaid, or when claim is 
based on misrouting or valuation. 

( ) 4. Weight certificate or certified statement when claim is 


based on weight. 
5. Other particulars obtainable 
claimed: + 


in proof of Overcharge 





(Signature of claimant) 


§Claimant should assign to each claim a number, inserting same in the space 
provided at the upper right hand corner of this form. Reference should be 
made thereto in all correspondence pertaining to this claim. 

*Claimant will please place check (X) before such of the documents mentioned as 
have been attached, and explain under ‘‘Remarks’’ the absence of any of the 
documents called for in connection with this claim. When for any reason it 
is impossible for claimant to produce original bill of lading, if required or 
paid freight bill, claimant should indemnify carrier or carriers against duplicate 
claim supported by original documents. 

*Claims for overcharge on shipments of Lumber should also be supported by a 
statement of the number of feet, dimensions, kind of Lumber, and length of 
time on sticks hefore being shipped. 

Claims based on rates quoted in letters from traffic 


officials should be sup- 
ported by the original or copies of such letters. 
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ber for further reference; 4. the correct weight of the ship- 
ment; 5. the point of origin; 6. the point of destination; 7. the 
correct description of the goods and container description; 
8. the correct rate on the shipment as described and packed; 
9. the correct total charges; 10. the tariff authority; 11. the 
effective date of the tariff; 12. remarks; 13. an invitation to 
communicate with the traffic department of the shipper if 
higher charges are billed. 


Tariff Files and Rate Data for Auditing 


Tariff files are needed by the clerks auditing freight bills 
unless the necessary rate information is obtained from the car- 
riers. Rates used regularly may be tabulated and kept in 
loose-leaf or card index files. If this is done, the clerks audit- 
ing the bills may obtain the necessary information without 
checking the tariffs each time the rates are needed to audit 
freight bills. Experienced rate men can be used to check the 
rates from the tariffs and enter them on the cards, while less 
experienced clerks can use the cards for checking the freight 
bills. 

A typical form in which rate information is prepared for 
ready reference in auditing freight bills contains the following 
data: 1. the commodity description; 2. the package or con- 
tainer used; 3. the point of origin; 4. the point of destina- 
tion; 5. the carload rate and carload minimum weight; 6. the 
less-than-carload rate; 7. the tariff authority, including item 
and page, for the carload and less-than-carload rates; 8. the 


Figure No. 2 
TO CLAIMANTS: 


Persons presenting claims to a carrier will expedite settle- 
ment by furnishing the carrier with a complete and detailed 
statement of all pertinent facts tending to establish the validity 
of their claims. It is the desire of carriers to settle promptly 
all valid claims, and the frank and hearty cooperation of the 
claimant is therefore solicited. Delayed settlement of claims is 
frequently due to the failure of the claimant to furnish carrier 
with the necessary information and documents with which to 
make investigation and establish liability promptly. It should be 
borne in mind that carriers under the terms of the Act to 


Regulate Commerce are required to thoroughly investigate each 


claim befcre payment. Claimants should, 
case furnish the carrier, as far as possible, 
tion and documents called for on the other side of this form, 
even though there may be instances when it appears to the 
claimant that,the information called for is more than necessary 
to establish the validity of the claim. 

Claimants are requested to make use of this form for filing 
claims with Auditor Freight Traffic. Claims may be filed with 
the 1ocal agent either at point of origin or destination of ship- 
ment, or direct with the Auditor Freight Traffic. and will be 
considered properly presented only when the information and 
documents called for on the other side of this form have, as 
far as possible, been supplied. A duplicate copy thereof should 
be preserved by the claimant. 


therefore, in every 
with the informa- 


effective date of the rate; 9. the date on which the information 
above has been rechecked or revised. 

The rate information must be kept thoroughly and ac- 
curately revised. 


Reaudits 


After the freight bills have been audited before payment or 
as soon after payment as possible, many industrial traffic de- 
partments reaudit them, when the work can be done without 
interfering with other work. Bills on which overcharges are 
found are separated from those found to be correct and over- 
charge claims are prepared for filing against the carriers. The 
bills found to be correct are filed away. 


Outside Reauditing 


Some industrial traffic departments permit the audited 
and reaudited bills to be audited again by freight bill auditing 
companies or other organizations. It is tmportant that the 
bills be rechecked before the expiration of the time limits within 
which overcharge can lawfully be collected from the carriers. 
Whether or not second or third audits of freight bills are 
necessary or practicable depends on efficiency and thorough- 
ness of the first audit, the nature of the traffic, the complexity 
of the rates, the rapidity of rate changes, and past experience 
with collection of overcharges. 


Overcharge Claims 


Overcharge claims are prescribed whenever shippers or 
consignees are charged and pay rates or charges in excess of 
the amounts the carriers publish in their lawful tariffs, filed 
with regulatory commissions as required by law.” The charging 


“Interstate Commerce Act, Sections 6 and 8, and Interational Har- 
vester Co. vs. N. Y. C. R. Co., et al. (88 I. C. C. 368), 1924; Vinci vs. 
Cc. C. C. and St. L. R. Co., et al. (147 I. C. C. 250, 251), 1928; and, Louis 
Meyer Co., et al. vs. Erie R. Co., et al. 
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of sums in excess of their published tariff schedules is a viola- 
tion of the interstate commerce act. In such cases, carriers 
are liable for damages to the persons injured for the full 
amount of the damages sustained. Shippers can recover the 
amounts paid in excess of the legal charges in a common law 
action for money received. The measure of damage is the 
difference between the published rates and the rates charged, 
because the collection of the excessive amounts constitutes 
a violation of the interstate commerce act.* 

The Commission has held that overcharges are torts for 
which all participating carriers are jointly and severally liable.‘ 


Sources of Overcharges 


Overcharge claims, including all claims made by shippers 
or consignees who have paid freight charges in excess of the 
carriers’ tariff rates and charges, arise from errors of kinds 
mentioned above in the discussion of freight billing errors. 
These errors can be grouped into the following principal 
groups: 1. the use of incorrect tariff; 2. the improper classifica- 
tion of goods; 3. the misdescription of the commodities; 4. errors 
in geographical designations; 5. the use of incorrect weights; 
6. the errors of connecting lines; 7. the use of incorrect or mis- 
routing; 8. mathematical errors in billing; 9. the improper 
assessment of inapplicable charges, or addition of charges that 
should have been absorbed out of the line-haul rates. 

If the overcharges are not discovered by the consignees be- 
fore the freight charges are paid and the necessary adjust- 
ments and corrections are not made before the freight bills are 
paid by the consignees to the delivering agents of the carriers, 
subsequent audits or reaudits may disclose the errors so that 
claims for overcharge may be filed with the carriers to which 
the charges have been paid. 


Time Limits Upon Overcharge Claims and Suits 


The time limitations imposed by the bill of lading con- 
tract, within which claims for loss and damage must be filed, 
do not apply to overcharge claims.’ Prior to 1923, carriers 
paid admitted overcharge claims if the claims were presented 
within the time limits provided by the statutes of limitations 
of the various states in which such overcharge claims were 
filed. In 1923, however, the U. S. Supreme Court, in the case 
of the Kansas City Southern R. Co. vs. Wolf, et al., held that 
actions begun in the courts for the recovery of charges alleged 
to be in excess of the published rates when properly applied 
must be filed with the two year and one day period provided: 
for by the bill of lading contract and the interstate commerce 
act, as it then stood. The court held that the lapse of time 
destroyed any liability by the carrier to the shipper for the 
alleged overcharge. The lapse of time was held not only to 
bar the remedy to the claimant, but to destroy the liability of 
the carrier. Carriers were bound, therefore, to claim the 
benefit of the limitation imposed by the statute—the interstate 
commerce act——and by the bill of lading contract.® 

In February, 1924, the Commission stated in a conference 
ruling on this subject: 

Upon inquiries as to the effect of the decision rendered on February 
19, 1923, by the Supreme Court of the United States in Kansas City Co. 
Ry. vs. Wolf, the Commission construes that decision and paragraph 
3 of Section 16 of the interstate commerce act as prohibiting common 
carriers subject to said two-year period of limitation contained in that 
paragraph, claims for overcharges presented to the carriers by shippers 
or consignees either within or subsequent to said two-year period of 
limitation, unless within said two-year period the claims have been 
presented to the Commission or to a court of competent jurisdiction 
in accordance with the applicable provisions of said act.’ 


tin Amendment to the Act, 1924 


The interstate commerce act was amended June 7, 1924, to 
provide that actions at law might be begun or complaints may 
be filed with the Commission at any time within three years 
from the dates of delivery of the shipments or from the dates 
of tender of delivery. If claims were presented in writing to 
carriers within the three-year period, the period of limitation 
was extended to include six months from the time the claims 
were declined either in whole or in part by the carriers. The 
three-year period for the collection of overcharge claims in 
interstate commerce was applied to actions or causes of action 
arising prior to the date of the amendment.’ 





*Laning-Harris Coal and Grain Co. vs. St. L. and S. F. R. Co. (15 
I. C. C. 37), 1909; Procter and Gamble Co. vs. Director General, Agent, 
et al. (81 I. C. C. 361), 1923; C. B. and Q. R. Co., et al. vs. Feintuch 
(191 Fed. 482), 1911. 

*Poston Brick Co. vs. I. T., Inc., et al. (107 I. C. C. 507), 1926; and 
Kohlman Bros. and Sugarman vs. L. and N. R. Co., et al. (123 I. C. C. 
56), 1927. 

5Uniform bill of lading contract, Section 2(b). 


‘Kansas City Southern Ry. Co. v. Wolf et al. (261 U. S. 133), 1923. 


7 Conference Ruling, February 21, 1924. 
8 Section 16, (3) as amended, June 7, 1924, 
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The U. S. Supreme Court, in the case of Wm. Danzer and 
Co., Inc., vs. the Gulf and Ship Island Co., passed on the con- 
stitutionality of the amended law.’ The Commission construed 
this decision, considered in connection with the case of the K. C. 
S. R. Co. vs. Wolf et al., as prohibiting common carriers subject to 
the act from paying straight overcharge claims that were barred 
by statute at or prior to the amendment of June 7, 1924, to 
section 16 (3) of the interstate commerce act. The Commis- 
sion also took the position that the decisions referred to pro- 
hibited the Commission from permitting payment of any claim 
based by statute at or prior to date of the amendment. 


Wheeler-Lea Amendment, 1940 


In 1940 the interstate commerce act was amended to provide 
that suits for recovery of overcharges against carriers subject 
to the act must be brought within two years from the time the 
cause of action accrued and not thereafter, subject to two 
exceptions: 

First, if a claim for overcharge has been presented in writ- 
ing to the carrier within the two-year statutory period of limi- 
tation, the period is extended to include six months from the 
time notice in writing is given by the carrier to the claimant 
of the disallowance of the claim or any part of it specified in 
the notice. 

Second, if a carrier subject to the act begins action for 
the recovery of charges or collects charges with respect to 
the same transportation service within the statutory period, 
the period of limitation is extended to include ninety days from 
the time action is begun or charges are collected by the 
carrier.” 

The statutory period of limitation for overcharges is again 
two years, as it was at the time of the K. C. S. R. Co. vs. 
Wolf case. It should be repeated that once this period of time 
has expired the cause action is gone forever. 

Overcharge claims in intrastate commerce are still gov- 


erned as to time limit by the statutes of the states in which 
the causes of action arise. 


Overcharge Claim Procedure 


Claims against carriers for overcharge are usually pre- 
pared for presentation on the Standard Form for Presentation 
of Overcharge Claims, approved by the Interstate Commerce 
Commission, the National Industrial Traffic League, and the 
Freight Claim Division of the Association of American Rail- 
roads. _ The information with respect to shipper, consignee, 
and shipment required to be supplied in this form is substan- 
tially similar to that required in the Standard Form for Pres- 
entation of Loss and Damage Claims, and, therefore, need not 
be repeated here. Space is provided for a detailed statement of 
ee! nature of the overcharge and a statement of the amount of 

m. 

A list of supporting documents that must be filed is in- 
cluded. These documents differ somewhat from those required 
to support loss and damage claims. The reverse side of the 
Standard Form contains information for the use of shippers 
to be used in filing overcharge claims. A copy of the Standard 
Form is shown in Fig. No. 1. The instructions on the reverse 
side of the Standard Form are shown in Fig. No. 2. 

Overcharge claims should be supported by the following 
documents: 1. the original paid freight (‘expense’) bill; 
2. the original invoice or a certified copy, when the claim is 
based on weight or valuation, or when shipment has been im- 
properly described; 3. the original bill of lading, if it has not 
previously been surrendered to the carrier, when shipment was 
prepaid, or when the claim is based on misrouting or valuation; 
or if the bill of lading cannot be supplied, a bond of indemnity 
may be executed by the claimant in favor of the carrier against 
which claim is made; 4. a weight certificate or certified state- 
ment, if the claim is based on weight, and, if the claim is 
for overcharge on a shipment of lumber, the claim should be 
supported by a statement of feet, dimensions, kind of lumber, 
and length of time on sticks before being shipped; 5. citation of 
the tariff authority should be made if the claim is based on an 
error in freight or classification; and, if based on rates quoted 
in letters from traffic officials, the originals or copies of such 
letters should be used to support the claim. 


Interest on Overcharges 


The Commission has ruled that interest on an overcharge, 
the amount collected on a shipment in excess of the legally 
published rate, accrues from the date of its collection by the 
carrier, whether arising from an error in rate, weight, classi- 
fication, or tariff. 


The Commission does not regard it as unlawful, however, 


* Wm. Danzer and Co., Inc., vs. G. and S. I. R. Co. (268 U. S. 633) 
1925 


10 Interstate Commerce Act, Section 16, (3). 
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for a claimant to accept, in satisfaction of an overcharge claim, 
the ascertained amount of the overcharge without interest. 
The Commission also expressed the opinion that, when such a 
refund is made by the carrier within thirty days after the im- 
proper collection of the overcharge, it may be regarded, in 
accordance with a well-established usage, as a cash transaction 
upon which interest does not accrue.” 


The Commission, in a number of decisions, held that mis- 
quotations of rates or of the provisions of tariffs by carriers 
that have the effect of application of rates or the application 
of rules, regulations or charges on the shipments are not suf- 


ficient bases for the award of reparation or of overcharge 
claims.” 


Carriers subject to the act are not only morally obligated 
but legally required to pay to those who have paid excessive 
freight charges the amounts due as overcharges. The retention 


of excessive charges is a violation of the act punishable under 
section 10.* 


Undercharge Claims 


Undercharges are obviously the direct opposites of over- 
charges. This type of claim arises out of any errors of the 
carriers or of the shippers that result in lower charges than the 
lawful charges being assessed against shipments of freight. 


The interstate commerce act, as amended by the Wheeler- 
Lea act, 1940, provides specifically that all actions at law by 
carriers subject to the act for the recovery of their charges or 
any portion of the charges must be begun within two years 
from the time the cause of action accrues. Suits may not be 
instituted after this time.“ Prior to 1940, the statutory period 
of limitations was three years, as it was for overcharge claims. 


Carriers are required by law to exhaust their legal remedies 
in collecting their lawful charges. This has been interpreted 
by the Commission as requiring the carriers to collect and the 
parties legally responsible to pay the lawfully established rates 
without deviating from the proper charges in any shipment. 
The Commission, however, holds that it is not its function to 
determine which party, the consignor or consignee, is legally 
liable for the undercharge. This can be determined by a court 
having jurisdiction and on the facts in each case.” 


The Commission has interpreted the law to require the car- 
riers to exhaust their legal remedies to collect undercharges, but 
this does not compel carriers to file suits where parties liable 
for the charges cannot be located or service cannot be made on 
them, or where the carrier has found that legal process would 
be futile or ineffectual. These facts must be developed by the 
carriers in good faith on investigation. 

The full tariff rates must be collected by the carriers. The 
full charges cannot be considered to be paid until they are fully 
paid. The cause of action, therefore, does not accrue until full 
payment has been made.” 





11 Scattergood and Co. v. L. S. and M. S. R. Co. (I. C. C. Docket 
No. 6538, unreported) and Internation Lumber Co. v. C. N. R. Co. (40 
I. C. C.. 283), 1916: 


#2 Sellen v. L. V. R. (55 I. C. C. 117), 1919; United Shoe Machy. 
Co. v. B. and M. R. et al. (55 I. C. C. 206), 1919; and Helena Traffic 
Bureau v. Director General et al. (55 I. C. C. 708), 1919. 


13Phelps and Co. v. T. and P. R. Co. (6 I. C. C. 36), 1893; and 
National Refrigerator and Butcher Supply Co. v. I. C. R. Co. et al. 
(20 I. C. C. 64), 1910. 


14Section 16, Paragraph 3 (a), as amended 1940. 
1 See Y. and M. V. R. Co. v. Zemurray (238 Fed. 789), 1927. 
16 Portland Cattle Loan Co. vy. Director General (55 I. C. C. 597), 


1919; and Cohen-Schwartz R. and S. Co. v. Morgan’s L. and T. Co. 
(59 I. C. C. 202), 1920. 





Digest of New Complaints 





No. 28845, Albers Milling Co., Seattle, Wash., vs. Southern Pacific Co. 
Alleges charge of 2% cents a hundred pounds collected by de- 
fendant for out-of-line haul and milling in transit privilege with 
respect to carloads of grain and grain products shipped to com- 
plainant, with inbound charges paid by it, from points in British 
Columbia, Washington, Idaho, Oregon and California, milled in 
transit at complainant’s mill in Oakland, Calif., and destined to 
Los Angeles, Calif., unjust and unreasonable in violation of sec- 
tion 1. Complaint contends any charge over and above through 
rate from origin points to destinations designated with milling 
in transit at Oakland is unjust and unreasonable. Asks cease and 
desist order, establishment for the future of reasonable rates and 


routes, and reparation. (C. S. Connolly, 453 West Second Street, 
Oconomowoc, Wis.) 
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Questions and Answers 


. In this column will be answered questions of both legal and 

practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the trafic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers ment, 
Traffic Service Corporation, Earle Building, Washington, D. O. 


Tariff Interpretation—Application of Alternative Rate Section 
of Tariff 


iNlinois.—Question: Kindly set forth your answer to the 
following situation: 
I quote in its entirety, Section 2-A, par. (a), Supp. 103, to 


B. T. Jones’ Tariff 491-C, I. C. C. 3243: 


Where lower through rates than published in Section 2 of this 
tariff, as amended, can be constructed between points named on 
pages 50 to 183, inclusive, of tariff, as amended, and points in Rate 
Groups shown on pages 697 to 700, inclusive, of tariff, as amended, by 
use of the class arbitraries shown in this Section 2-A of tariff, as 
amended, from or to any of the gateways named in this Section 2-A 
of tariff, as amended, plus the applicable class or commodity (not 
proportional or reshipping) rates to or from the same gateway as 
provided in this tariff, as amended, or in individual or other agency 
tariffs on file with the Interstate Commerce Commission, such lower 
through rates will apply via all authorized routes in lieu of the through 
rates published in Section 2 of this tariff, as amended, between the 
same points, except as provided in paragraph (c) below. 


When figuring a combination rate in accordance with the 
above, is it mandatory to subject the first factor to the min- 
imum charge sections, i. e., Sections 3 and 4 of Jones’ 491-C? 
The following illustration will clarify my question: 

L. C. L. rate on the captioned commodities from Indianap- 
olis, Ind., to Fairmont, Minn. The combination rate is based 
over Hastings, Minn. The through rate to Hastings, Minn., 
from Indianapolis, is 68 cents cwt. The minimum charge be- 
tween the two points in compliance with Section 4 of Jones’ 
491-C is 82 cents ewt. .Therefore, in connection with the pro- 
vision “plus the applicable class or commodity (not propor- 
tional or reshipping) rates to or from the same gateway as 
provided in this tariff, as amended,” is it necessary to use the 
higher rate? 

Answer: In view of the fact that Section 2 of Agent B. T. 
Jones’ I. C. C. No. 3243, Tariff No. 491-C, applies only between 
points in Indiana which take Cincinnati, Defiance or Piqua, 
Ohio, rates and points in Minnesota, etc., and does not publish 
a through rate from Indianapolis to Fairmont, we do not see 
how Section 2-A could be considered, due to the fact that 
Section 2-A states, as mentioned above, that were lower 
through rates than published in Section 2 can be constructed 
between certain points by use of the class arbitraries shown 
in Section 2-A * * * plus the class or commodity rates * * * 
such lower through rates will apply * * * in lieu of the through 
rates published in Section 2. In other words, Section 2-A ap- 
plies only where through rates are published in Section 2. 

Furthermore, it will be noted on page 107 of the original 
tariff, under heading “Alphabetical List of Stations in Central 
Freight Association Territory and Rate Groups in which Lo- 
cated,” with respect to Indianapolis, Ind., reference is made 
only to Sections 1, 3 and 4, for the rate group in which Indian- 
apolis, Ind., is located. The Section 2 column is left blank. 


Sections 3 and 4 of this tariff provide for minimum charges 
only. 


Identification of Truck Operators Delivering Shipments to 
Industries Engaged in Manufacturing War Materials 


New York.—Question: The corporation, by whom I am 
employed, has a plant covering a city block. The receiving de- 
partment is located in the southeast part of the building, facing 
the street on the south side, whereas the office is located in 
the northeast part of the building facing the street on the 
north side. 


As we are making parts for defense work, a truck driver 
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must call at the office for a permit to enter the building. Ifa 
driver were to be refused admission by receiving department, 
account of not having a permit, would that constitute a refusal 
of delivery? Could the application for a permit be construed 
as an attempt at further delivery and refusal, making the 
actual delivery the third attempt? 

In a recent issue you covered practically the same as above, 
but to forestall any attempt at making a charge for two extra 
deliveries, your opinion would be greatly appreciated. 

Answer: If a permit is issued to truck drivers in general 
and its issuance does not impose conditions which cannot be 
met without prior notice thereof, that is, if the permits are 
issued as a matter of course to all truck drivers actually in 
charge of trucks containing goods consigned to your plant, 
we do not believe that a carrier is justified in assessing a 
charge for extra deliveries. 

We believe that the obtaining of a permit to enter your 
premises is, under the circumstances, a reasonable regula- 
tion which should not be the basis of penalizing your company 
in the form of extra charges for delivering, by reason of the 
fact that truck drivers tendering goods to your company may 
fail to comply with a reasonable regulation requiring the ob- 
taining of a permit. 


Freight Charges—Application of Section 7 of the Bill 
of Lading to Prepaid Shipments 


Oklahoma.—Question: Will you please give us a ruling on 
the following? 

During July, 1940, we billed a carload shipment of gasoline 
to one of our customers and prepaid the freight. We now find 
that an error was made on the freight rate inserted on the 
bill of lading, and the railroad is demanding payment of the 
undercharge. 

The account to which this shipment was billed has now 
gone out of business and the railroad is requesting that we 
pay the undercharge although we signed Section 7 of the bill 
of lading, since we prepaid the freight. 

The signing of Section 7 of the bill of lading makes it ob- 
ligatory for the railroad to collect all legal charges before the 
shipment is relinquished. In view of this fact we do not believe 
we are liable for any additional charges and will appreciate your 
giving us a ruling on this. 

Answer: Section 7 of the Bills of Lading Act relieves a 
consignor of liability for charges either in full or in part, 
where the stipulation on the face of the bill of lading is signed 
by the shipper. In our opinion, however, it does not apply to 
prepaid shipments, for the reason that its context indicates that 
it relates to collect shipments, and not prepaid shipments. 


While the consignee may, by reason of his acceptance of 
the goods, be held liable, independently of the liability of the 
consignor, for an undercharge, it does not seem to us that 
where the consignor has undertaken to pay the freight charges, 
either voluntarily or upon demand by the carrier, Section 7 


has the effect of releasing the consignor from liability for an 
undercharge. 


The pertinent portion of Section 7 of the bill of lading 
reads as follows: 


The consignor shall be liable for the freight and all other lawful 
charges, except that if the consignor stipulates, by signature, in the 
space provided for that purpose on the face of the bill of lading, that 
the carriers shall not make delivery without requiring payment of 
such charges and the carrier, contrary to such stipulation, shall make 


delivery without requiring such payment, the consignor shall not be 
liable for such charges. 


As you will observe from the portion of Section 7 of the 
bill of lading quoted above, the last phrase of the quotation 
reading, “the consignor shall not be liable for such charges,” 
relates to a delivery of a shipment by the carrier contrary to 
the shipper’s stipulation that delivery is not to be made with- 
out requiring payment of the charges. If the freight charges 
have been prepaid in full, the signing of the stipulation would 
be of no force and effect. To hold that the stipulation relates 
to an undercharge where the freight charges have been pre- 
paid, as well as to shipments delivered collect, seems to us to 
be strained construction thereof. 

It seems certain that, so far as a collect shipment is con- 
cerned, the carrier, when the stipulation provided for on the 
face of the bill of lading, is signed by the consignor, must 
look to the consignee for the full amount of its charges, but 
it does not seem to us that the carrier must look to the con- 
signee alone for an undercharge, when the consignor has under- 
taken to prepay the freight charges, but that either the con- 
signee or the consignor may be held liable, at the election of 
the carrier, for the undercharge, the liability of each being 
separate and distinct, that of the consignor being grounded 
upon the fact that he is the party who entered into the contract 





TRAFFIC WORLD 


of shipment with the carrier, and that of the consignee upon 
the fact of his acceptance of the goods from the carrier, thus 
giving rise to an implied promise to pay the freight charges 
thereon. 

So far no decisions have been rendered by the courts con- 
struing the provisions of Section 7 of the bill of lading in so 
far as its applicability to prepaid or collect shipments is con- 
cerned. The Supreme Court of the United States in its deci- 
sion in Louisville & Nashville R. Co. vs. Central Iron & Coal 
Co., 265 U. S. 59, 44 S. Ct. 441, referred to this provision of 


the bill of lading, but did not have before it the question you 
raise. 


Routing and Misrouting—Two Stations of Same 
Name in Same State 


Kentucky.—Question: We tendered to a motor carrier a 
shipment consigned to Hollywood, Ala. There are two Holly- 
woods in Alabama, one in Jackson County and one in Jefferson 
County. We failed to specify on the bill of lading and in mark- 
ing the goods the county in which the destination was located; 
both points are in the Southern Motor Carrier South Group 
Guide properly indexed to show that they are different points. 

When the shipment failed to arrive at destination we insti- 
tuted tracer with the originating carrier and when we failed 
to get any information, the shipment was duplicated three 
weeks after the original shipment was made. 

Almost three months later the original shipment was found 
and returned to us with freight charges in both directions and 
storage for the entire period the shipment was lost. 

The question we should like to have answered is, whether 
or not the originating carrier is responsible for the freight 
charges on this shipment, although we recognize our obligation 
to furnish complete shipping instructions under the circum- 
stances we believe the carrier did not have sufficient informa- 
tion to bill the shipment and should have held it in order to 
obtain complete shipping instructions. 

Answer: While we locate no decision directly in point, it 
is our opinion that the carrier can be held liable for injury re- 
sulting from the acceptance for transportation of a shipment 
consigned to a point of which there are two stations of the 
same name in the same state without obtaining definite advice 


from the shipper as to which station the shipment was to be 
transported. 


Tariff Interpretation—Export Versus Domestic Rate on Ship- 
ment Diverted to Another Port 


Pennsylvania.—Question: With reference to your answer 
to Alabama on page 1432 of the May 30th Traffic World, under 
the above caption: 

This answer is contrary to the well established principle 
that the intention of the parties at the time the shipment is 
tendered to the initial carrier controls. It appears clearly un- 
just and unreasonable to assess domestic rates on the ship- 
ment in question because it was an export shipment and the 
ee circumstances at Charleston, S. C., did not alter that 
act. 


Why do you consider that this principle is not controlling 
in this instance? 

Answer: While the exportation of the shipment via the 
port to which it originally moved was no doubt intended, the 
fact is that it was not exported from that port and therefore, 
a rate which applies on shipments exported from that port 
cannot be applied. 

We do not think that an export rate to a given point is 
applicable to shipments which move to that port, but which 
are reforwarded to other ports for exportation therefrom, even 
though the shipments are actually exported. 


State Versus Interstate Shipments 


Missouri.—Question: We are very much interested in the 
question of “Illinois” appearing on page 724 of the March 14, 
1942, issue of the Traffic World, and your answer thereto deal- 
ing with the character of commerce of material which is re- 
shipped from a point in one state via an intrastate route to a 
destination in the same state, after having moved to the re- 
shipping point from an origin in another state via contract 
motor carrier. 

Can you give us any court decisions or decisions of the 
Interstate Commerce Commission which would indicate whether 
an interstate or intrastate rate would be applied on the intra- 
state movement of the traffic from the reshipping point to the 
final destination either in a carload with other material manu- 
factured at the reshipping point, or by itself in less carload 
movement ? 

Answer: Where there is an original and continuing inten- 
tion that the goods shall move through from point of origin to 
an interstate destination or to a foreign destination, the trans- 
portation is interstate or foreign commerce in character, 
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It is not the method of transportation but the continuity 
of the movement from a point in one state to a point in another 
state which determines whether traffic is interstate. See B. & 
O. S. W. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28, and 
on Bros. Lumber Co. vs. Minnesota, 272 U. S. 469, 47 S. 
Ct. ; 

Ordinarily, unless at the time a shipment moved from 
point of origin, the final destination has been fixed as the second 
destination point, the movement under a new bill of lading 
from the original destination to a point in the same state is not 
an interstate movement. The intention of the parties at the 
time the shipment moves from point of origin governs and not 
the subsequent disposition of the shipment after its arrival at 
the original destination. Sinclair Refining Co. vs. F. W. & R. 
G. Ry. Co, 148 1. Cc. C. 582; C. M. & St. P. Ry. Co. vs. Iowa, 
233 U. S. 334, 34 S. Ct. 592; B. & O. S. W. R. R. Co. vs. Settle, 
260 U. S. 166, 43 S. Ct. 28; A. C. L. Ry. vs. Standard Oil Co., 
275 U. S. 257, 48 S. Ct. 107. 

If there is an existing and continuing intention at the time 
the shipment is delivered to the carrier at point of origin, to 
make a through shipment to the final destination thereof, and 
the shipment does not come to rest prior to the final haul, 
under the Commission’s opinion in Tampa Fuel Co. vs. A. C. L., 
43 I. C. C. 231; International Agricultural Corporation vs. Di- 
rector-General, 74 I. C. C. 826; Du Pont de Nemours & Co. vs. 
Director-General, 74 I. C. C. 191; Germain Co. vs. L. & N., 85 
I. C. C. 449; Schloss & Kahn Grocery Co. vs. L. & N., 95 I. 
C. C. 618; Hamersley Mfg. Co. vs. Erie R. R. Co., 126 I. C. C. 
491, 148 I. C. C. 47 (affirmed in United States vs. Erie, 280 
U. S. 98, 50 S. Ct. 51), the interstate rate is applicable for the 
final haul. 

While we can locate no decisions specifically in point, it 
is our opinion that the above principles apply to goods moving 
by motor carrier, contract or common, to a point from which 
they move by rail, either in a carload with other materials 
~~ renee at the reshipping point or in less than carload 

ots. 
Delay—Liability of Carrier 

Florida.—Please let us have reply to the following: 

Carriers failed to move a car via the quickest junction 
point on a shipment of escarole via which the through rate 
applied. The through rate applied via two junction points: one 
junction which took a day longer to destination than another 
junction which was scheduled to arrive a day earlier. The 
carrier moved the car via the junction which took a day longer 
to destination. 

It is our understanding that carriers are required to move 
shipments when no junction is specified in the route via the 
quickest junction point via which the through rate is applicable. 

Are we correct in our understanding regarding this? 

Answer: The Interstate Commerce Commission has no 
jurisdiction of claims for delay, unless the result of misrouting. 
Lambertson Co. vs. Central R. R. Co. of N. J., 100 I. C. C. 259; 
Kingman Co. vs. Atlantic C. L. R. R. Co., 118 I. C. C. 31. 

In our opinion, there was no misrouting in the instant 

case, as the through rate applied via both junctions. 
In the absence of a special contract a carrier is not an 
insurer against delay in the transportation of goods, and the 
principle on which the carrier’s extraordinary liability is 
founded does not extend to the time occupied in transporting 
the goods. As to the time of delivery, the carrier’s liability 
stands on the same ground as that of ordinary bailee for hire, 
being dependent on negligence. The rule is, therefore, one of 
general application that, in the absence of special contract 
binding the carrier to deliver within a specified time, mere 
delay in transportation does not create any liability to respond 
in damages. As to the diligence and care required in complet- 
ing the express or implied contract for transportation only, 
the rule is that the carrier is bound to use reasonable diligence 
and care, and that only negligence will render it liable, unless 
a stipulated time is fixed in the contract. 

Nevertheless, if damage results from failure without good 
excuse, to deliver the goods at their destination within a rea- 
sonable time, the carrier is liable for such damage. When a 
common carrier undertakes to convey goods, the law implies 
a contract that they shall be delivered at destination within a 
reasonable time, in the absence of any special agreement as to 
the time of delivery. 

Even if misrouting is proved, no recovery can be had in 
the absence of proof of damages. Balish Bros. vs. Atchison, 
T. & S. F. Ry. Co., 139 I. C. C. 481. 


Damages—Measure of—Replacement Value 
California.—Question: Kindly refer to page 169 of the 
July 19, 1941, Traffic World: 
Your answer to Missouri—Caption, ‘“Damages—Measure 


of—Claims Presented to Shipper or Mail Order Agent for Ac- 
count Consignee.” 
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Will you advise if, in your opinion, your answer would 
apply to a similar case where retailer was able to replace cus- 
tomer’s damaged article at increased wholesale replacement 
cost due to market price change. 

In this case, claim was filed for the retail value plus freight 
charges, which claim was returned by common carrier of mo- 
tor vehicle with request to amend to the actual increased re- 
placement cost of the article minus freight charges which had 
not been paid on the damaged article in the first place, as 
carrier only rendered one freight bill covering the final de- 
livery. 

The logic presented by the carrier is that the customer 
received his purchase; that the retailer made his profit; that 
only one freight bill was presented and paid; and that shipper 
was able to replace the damaged article at cost through his 
wholesaler. The carrier also expressed willingness to take the 
damaged article and pay the shipper the increased replacement 
cost of the damaged commodity. 

May we have your opinion if the retail price or replace- 
ment cost should be the basis for filing claim? 

Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
S. Ct. 504, the Supreme Court of the United States held that 
the provisions formerly carried in the carrier’s bill of lading 
which provided that the amount of any loss or damage for 
which any carrier is liable should be computed on the basis of 
the value of the property at the time and place of shipment, 
including freight charges if paid, to be a limitation upon the 
carrier’s liability, and therefore contrary to the Cummins’ 
amendment, and in effect stated that the measure of damages 
was the actual loss caused by the breach of contract of carriage 
which loss is what the shipper would have had if the contract 
had been performed. Where goods are lost or destroyed the 
carrier is liable, as a rule, for their value at place of destina- 
tion at the time they should have been delivered, with interest 
thereon from that time, less unpaid cost of transportation. 

In the Crail case, 281 U. S. 57, 50 S. Ct. 180, the court 
said there is no greater inconvenience in the application of 
one standard of value than the other; that no advantage was 
perceived to be gained from an adherence to a rigid uniformity 
which would justify sacrificing the reason of the rule to the 
letter; that the test of a market value is at the best but a 
convenient means of getting at the loss suffered and may be 
discarded and more accurate means resorted to if, for special 
reasons it is not exact or otherwise not applicable. The court 
cited Wilmoth vs. Hamilton, 127 Fed. 48, 51; Theiss vs. Weiss, 
166 Pa. St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. West Penn 
Sheet Steel Co., 201 Pa. St. 150, and Williston on Contracts, 
Sections 1384, 1385. 

While the destination value is ordinarily the measure of 
damages for loss of, injury or delay to goods, each case must 
be determined by taking into consideration the circumstances 
surrounding the purchase, sale and transportation of the goods 
such as, for instance, whether it was necessary to replace the 
goods. 


Where goods may be replaced at the wholesale price, under 
the decision in the Crail case, the wholesale and not the retail 
price is the measure of recovery. 


Connecting Carriers—Liability of Delivering Carrier for Loss 
of Goods by Initial Carrier 


Alabama.—Question: We shall appreciate your opinion on 
the following claim: 

We received a shipment.from a connecting line consisting 
of 9 tires—billing called for 10 tires and exception was given 
for ‘1 tire short.” 

We made delivery to consignee of 9 tires, the correct num- 
ber received, and waited for the balance of. one to show up. 
This never was received and consignee was advised to file 
claim. 

Before claim was received, originating carrier who was 
responsible for the shortage was declared insolvent, and placed 
in the hands of a receiver in bankruptcy. 

Our question is this: Is the delivering carrier responsible 
for this shortage? If not, is the claimant supposed to file this 
claim with the receiver? 

Answer: Section 20(11) of Part I of the Interstate Com- 
merce act provides: 


Any common carrier, railroad, or transportation company subject 
to the provisions of this part receiving property for transportation 
from a point in one state * * * to a point in another state * * * shall 
issue a receipt or bill of lading therefor, and shall be liable to the 
lawful holder thereof for any loss, damage, or injury to such property 
caused by it or by any common carrier * * * to which such property 
may be delivered or over whose line or lines such property may pass 
within the United States * * * when transported on a through bill of 
lading, and no contract, receipt, rule, regulation, or other limitation 
of any character whatsoever shall exempt such common carrier * * * 
from the liability hereby imposed; and any such common carrier 
* * * so receiving property for transportation from a point in one 
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state * * * to a point in another state * * * or any common carrier 
*“ * * delivering said property so received and transported shall be 
liable to the lawful holder cf said receipt or bill of lading or to any 
perty entitled to recover thereon, whether such receipt or bill of lad- 
ing has been issued or not, for the full actual loss, damage, or injury 
to such property caused by it or by any such common carrier * * * 
to which such property may be delivered or over whose line or lines 
such property may pass within the United States * * * when trans- 
ported on a through bill of lading, notwithstanding any limitation of 
l‘ability or limitation of the amount of recovery or representation or 
agreement as to value in any such receipt or bill of lading, or in 
any contract, rule, regulation, or in any tariff filed with the Interstate 
Commerce Commission; and any such limitation, without respect to 
the manner or form in which it is sought to be made is hereby de- 
clared to be unlawful and void. 


The provisions of section 20(11) of Part I shall apply with like 


force and effect to receipts or bills of lading of common carriers by 
motor vehicle. 


Therefore, the delivering carrier is, in the instant case, 
liable for the amount of the claim. 


Liability of Carrier for Delivery of Goods to Order-Notify 
Party Where Such Party Forges the Name of Shipper to 
Bill of Lading Sent by Mistake to Order-Notify Party 


Utah.— Question: An original bill order-notify of lading, 
unindorsed, was inadvertently mailed to the consignee who, 
apparently forged our name to the same and obtained delivery 
of the goods upon payment of the freight charges. 

When we discovered the bill of lading had been mailed, 
which was some time after the shipment had arrived at desti- 
nation, invoice was presented to the consignee, who declined 
to pay the same. Claim was then filed against the carriers for 
the value of the goods. The carriers declined payment, stating 
the goods had been delivered in proper manner against in- 
dorsed bill of lading, and they submitted to us the indorsed 
bill of lading, so we could examine the signature that appeared 
thereon, comparing the same with correspondence from the con- 
signee. The signature on the bill of lading compared favorably 
with the signature on the letters, clearly showing that our 
name had been forged. 

We feel the carriers are responsible for honoring a forged 
bill of lading, and would appreciate your advising whether, in 
your opinion, carriers are liable in this case, and, in the event 
you believe they are, please be kind enough to make reference 
to any court decisions, if there are any covering similar cases. 

Answer: We do not locate a decision of the court passing 
upon the question of whether or not a carrier is liable for the 
delivery of an order-notify shipment on a forged indorsement 
where the unindorsed bill of lading has been forwarded in error 
by the shipper to the notify party. However, section 9 of the 
bills of lading act provides that ‘‘a carrier is justified * * * in 
delivering goods to one who is * * * 


““(c) A person in possession of an order bill of lading for the 
goods, by the terms of which goods are deliverable to his order, or 
which has been endorsed to him, on in blank by the consignee, or 
by the mediate or intermediate endorsee of the consignee.’’ 


Section 10 thereof provides that the carrier is liable for 
misdelivery if “prior to such delivery he * * * 


““(a) Had been requested, by or on behalf of a person having the 
right of property or possession of the goods, not to make delivery, or 

“(b) Had information at the time of the delivery that it was to 
a person not lawfuily entitled to the possession of the goods.’’ 


Under the above provisions of the bills of lading act and 
owing to the fact that the shipper, by his action in forwarding 
an unindorsed bill of lading to the notify party has clothed 
that party with the apparent right to demand the goods, it 
would seem to us that the carrier should not be liable to the 
shipper for the value of the goods. 





SHIP CONSTRUCTION 


In the first six months of this year American shipyards 
delivered 228 ships of approximately 2,544,000 deadweight tons 
“and I am confident that the remaining ships required to carry 
out President Roosevelt’s directive of 8,000,000 deadweight 
tons for the entire year will be built if there is a steady flow 
of steel and other materials in the required amounts,” said 
Rear Admiral Howard L. Vickery, vice-chairman of the Mari- 
time Commission, at a press conference July 1. He announced 
that “in another record-breaking month of construction by 
American shipyards” 66 new cargo ships and tankers were put 
into service in June, the month’s total representing a 450 per 
cent increase in production since Pearl Harbor. 

Included in the ships delivered in June were 51 liberty 
ships, 7 cargo carriers for British account, 5 large tankers, 
2 C-2 vessels and one C-3, said Admiral Vickery. Once again, 
said he, Pacific coast shipyards set the pace for other sections 
of the country with four yards turning out 32 ships. East coast 
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yards, showing steady improvement over last month, completed 
27, while Gulf yards had seven deliveries, he added. 

A review of the progress made in the last six months, 
Admiral Vickery said, showed there had been a steady increase 
with each month. Beginning in January when 16 ships of 
197,628 deadweight tons were delivered, the monthly produc- 
tion had been: February, 26 ships, 289,549 tons; March, 26 
ships, 291,473 tons; April, 36 ships, 401,632 tons, and May, 58 
ships, 632,304 tons; and June, 66 ships, 731,900 tons. 


“The shipbuilding program had been so accelerated that 
before the end of April, more ships had been completed than 
during the entire year of 1941 when 103 ships of 1,088,497 dead- 
weight tons were delivered,” said Admiral Vickery. ‘“Compar- 
ing the monthly record during 1941 with this year’s score, in 
the month prior to Pearl Harbor there were produced only 12 
ships as compared to the 66 in June, 1942, an increase in pro- 
duction of 450 per cent.” 


Representative Smith, of Washington, in an extension of 
his remarks in the Congressional Record, observed that the 
Maritime Commission had approved the construction of 
wooden barges and that the Bureau of Ships of the navy now 
had recommended the construction of wooden patrol boats and 
auxiliary craft. 

“I believe it is only a question of time—I hope a short 
time—when cargo ships and freighters will also be constructed 
of wood as well as steel,” he said. 


With delivery of its forty-third vessel on June 25 the 
Oregon Shipbuilding Corporation, of Portland, Ore., completed 
its original contracts for Liberty ships about eight months ahead 
of schedule, according to a Maritime Commission statement. 
The commission said nine companies had been awarded con- 
tracts by it in February, 1941, to set up emergency shipyards 
and to build Liberty ships, and that the Portland yard was the 
first to complete its contract. It noted that the Portland yard, 
headed by Edgar F. Kaiser, had established a new world’s rec- 
ay for shipbuilding speed by completing a Liberty ship in 
46 days. 


ST. LAWRENCE WATERWAY 


Records of the annual meeting of the National Rivers and 
Harbors Congress at Chicago (see Traffic World, June 6, p. 
1459) would show that on a rising vote 60 per cent of the 
delegates who voted favored overriding the action of the con- 
vention chairman in excluding from the report of the resolu- 
tions committee an amendment expressing disapproval by the 
congress of the St. Lawrence seaway and power project, said 
Representative Beiter, of New York, in an extension of re- 
marks in the Congressional Record. Mr. Beiter noted that the 
convention chairman ruled the amendment out of order on the 
ground that it had not previously been acted on by the projects 
committee, and that the chairman held he had been sustained 
because the appeal from his ruling lacked a two-thirds ma- 
jority vote. 

“Many delegates who were opposed to the St. Lawrence 
project voted to uphold the chairman ‘in the interest of har- 
mony,’” said Mr. Beiter, ‘and many others refrained from 
voting on the appeal from the ruling. Thus, by a highly tech- 
nical parliamentary device, was the thirty-sixth annual con- 
vention of the National Rivers and Harbors Congress pre- 
vented from officially recording its overwhelming disapproval 
of the St. Lawrence waterway and power project.” 


MONEY FOR W. S. A. 


The House has passed and sent to the Senate H. R. 7319, 
the first supplemental national defense appropriation bill, carry- 
ing $1,100,000,000 for the War Shipping Administration for the 
fiscal year ending June 30, 1943. 


The House appropriations committee said the appropria- 
tion allowed provided for vessel acquisition costs, requisition 
hire and expenses, reconditioning and outfitting, operation, main- 
tenance, repair, insurance and incidental expenses. In the fiscal 
year 1943, it said, between 2,200 and 2,600 ships would be oper- 
ated under service and agency agreements. The gross amount 
for ship operations for the fiscal year 1943 was estimated at 
$1,685,902,394, said the committee, adding that this would be 
offset by operating revenues estimated at $410,200,000 and 
$382,710,718 to be defrayed from lend-lease funds for lend- 
lease cargo, leaving a net amount to be financed from this 
appropriation of $892,991,676. 

“This agency,” said the committee, “has the management 
of practically the entire American merchant marine and the 
integration of our capacity anc needs with the capacity and 
needs of the United Nations. The great need for cargo tonnage 
and the most effective use of the available tonnage constitute 
one of the important, if not the most important, phases of our 
war effort at this time.” 
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(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





(District Court, S. D. New York.) In a collision case, a ves- 
sel asserting the defense of inevitable accident and act of God 
must show herself free from fault in the ordinary sense, and 
must introduce affirmative proof that collision could not have 
been prevented by the exercise of human skill and precaution 
and a proper display of nautical skill. 


In proceedings for limitation of liability growing out of 
hurricane during which two lighters broke adrift in slip and 
collided with a third lighter loaded with cargo, evidence showed 
that hurricane was unexpected and of unprecedented violence, 
that breaking adrift of lighters and collision resulted from in- 
evitable accident or act of God, and that there was no negli- 
gence contributing to collision in respect of handling lines and 
failure to send assistance. 

Delivery of documents to receiving clerk at docks was not 
“notice of arrival” which bill of lading required to be delivered 
to consignee for lighter owner to have benefit of provision 
reducing its responsibility to that of a warehouseman, and 
hence owner was required to be held to its liability for dam- 
age to cargo as a carrier unless it could show that damage was 
caused by an act of God, and burden of making that showing 
was on owner. 
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In proceeding for limitation of liability growing out of hur- 
ricane during which two lighters broke adrift in slip and col- 
lided with third lighter loaded with cargo, evidence showed 
that hurricane was unexpected and of unprecedented violence, 
that damage to cargo was due to an act of God, and that owner 
of loaded lighter was not negligent in respect of position of 
lighter in slip and failure to send assistance. (Petition of Penn- 
sylvania R. Co., 44 Fed. Supp. 617.) 


W. S. A. RATE ORDERS 

The War Shipping Administration has issued rate orders 
Nos. 47, 48 and 49, prescribing maxima rates in which the 
W. S. A. will concur as a condition to granting, or to the con- 
tinued recognition, of warrants authorized by the ship warrants 
priorities act. No. 47 covers rates on zinc ore, lead ore, colum- 
bite, cocoa beans and coffee from west coast of Africa ports to 
U. S. Atlantic ports. No. 48 provides a rate of $17.50 a long 
ton, plus a 13 per cent surcharge, on chrome ore from New 
Caledonia to U. S. Pacific coast ports. No. 49 provides a 
rate of $12.50 a long ton, plus a 25 per cent surcharge, on 
nitrate of soda, from Chile to the Hawaiian Islands. 

Rate orders Nos. 50 and 51 have also been issued by the 
W.S. A., prescribing maximum surcharges in which the W. S. A. 
will concur as a condition to the granting, or to the continued 
recognition, of warrants authorized by the ship warrants act. 
No. 50 provides a surcharge of 25 per cent, applicable on 
tanker rates on petroleum products (gasoline, kerosene, heating 
oil, etc.), in the trade from U. S. Gulf ports, from Aruba, Nether- 
lands West Indies, from Curacao, Netherlands West Indies, and 
from Caripito, Venezuela, to ports in Puerto Rico and Virgin 
Islands. No. 51 provides a surcharge of 25 per cent, applicable 
on tanker rates on molasses in the trade from Puerto Rican to 
U. S. Atlantic ports north of Cape Hatteras, to Port Ever- 
glades, Fla., and to U. S. Gulf ports. 





A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. 


Mere names are not sufficient.) 





Regulation of Air Transport 


I have read with interest Professor John H. Frederick’s 
letter in the May 23 Traffic World, and also another of his 
articles in another publication. 

He would like to see air transportation regulated by some 
agency other than the Interstate Commerce Commission be- 
cause of the fact that the Commission is made up of “ground- 
bound minds.” This, of course, is igncring the fact that trans- 
portation is transportation, regardless of the medium through 
which it takes place—on the ground, the seas, or the air. In 
either case, rates and services bear a relationship to each other. 

On the one hand, he would have air transportation regu- 
lated, but on the other hand “there might even be bargain 
rates for special periods during a day or for days in the week 
when ordinary traffic did not offer itself in sufficient volume.” 
This recalls the motor carrier industry before its regulated 
days where fixed rates might be quoted between two points but 
on the way back the carrier would accept freight at any rate 
In order to get a return haul. “Air cargo rates should, above 
all, be kept flexible so that they may be made to suit needs of 
particular types of shipment and the contingencies that may 
arise in developing traffic.” 

Without doubt, once the war is over, there will be unloosed 
an avalanche of carrier type planes which will have no further 
use as war planes. It will make air cargo transportation a field 
which will have no boundaries as to distance and will bring the 
world so much closer together—but it should not mean that 
this new baby, because it is the youngest, should work hard- 
ships on other modes of transportation but to be used in con- 
nection with these. 

There are several drawbacks, however, to an overnight 
development of air cargo transportation. Some of these are: 
(1) Availability of airports in relationship to population in 
industrial centers. (2) Length of runways. (3) Availability of 
alr space over airports. 


It has been suggested that these planes will take from ten 
to twenty tons per load. Such planes will need a long, well- 
built Tunway despite increases in horsepower of engines. Com- 
mercial airports servicing the existing commercial passenger 


traffic were beginning to be overtaxed at the time we entered 
the war; therefore, after the war, with the impetus to pas- 
senger travel by air, present airports will not be able to handle 
this traffic and will not be able to handle any additional busi- 
ness in the form of air cargo transportation. This means that 
airports will need be developed further away from industrial 
areas with also the development of secondary airports for 
emergency landings. Going back to the use of airports by 
passenger planes, by air cargo planes, there is just so much air 
space available over a particular airport at one particular time. 
A control tower can handle so many units and no more. This 
is another factor which would tend to retard the development 
of air cargo transportation until there are enough airports 
available to handle this additional business. 

In my opinion, air cargo rates should be based on a rela- 
tionship to first class rail rates. Should air cargo transportation 
be allowed to expand without control, the general transporta- 
tion figure will surely be a chaotic one. It seems to me that 
we are past that stage. Therefore, I’m in agreement with the 
editor of Traffic World in that all agencies of transportation 
should be regulated by one agency subdivided so that each form 
of transportation is represented in that agency by trained, 
competent men, each knowing the conditions existing in his 
field. 

Milton Goldstein, 
Traffic Manager, Serutan, Company. 

Jersey City, N. J., June 30, 1942. 


Trucks and the War Effort 


Editor Traffic World: 

The opinion that our ultimate victory will be accomplished 
in spite of Washington is shared by the writer, at least, so 
far as the antics of the War Department pertaining to trans- 
portation are concerned. 

Its decision to use trucks only in case of emergency is a 
recent and shining example of general incompetence. Many 
of us are laboring under the impression that a general emer- 
gency exists because of our participation in the war. If this is 
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true, it necessarily follows that every movement of freight 
that affects the striking power of our armed forces and con- 
tributes to our national defense is an emergency, resulting in 
the obvious conclusion that the motor carriers will be required 
to handle each and every ‘defense’ shipment, under the terms 
of the order. However, the motor carriers are not deluded by 
this sophism, realizing that the practical effect of the order 
is a serving of notice on the motor carriers that our frequently 
superior service is to be ignored. ; 

That the rails are doing a tremendous job magnificently 
is a matter of common knowledge. Every American owes them 
a debt of gratitude that can never be repaid. It is our earnest 
hope that they will continue to serve us so admirably. 

We in the motor carrier industry are Americans, too. The 
shipping public knows, as we know, that we deliver the goods. 
This is a people’s war. We want to do our share. Our conten- 
tion that there are many jobs which we can do better than 
any other form of transportation does not detract one iota from 
the praise to which other carriers are justly entitled. We 
submit that, in those cases where we render a more complete 
and expeditious service, it is definitely in the public interest 
for our services to be utilized to this end. 

Apparently, our military leaders believe that it would be 
fatal to the national morale for the man on the street to learn 
that they are fallible. 

The average citizen knows full well that every man who 
takes his regular turn at bat is bound to strike out now and 
again. Many of us feel that a refusal to admit error or imper- 
fection is a confession of conscious insecurity. We believe in 
“the army and navy forever” just as sincerely now as we did 
when we sang the lay in the second grade. But, when we 
were in the second grade, we believed in Santa Claus and, just 
as our belief in that ubiquitous and generous spirit has been 
modified somewhat in accordance with Frank Church’s ex- 
planation to Virginia, so has our childhood impression of the 
leaders of our armed forces been tempered. 

While the “brass hats” will stand to lose their God complex 
by pulling their heads out of the sand, that loss will be more 
than compensated by the increased confidence and whole- 
hearted enthusiasm and cooperation they will gain from all 
of us. 

Every transportation clerk who has spent hours paging 
through waybill copies to identify government bill of lading 
numbers that the army has traced; every transportation 
salesman that has been confounded by the ineptitude of the 
alleged transportation officers stationed at the military estab- 
lishments; every industrial traffic manager who has been 
stymied by impracticable, even impossible, routing instruc- 
tions, furnished by the government, knows that our vast trans- 
portation system is being sabotaged in the line of duty by 
those unfamiliar with its workings, to a greater extent than 
the best laid schemes of Schickelgruber and Himmler have 
been able to accomplish. 

We dismissed this condition as pathetic in peace time, but, 
under the present emergency, it’s tragic. Can’t we do some- 
thing to impress upon our Commander-in-Chief that traffic 
men are best qualified to do traffic work? 

J. M. Davison, Traffic Manager, 


Dixie-Ohio Express Co. 
Akron, O., June 29, 1942. 


Liquors on Trains, Ete. 


I have read with great interest your editorial, “Liquor on 
Trains—and Elsewhere” in the June 13 Traffic World. 

It is not to be denied that there are portions of this edi- 
torial with which the distilled spirits industry is in complete 
agreement, as the industry has never held any brief for 
inebriety or intoxication “on trains—and elsewhere”; but we 
feel that certain factors have not been presented or evaluated 
in several paragraphs of your editorial which, by inference, 
implies that the alcoholic beverage industry is on a “business 
as usual” basis, and that, even though some commodities which 
you enumerate are rationed, we can, as you state “* * * drink 
all we please, even though what we drink has a large content 
of what the government needs in its war program—alcohol.” 

In the event that it has escaped your attention, permit 
me to refer you to a chart which appeared in the June 2, 1942, 
edition of ‘‘Victory,” the official weekly bulletin of the agencies 
in the Office for Emergency Management, and to present to 
some extent the part the distilling industry is playing in the 
nation’s war effort. 

The War Production Board’s estimate of 1943 require- 
ments of alcohol for military and essential civilian demand 
has been widely promulgated in newspapers and other publica- 
tions, but it might be well to reiterate such requirements. The 
military and essential civilian alcohol demand is estimated at 
476 million gallons, including 200 million gallons for butadiene, 
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which, when mixed with other ingredients, will produce 200,000 
tons of rubber. How is this demand to be met? 

The annual alcohol production capacity of the nation is 
estimated at 540 million gallons, of which the alcoholic bev- 
erage industry will produce 240 million gallons, or 44 per cent 
of the total, with the remainder to be supplied by presently 
operating industrial alcohol plants and relatively small imports 
from Cuba and Mexico. 

An article accompanying the chart states: 


The beverage alcohol industry falls into two distinct classifications: 
those with facilities to make 190 proof alcohol and those with facili- 
ties to make only 120-140 proof. The first class already is engaged 
full time in the production of alcohol for war uses. Many of the 
second type now are shipping their low proof alcohol to industrial 
plants for rectifying into 190 proof. This will continue on a rising 
scale throughout the year. 


Beverage alcohol plants use grain exclusively, and prac- 
tically all this production will be made from grain. Grain 
handling equipment is being installed in all eastern seaboard 
plants so that they can use either grain or blackstrap mo- 
lasses—if the latter is available. With our former grain ex- 
port markets practically closed to us at the present time, 
storage facilities in the United States are at a premium, and, 
with the largest grain crop since 1933 on the way, it is ex- 
pected unusually large quantities of wheat must be stored on 
the farms this year. To comply with the nation’s demand for 
alcohol for military uses, the distilled spirits industry is ex- 
pected to consume approximately 136 million bushels of surplus 
grain—corn, rye and wheat, with a large increase in the use 
of wheat. 

Had the occasion risen to build new plants to supply the 
alcohol demand, it is estimated that it would require, among 
other materials, 550 tons of steel plates, 790 tons of structural 
steel, 70 tons of copper and 4 tons of bronze to construct a 
plant capable of producing only 2.5 million gallons of alcohol 
a year. 

This is not written as a criticism of your editorial policy, 
but merely to dispel any possible impression that the beverage 
alcohol industry is on a peacetime production schedule. The 
industry has pledged itself and is being converted to maximum 
cooperation with the nation in its all out total war effort. 

Howard T. Jones, 
General Counsel, 


Distilled Spirits Institute. 
Washington, D. C., June 25, 1942. 


ARMY SAVING CARGO SPACE 

With a view to saving space on ships, the services of supply 
of the War Department, through the Office of the Chief of 
Ordnance, has issued a packaging manual to guide those prepar- 
ing shipments for overseas. The new ideas are expected to 
make an over-all saving of about 10 per cent, a saving of about 
20 per cent in critical materials and savings as high as 60 per 
cent on individual items. The improvements are expected to 
cut down costs as well as weight. 

A committee composed of representatives of the army, 
navy, War Production Board and Maritime Commission, called 
the committee for packing, preserving, and handling aircraft 
material for overseas shipment, has been conducting experi- 
ments in packing planes at Wright Field and at the naval 
aircraft factory at Philadelphia. On account of those experi- 
ments, it is said, displacement savings of from 20 to 35 per 
cent have been achieved. Reports as to the experiments say 


that airplane packing savings are expected to range from 15 to 
50 per cent. 


CALIFORNIA SHIPBUILDING ACCOMPLISHMENT 

By delivering into service 15 new Liberty ships in the 
month of June, the California Shipbuilding Corporation, Wil- 
mington, Calif., achieved a new world’s record for the produc- 
tion of completed merchant ships by a shipyard in a single 
month, the Maritime Commission has announced. The ship- 
yard’s accomplishment was recognized by the commission with 
the award of the commission’s flag of merit and labor merit 
award insignia to the 40,000 employes at the yard. In addi- 
tion to delivering 15 ships, the commission said, the yard 
launched 11 in the month of June. 

Admiral Land, chairman of the commission, and Rear Ad- 
miral Vickery, vice chairman, congratulated the workers and 
the management June 30 for their outstanding work. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THg TraFric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—EHditor THe Trarric Wor.p. 





New officers of the Women’s Traffic and Transportation 
Club of Baltimore are: President, Mrs. Evelyn Crowley Acord, 
Whitaker Paper Company; first vice-president, Irma C. Bock, 
S. J. Van Lill Company; second vice-president, Agnes M. May, 
A. C. Smith and Sons; recording secretary, Mollie G. Moore, 
Western Union Telegraph Company; corresponding secretary, 
Laura B. Bowen, American Agricultural Chemical Company; 
treasurer, Leila W. Davison, Maryland and Pennsylvania Rail- 
road; directors for two years, Edna Little, employed by George 
R. Ruhl, Jr., and Mary Thomas Rogers, Baltimore and Ohio. 





Newly elected officers of the Women’s Traffic Club of Phil- 
adelphia are: President, Mrs. Dorothy Brown D’Auray, Frank 
H. Fleer Corporation; first vice-president, Frances A. Hassen, 
Universal Carloading Company; second vice-president, Margaret 
M. Connor, Lehigh Valley; corresponding secretary, Florence 
Dean, Esterbrook Steel Pen Manufacturing Company; recording 
secretary, Kathryne Anderson, Wilson Line; treasurer, Anna 
Mae Meier, Pennsylvania Warehouse and Safe Deposit Com- 
pany; directors, Gertrude B. Mansfield, Jacob H. Brodsky and 
Son, and Edith Ecker, George A. Rowley Company. Alice 
Owens, Service Transportation Company, is chairman of the 
board of directors. Betty Hoffman has been appointed chair- 
man of a canteen committee that will assist the Salvation Army 
in serving refreshments to men in the armed services. 





E. C. Robinson, new president of 
the Traffic Club of Cleveland, was born 
near Marietta, Ohio. He began work 
at the age of 16 and has spent 35 years 
in transportation. Ten years of that 
time he worked in the operating de- 
partment of the Baltimore and. Ohio 
Railroad as a telegraph operator, train 
dispatcher, and assistant trainmaster. 
For the last 25 years he has been with 
the Standard Oil Company of Ohio, in 
the traffic department. He was ap- 
pointed traffic manager for that com- 
pany, the position he now holds, seven 
years ago. He is a member of the As- 
sociation of Interstate Commerce Com- 
mission Practitioners and is active in 
the affairs of the Cleveland Chamber 
of Commerce. 








J. M. Fitzgerald, vice-chairman, committee on public rela- 
tions, Eastern Railroad Presidents Conference, New York, spoke 
on ‘‘Soldiers on the Home Front” at a luncheon meeting of the 
Los Angeles Transportation Club June 29. T. F. McCue, traffic 
manager, Crane Company, was chairman for the day. 





At a special meeting of the Women’s Traffic Club of 
Greater New York June 25, Mildred E. Kostering, American 
Woolen Company, was elected recording secretary, in place of 
Margaret Cardy, who resigned. Mattie S. Tomlinson was 
elected chairman of the executive board. 





The Transportation Club of Decatur, Ill., will hold its 
annual mid-summer outing at the South Side Country Club 
July 14. There will be golfing, card games, swimming, horse- 


shoe pitching, and a dinner. Golf and pinochle trophies will be 
awarded. 





The Traffic Club of New York will hold a golf outing, 
July 9, at the Crestmont Golf Club, West Orange, N. J. 
Hiby is chairman of the sports committee. 





The Great Northern film “Empire on Parade” was shown 
at the final meeting of the spring season of the Metropolitan 
Traffic Association of New York recently. The following have 
been appointed members of the nominating committee that will 
select candidates for election in the fall: A. P. Brown, Illinois 


By) 


Central; B. J. Carlin, Delaware and Hudson; John P. Fitz- 
patrick, Illinois Central; J. J. Lenahan, Canadian Pacific; J. A. 
MacNeill, General Foods Corporation; Edward J. McCabe, De- 
troit and Cleveland Navigation Company; J. R. Miller, Durkee 
Famous Foods; V. M. Toner, Air Reduction Sales Company, and 
H. J. Tranberg, Preston Trucking Company. 

The Oakland, Calif., Foreign Trade and Harbor Club held 


a dinner meeting at the Bohemian Grotto July 2. There was 
no speaker. 


The Board of directors of the Junior Traffic Club of Chicago 
has elected Harry W. Anderson, Youngstown Sheet and Tube 
Company, treasurer, to fill the unexpired term of Arnold J. 
Larson, Masonite Corporation. Mr. Larson has entered officers’ 
training in the Army Air Corps. 





The Milwaukee Traffic Club will hold its annual picnic at 
Hasslinger’s Beach Resort, Moose Lake, Wis., July 18. 

The board of governors of the Worcester, Mass., Traffic 
Club has voted to forego the club’s annual outing for the first 
time in 25 years. The action, according to Clifford I. Fahlstrom, 
club secretary, was taken “in accord with the wishes of Director 
Eastman of the Office of Defense Transportation” and under 
the conviction that “activities of this kind should be eliminated 
for the duration of the war.” : 

The Tri-City Traffic Club will hold its annual outing at the 
Short Hills Country Club, East Moline, Ill., July 16. There 
will be golf, horseshoe pitching, a baseball game and cards. 
Luncheon and dinner will be served. 


WAR RISK INSURANCE OF SHIP CREWS 


The War Shipping Administration, with issuance of its 
general bulletin No. 10, has announced that it is prepared to 
write war risk insurance on the lives of masters, officers and 
crews of ocean-going American-flag or American-owned mer- 
chant vessels, in amounts ranging from $1,000 to $5,000 a man 
in excess of the amounts of insurance provided by vessel owners. 

The bulletin said the insurance would be issued for periods 
of one to six months, at the option of the insured party, and 
that, until further notice, the premium charge for such insur- 
ance would be $10 a month for each $1,000 of coverage. The 
policies cover only loss of life and do not include injury, dis- 
ability, illness or other claims. 


FREIGHT FORWARDING CONTRACT 


In conformity with the provisions of the Bland freight for- 
warding bill, the War Shipping Administration has announced 
the signing of a contract with the Portland Foreign Freight 
Forwarders, Inc., a newly formed corporation, to handle lend- 
lease cargo arriving at Portland and other ports in Maine on 
and after June 10. Ralph A. Leavitt, of Chase, Leavitt & Co., is 
president of the corporation. Also affiliated with the group are 
William B. Cram, vice-president, Peabody and Lane, Inc.; Peter 
M. Costello, treasurer, of Fred E. Gignoux, and John M. Kemp, 
secretary of John C. Hall & Co. Thus far, the W. S. A. said it 
had negotiated contracts to facilitate the handling of lend-lease 
cargoes at the ports of New York, Galveston and Houston, 
Mobile, New Orleans and Boston 





EXPOSITION FLYER TIME CHANGES 


Schedule changes of the Exposition Flyer, transcontinental 
passenger train, have been announced, effective July 5, by the 
Burlington Route, the Denver and Rio Grande Western, and the 
Western Pacific. The train will continue to leave Chicago at 
12:35 p. m. daily and arrive at Denver the following morning, 
but will “lay over” at that point for seven hours, leaving at 3:45 
p.m. It will arrive at Salt Lake City at 7:40 a. m. and at San 
Francisco at 7:50 the next morning instead of at 10:30 the 
previous evening, as at present. Eastbound, the train will leave 
San Francisco at 6:00 p. m., instead of 8:35 p. m., and will arrive 
at Salt Lake City at 5:35 p. m.; Denver at 10:50 a. m., and 
Chicago at 8:15 a. m. 


CHANGES IN DOCKET 

Hearing MC 100032, June 29, Durango, Colo., postponed to July 1, 
Durango, Colo., Jt. Bd. 126. 

Hearing MC 29468 Sub. 2, MC 28165 Sub. 2 and MC 2209 Sub. 2, 
assigned June 29, Federal Bldg., Lewiston, Ida., transferred to City 
Hall, Lewiston, Ida. 

Argument 28705, July 1, Washington, D. C., postponed to date to 
be fixed. 

Hearing MC 101078 Sub. 3, July 1, Minneapolis, Minn., canceled. 

Hearing MC F-1872, July 1, Philadelphia, changed to July 13, 
Philadelphia, Pa., Philadelphian Hotel, Examiner Clifford. 

Hearing MC 18133 Sub. 8, July 1, Washington, D. C., postponed to 
September 22, Washington, D. C., Jt. Bd. 108. 
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TE—Items in the docket marked with an asterisk (*) have been 
since the last issue of THs Trarric WorLD. New assignments 
on the Commission’s docket of dates later than herein shown 
not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


iif 


July 6—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 61598 Sub. 15—Smoky Mountain Stages, Inc., Asheville, N. C., 
certificate to extend operations. : 
July 6—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 2059 Sub. 1—Hersey Service, Inc., Ashland, Mass., certificate to 
extend operations. 
MC 6480 Sub. 1—Thomas Cook & Sons, Inc., Cambridge, Mass., cer- 
tificate to extend operations. 
MC 30938 Sub. 2—Eastern Transportation Co., Allston, Mass., certifi- 
cate to extend operations. 
July 6—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby: 
Finance 11915—Erie reorganization. 
July 6—Chicago, I!l.—Sherman Hotel—Jt. Bds. 54 and 135: 
MC 80430 Sub. 19—Gateway City Transfer Co., Inc., La Crosse, Wis., 
certificate to extend operations. 
MC 102374 Sub. 5—Rogers Cartage Co., Chicago, Ill., permit to ex- 
tend operations. 
July 6—Chicago, 111.—Morrison Hotel—Examiner Mackley: 
1. & S. 5118—Sand and gravel, Joliet, Ill., to West Dana, Ind. 
July 6—Dallas, Tex.—Baker Hotel—Examiner Trezise: 
Fourth Section appl. 19725—Paper boxes to Memphis, Tenn. 
July 6—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 146: 
MC 76266 Sub. 20—Merchants Motor Freight, Inc., St. Paul, Minn., 
certificate to extend operations. 
July 6—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC 66562 Subs. 410, 424 and 426—Railway Express Agency, Inc., New 
York, N. Y., certificate to extend operations. 
July 7—Albany, N. Y.—Federal Bldg.—Jt. Bd. 305 and Examiner Myers: 
MC 103404—W. L. Browne, Patterson, N. Y., certificate. 
* 1, & S. M-1985—Boxboard, paste and waste paper from or to Utica, 
Mm. % 
July 7—Boston, Mass.—Hotel Manger—Examiner Dahan: 
.-MC 76180 Sub. 2—Clarence O. Ashforth,, Newton, Mass., permit to 
extend operations. 
MC 30301 Sub. 2—M. A. Hubbard & Son, Gardner, Mass., certificate 
to extend operations. 
MC 79473 Sub. 2—Al Burkhardt Storage Warehouse Co., Roxbury, 
Mass., certificate to extend operations. 


July 7—Brooklyn, N. Y.—Hotel St. George—Examiners Wilkinson and 


Brinkley: 
Finance 10294—C. I. & L. reorganization. 
July 7—Chicago, I!l.—Sherman Hotel—Jt. Bds. 13, 53 and 21: 


MC 72140 Sub. 4—Fitterling Transportation Co., Inc., South Bend, 
Ind., certificate to extend operations. 

MC 102374 Sub. 6—Rogers Cartage Co., Chicago, Ill., permit to ex- 
tend operations. 

MC 8600 Sub. 2—Werner Transportation Co., Minneapolis, Minn., cer- 
tificate to extend cperations. 


July 7—Chicago, II1.—Hotel Morrison—Examiner Mackley: 
28819—Abingdon Sanitary Manufacturing Co. vs. C. B. & Q. et al. 
July 7—Chicago, I!1.—Sherman Hotel—Examiners Higgins and Patrick: 


MC F-1775—Allied Van Lines, Inc., pooling. 


July 7—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 213: 
MC 52709 Sub. 11—Ringsby Truck Lines, Inc., Denver, Colo., certifi- 
cate to extend operations. 


July 7—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 103477—Dodge Certer Dray Line, Dodge Center, Minn., certificate. 
July 7—Pittsburgh, Pa.—Federal Bldg.—Examiner Dunn and Jt. Bd. 65: 
MC 36291 Sub. 3—I. Pettigrew, Indiana, Pa., permit to extend opera- 
tions. 
MC 47327 Sub. 2—Lyons Transportation Co., Inc., Erie, Pa., certifi- 
cate to extend operations. 
MC 66562 Sub. 425—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
July 7—Washington, D. C.—Examiner Conley: 
MC 18975 and Sub. 1—Eastern Trails, Inc., common carrier appli- 
cation. 
MC 39957 Sub. 5—Northern Trails, Inc., common carrier application. 
MC 18976—Nevin Transit, Inc., Newark, N. J., common carrier ap- 
plication. 
July 7—Wichita, Kan.—Broadview Hotel—Jt. Bd. 39: 
MC 30605 Sub. 28—Santa Fe Trail Transportation Co., Wichita, Kan., 
certificate to extend operations. 
July 8—Albany, N. Y.—Federal Bldg.—Examiner Myers: 
MC 52798 Sub. 1—Stub’s Express, Albany, N. Y., certificate to extend 
operations. 
MC 96490—I. Marcellus, Ballston Spa, N. Y., permit. 
July 8—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 54644 Sub. 3—Bass Bus Lines, Athens, Ga., certificate to extend 
operations. 
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MC 59583 Sub. 26—Mason & Dixon Lines, Inc., Kingsport, Tenn., 
certificate to extend operations. 
MC 66562 Sub. 414—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 103582—W. C. Williams, Oglethorpe, Ga., permit. 
July 8—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 75219—Donoghue Transportation Co., Inc., Cambridge, Mass. 
July 8—Bridgeport, Conn.—County Ct.—Examiner Werner: 
MC 31389 and Sub. 1—McLean Trucking Co., Inc., Fayetteville, N.C. 


July -8—Chicago, IIl.—Sherman Hotel—Examiner Kilroy: 

MC C-335—Schaefer, Inc., vs. T. A. Conklin Truck Line, Inc., et al. 
July 8—Chicago, Iil.—Morrison Hotel—Examiner Mackley: 

28813 and Subs. 1 and 2—Summer and Co. vs. Erie et al. 


July 8—Chicago, IIl.—Sherman Hotel—Jt. Bds. 149 and 13: 
MC 870 Sub. 1—Taylor Transfer Co., Inc., Kankakee, IIl., certificate 
to extend operations. 
MC 43663 Sub. 2—Downs Motor Express, McHenry, IIl., certificate to 
extend operations. 
July 8—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 
MC 52751 Subs. 2, 3 and 4—Ace Lines, Inc., Fargo, N. D. 
July 8—Pittsburgh, Pa.—Federal Bldg.—Jt. Bds. 59, 206 and Examiner 
Dunn: 
MC 1796 Sub. 1—R. J. Leiper, Beaver Falls, Pa., certificate to extend 
operations. 
MC 19193 Sub. 1—Lafferty Trucking Co., Altoona, Pa., permit to ex- 
tend operations. 
MC 103392—J. M. Porta, Altoona, Pa., permit. 
July 8—Scranton, Pa.—Casey Hotel—Examiner Price: 
MC C-332—B. L. Klein, transportation for compensation. 
MC 103548 Sub. 1—Klein Dress Co., Olyphant, Pa., permit. 
July 8—Sioux Falls, S. D.—U. S. Court—Examiner Livingstone: 
MC 71820 Sub. 3—Parker Transfer and Storage, Sioux Falls, S. D., 
certificate to extend operations. 
July 8—Washington, D. C.—Argument: 
<8690—Texas Freight Co., Inc., vs. Newtex Steamship Corporation. 
1. & S. 4904—Carpeting, New Orleans to Okla. 
July 8—Washington, D. C.—Examiner Glover: 
Fourth section appl. 19800—Scrap iron to Buffalo, N. Y. 
July 8—Wichita, Kan.—Broadview Hotel—Jt. Bd. 36: 
MC 103187—W. A. Gammon, Wichita, Kan. 
July 9—Akron, O.—Mayflower Hotel—Jt. Bd. 58: 
MC 68715 Sub. 2—Summit Fast Freight, Inc., Akron, O., certificate 
to extend operations. 


July 9—Akron, O.—Mayflower Hotel—Examiner Dunn: 
MC 68715 Sub. 1—Summit Fast Freight, Inc., Akron, O. 


July 9—Atlanta, Ga.—Henry Grady Hotel—Jt. Bds. 101 and 370: 
MC 102960—J. W. Williams, Statesboro, Ga. 
MC 23620 Sub. 15—Georgia Motor Express, Inc., Atlanta, Ga., certifi- 
cate to extend operations. 
July 9—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby: 
Finance 9954—Fonda Johnstown & Gloversville reorganization. 
July 9—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 
MC 9285 Sub. 3—Corey & Evans, Inc., DeKalb, IIl., certificate to ex- 
tend operations. 
MC 72997 Sub. 3—Liberty Trucking Co., Chicago, Ill. 


July 9—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 213: 
MC 60012 Sub. 10—Rio Grande Motor Way, Inc., Denver, Colo., cer- 
tificate to extend operations, 
July 9—Fargo, N. D.—U. S. Court—Jt. Bd. 300: 
MC 24221 Sub. 5—Janke Transfer Co., Detroit Lakes, Minn., cer- 
tificate to extend operations. 


July 9—Greensboro, N. C.—U. S. Court—Examiner Konigsberg: 
1. & S. 3939—Switching at High Point, N. C. 
1. & S. 4771—Switching at Thomasville, N. C. 
1. & S. 4980—Switching at High Point and Thomasville, N. C. 
July 9—Lexington, Ky.—Hotel La Fayette—Jt. Bd. 10: 
MC 64371—W. A. Malone, Allen, Ky. 
July 9—Providence, R. 1I.—Narragansett Hotel—Examiner Dahan and 
Jt. Bd. 134: 
MC 30173 Sub. 2—Gamache Trucking Co., Inc., Fall River, Mass., cer- 
tificate to extend operations. 
MC 103340—M. Raviele, Providence, R. I., certificate. 
MC 46365—P. W. Lincoln, Seekonk, Mass. 


July 9—Rochester, N. Y.—Seneca Hotel—Examiner Myers: 
1. & S. M-2010—Minimum rates or charges in trunk line or New Eng- 
land territories. 
MC 50653 Sub. 4—A. LaVar, Camden, N. Y., permit to extend opera- 
tions. 
July 9—Scranton, Pa.—Federal Bldg.—Examiner Price: 
MC 31814 Sub. 2—Trexler Brothers, Wilkes-Barre, Pa., certificate to 
extend operations. 
July 9—Washington, D. C.—Argument: 
28659—Board of Trade of Kansas City, Mo., vs. A. T. & S. F. et al. 
July 9—Washington, D. C.—Examiner Cheseldine: 
Fourth section appl. 19306—Fertilizer to Boston, Mass. 
July 10—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC 7971 Sub. 1—Russell C. House Transfer & Storage, Inc., Atlanta, 
Ga., certificate to extend operations. 
July 10—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 4876—J. P. Grinley, Brighton, Mass. 
July 10—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 
* MC F-1891—Central Greyhound Lines, Inc., of New York, purchase, 
Champlain Bus Corporation and Champlain Coach Lines, Inc. 
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July 10—Buffalo, N. Y.—Hotel Buffalo—Examiner Myers: 
MC 22658 Sub. 3—York-Buffalo Motor Express, Inc., New Cumber- 
land, Pa., certificate to extend operations. 
July 10—Chicago, I!l.—Sherman Hotel—Examiner Dillon: 
MC 3005 Sub. 2—Chicago-Kansas City Freight Lines, Kansas City, Mo. 
July 10—Chicago—Sherman Hotel—Examiner Kilroy: 
1. & S. M-2040—Building and roofing material, Ill., to central points. 
July 10—Denver, Colo.—Shirley-Savoy Hotel—Examiner Binkley: 
MC 72273 Sub. 1—J. B. Montgomery, Inc., Cozad, Neb. 
July 10—Louisville, Ky.—Brown Hotel—Examiner Card: 
MC C-315—Frankfort Distilleries, Inc., vs. Huber & Huber Motor 
Express, Inc., et al. 
July 10—Scranton, Pa.—Casey Hotel—Jt. Bd. 42 and 67: 
MC 45177 Sub. 1—Kolibaba Trucking Lines, Moscow, Pa., certificate. 
MC 103590—F. Carpentier, Scranton, Pa., permit. 
July 10—Sioux Fails, S. D.—U. S. Court—Jt. Bd. 143: 
MC C-311—Middlewest Motor Freight Bureau vs. Earl W. Rensberger 
et al. 
July 10—Stockton, Kan.—Hotel Beck—Examiner Harrison: 
MC 71982—J. C. Fleming, Kansas City, Kan. 
July 10—Washington, D. C.—Argument: 
28499—Board of Trade of Kansas City, Mo., vs. C. R. l. & P. 
28486—Board of Trade of Kansas City, Mo., et al. vs. Mo. Pac. et al. 
July 10—Washington, D. C.—Examiner Molster: 
* Finance 13755—Application of Alton R. R. for authority to operate 
the railroad and properties of K. C. St. L. & C. 
July 10—Wichita, Kan.—Allis Hotel—Examiner Trezise: 
1. & S. 5124—Grain from Texas via Kan. transit points. 
July 11—Buffalo, N. Y.—Hotel Buffalo—Examiner Myers: 
MC 103380—A. J. Martin, Limestone, N. Y., certificate. 
July 11—Chicago, I11.—Sherman Hotel—Examiner Dillon: 
MC 52657 Sub. 8—Arco Auto Carriers, Inc., Chicago, certificate to ex- 
tend operations. 
July 11—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 31: 
MC 103453—Merchants Transfer Co., Sterling, Colo., permit. 
July 11—Louisville, Ky.—Brown Hotel—Jt. Bd. 155: 
MC 103409—C. Aubrey, Movers, Louisville, Ky., certificate. 
July 11—Rutland, Vt.—U. S. Ct.—Examiner Clifford: 
* MC F-1856—P. H. Marcell, purchase, E. C. Flemings. 
July 11—Scranton, Pa.—Casey Hotel—Jt. Bd. 42: 
MC 103576—J. Crzenda, Scranton, Pa., certificate. 
July 11—Sioux Falls, S. D.—U. S. Court---Jt. Bd. 26: 
MC 103612—H. Wehrman, Ihlen, Minn., certificate. 
July 13—Akron, O.—Mayflower Hotel—Examiner Dunn: 
MC 59852 and Sub. 2—All States Freight, Inc., Akron, O. 
MC 59852 Sub. 1 and MC 66853—All States Freight, Inc., Akron, O. 
July 13—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC 65665 Sub. 2—Weathers Bros. Transfer Co., Inc., Atlanta, Ga., 
certificate to extend operations. 
July 13—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Croft: 
MC 42318—Howard Hall Co., Inc., Birmingham, Ala. 
July 13—Buffalo, N. Y.—Hotel Buffalo—Examiner Myers: 
MC 96489—H. Bowen, Kendall, N. Y., certificate. 
July 13—Charlotte, N. C.—Charlotte Hotel—Examiner Rice: 
28757 and Sub. 1—Terrell Machine Co., Inc., vs. Cent. Vt. et al. 
July 13—Charlotte, N. C.—Hotel Charlotte—Examiner McCaslin: 
MC C-339—Tobacco products, N. C., to Pa. 
1. & S. M-1995—Cigarettes and tobacco between N. C. points and 
Philadelphia, 
July 13—Chicago, ill_—Sherman Hotel—Examiner Dillon: 


MC C-341—Leasing of vehicles and drivers by Motor Express, Inc., 
Chicago, Ill. 


July 13—Chicago, IIl.—Morrison Hotel—Examiner Mackley: 
28589—B. & O. et al. vs. C. R. I. & P. et al. 
28277—Trustees C. R. I. & P. et al. vs. A. & W. et al. 

July 13—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 

* MC 52838 and MC 22094—Kellogg Truck Line, Agate, Colo. 


July 13—Denver, Colo.—Shirley Savoy Hotel—Examiner Binkley: 
* 1. & S. M-2042—Eggs, Denver, Colo., to Crete and Omaha, Neb. 
July 13—La Crosse, Wis.—U. S. Court—Jt. Bds. 142 and 181: 

MC 103493—E. M. Robinson, Onalaska, Wis., permit. 


July 13—La Crosse, Wis.—U. S. Court—Examiner Carpenter: 
1. & S. M-1933—Farm implements machinery, and parts, Ill. and 
Minn. to Wis. points. 


July 13—Minneapolis, Minn.—Hotel Nicollet—Examiner Livingstone: 
MC 41098 Sub. 1—Busy Bee Transfer & Storage Co., Inc., Dallas, 
Tex, 
July 13—Omaha, Neb.—Hotel Fontenelle—Examiner Harrison: 
MC 3276 Sub. 1—Stevens Transfer, Lewis, Ia., certificate to extend 
operations. 
MC 1358 Sub. 6—White Brothers Transfer Co., Cumberland, Ia., cer- 
tificate to extend operations. 


July 13—Philadelphia,- Pa.—Hotel Philadelphian—Jt. Bd. 42: 


MC 103250 Sub. 1—Ragen’s Transportation Co., Gloucester, N. J., 
permit. 


July 13—Philadelphia, Pa.—Hotel Philadelphian—Examiner Price: 
MC 8298—Swedesboro Transportation Co., Swedesboro, N. J., com- 
mon carrier application. 


July 13—Philadelphia, Pa.—Hotel Philadelphian—Examiner Clifford: 
MC F-1872—Modern Transfer Co., Inc., purchase, Lehigh Valley 
Transportation Co. 


July 13—Topeka, Kan.—State Comm.—Examiner Trezise: 
MC C-278—Salt, Kan. to Colo. and Wyo. points. 
28716—Morton Salt Co. vs. Alton et al. 
MC C-302 and Sub. 1—Morton Salt Co. vs. Adams Transfer & Storage 
Co. et al. 
MC C-322—Salt, Hutchinson, Kan., to points in Kan. and Mo. 
1. & S. M-1568—Eggs, salt, Kan. points to Kan. and Mo. points. 
1. & S. M-1702—Salt rates and rules, Kan. to Ia. points. 
1. & S. M-1835—Salt, Kan. to Kansas City, Mo. 
1. & S. M-1851—Burch Truck Line, salt, Hutchinson, Kan., to St. 
Louis, 
July 13—Tulsa, Okla.—Mayo Hotel—Examiner Card: 
MC C-288—Midwest Oil Field Carriers Bureau, L. E. Roach, agent, 
vs. J. B. Acton et al. 
July 13—Washington, D. C.—Examiner Weems: 
W-720—Neptune Line, Inc., common carrier application. 
W-721—Gallagher Bros. Sand and Gravel Corp., contract carrier ap- 
plication. 
July 14—Akron, O.—Mayflower Hotel—Examiner Engelhart: 
* MC F-1851—Caldwell Motor Freight, Inc., lease, M. & M. 
Lines, Inc. 


July 14—Atlanta, Ga.—State Comm.—Examiner Rice: 
28791—Intrastate rates, road aggregates in Ga. 


July 14—Boston, Mass.—Hotel Manger—Jt. Bd. 134 and 18: 
MC 28387 Sub. 1—American Petroleum Transport Co., 
Mass., certificate to extend operations. 
MC 103442—Mann Forwarding Co., Boston, Mass., certificate to ex- 
tend operations. 


July 14—Buffalo, N. Y.—Hotel Buffalo—Examiner Myers: 
MC 82083 Sub. 2—Chas. A. Kuhns, Niagara Falls, N. Y., certificate 
to extend operations, 


July 14—Charlotte, N. C.—Hotel Charlotte—Examiner McCaslin: 
1. & S. M-2029—Cotton piece goods, N. C. and S. C. points to Chi- 
cago. 
MC C-291—Furniture from Va. to Ga., N. C., and S. C. 


July 14—Davenport, la.—U. S. Court—Jt. Bd. 136: 

Mc 5910—Merchants Transfer & Storage Co., Davenport, Ia., permit. 
July 14—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 50: 

MC 103779—Sterling Transfer, Sterling, Colo., certificate. 

MC 57698 Sub. 1—C. L. Shelton, Denver, Colo. 


July 14—Indianapolis, Ind.—U. S. Court—Examiner Seaman: 
MC 103268 Sub. 3—Bud Marks Truck Service, Hanna, Ind., permit 
to extend operations. 
July 14—Madison, Wis.—Public Service Comm.—Jt. Bd. 141: 
MC 56169 Sub. 4—A. G. Henneman Transfer, Bloomer, Wis., certifi- 
cate to extend operations. ~ 
July 14—Minneapolis, Minn.—Hotel Nicollet—Examiner Peterson: 
MC 17481, MC 19693, MC 21231, MC 24697 and MC 80532—Moore Motor 
Freight Lines, St. Paul, Minn. 
July 14—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 219 and 141: 
MC 24898—Super X Freight Terminal, St. Paul, Minn., certificate or 
permit. 
MC 62445 Sub. 5—Jaffa Transportation and Jaffa Transit, Minneapolis, 
Minn., certificate to extend operations. 


Truck 


Springfield, 


July 14—Omaha, Neb.—Hotel Fontenelle—Examiner Harrison: 
MC 42246—Independent Truckers Assn., Omaha, Neb. 
July 14—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 42: 
MC 96488—Lukens Steel Co., Coatesville, Pa., permit. 
July 14—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 7 and Examiner 
Henderson: 
MC 2368 Sub. 2—Bralley Trucking Co., Inc., Altavista, Va., certificate 
to extend operations. 
MC 103529—Lemmon Transport Co., Marion, Va., certificate. 
MC 30237 Sub. 1—Yeatts Transfer Co., Altavista, Va., certificate to 
extend operations, 
* MC 34767 Sub. 4—Good’s Transfer, Harrisonburg, Va., certificate to 
extend operations. ‘ 
July 14—Tulsa, Okla.—Mayo Hotel—Examiner Card: 
MC 43 Sub. 1—American Transfer and Storage Co., Tulsa, Okla. 
July 14—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: 
MC 906 Sub. 8—Consolidated Forwarding Co., Inc., St. Louis, Mo., 
certificate to extend operations. 


July 14—Washington, D. C.—Examiner Valentine: 
Fourth Section Appl. 19847—Sugar from Pensacola, Fla., to the east. 
July 15—Akron, O.—Mayflower Hotel—Examiner Engelhart: 


* MC F-1871—Summit Fast Freight, Inc., purchase, Triangle Express, 
ine. 


July 15—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC 103051—Walker Hauling Co., Waycross, Ga. 
July 15—Boston, Mass.—Hotel Manger—Jt. Bd. 20 and 18: 
MC 103512—Thomas W. Watkins & Son, Inc., Amesbury, Mass., cer- 
tificate. 
MC 103622—McNelley Bros., Charleston, Mass., certificate. 
July 15—Buffalo, N. Y.—Hotel Buffalo—Examiner Myers: 
MC 22527 Sub. 1—Riverside Service Corp., Buffalo, N. Y. 
July 15—Charleston, W. Va.—Public Service Comm.—Exam., Proudley: 
* MC 30024 Sub. 1—Spade Transfer Co., Beckley, W. Va., certificate 
to extend operations. 
* MC 103636—Wilkerson’s Transfer, Oak Hill, W. Va., certificate. 
July 15—Denver, Colo.—Shirley-Savoy Hotel—Examiner Binkley: 
MC 59800 Subs. 3 and 4—Weicker Transfer & Storage Co., Denver, 
Colo. 


(Continued on page 60) 











Personal Notes 





Luis Valverde, vice-president for W. R. Grace and Com- 
pany from 1927 to 1939, and an employe of the Grace Line for 
more than 40 years until his retirement in 1939, died at San- 
tiago, Chile, June 24. 

Allan Wallace has retired as director of traffic for the 
Johns-Manville Products Corporation, New York. He has been 
with the company since 1914, and director of traffic since 1934. 

William L. Macatee has been appointed traffic manager for 
the Texas Company at New York, succeeding Charles Ervin, 
who has retired because of illness. 

» William T. Faricy has been elected a member of the board 
of directors and vice-president for the Chicago, St. Paul, Min- 
neapolis and Omaha Railway, and has been appointed general 
counsel for the Chicago and North Western, parent company 
of the Omaha Railway. He succeeds Samuel H. Cady who 


resigned because of ill health, after serving with the companies . 


22 years. Mr. Faricy has announced the following appoint- 
ments in the Chicago and North Western law department: Nel- 
son J. Wilcox, general soicitor; Nye F. Morehouse, assistant 
general counsel; Lowell Hastings, assistant general counsel; 
P. F. Gault, commerce counsel; Nelson Trottman and Warren 
Newcome, assistant general solicitors, and F. O. Steadry, at- 
torney. All appointments are at Chicago, except for Mr. 
Newcome, who is stationed at St. Paul, Minn. 

Chicago members of the American Association of Railway 
Advertising Agents held a luncheon at the Palmer House, June 
29, in honor of Henry Kilburn, advertising manager for the 
New York Central System at Chicago, who retired, June 30, 
after more than 50 years of service with the company. 

The Atchison, Topeka and Santa Fe Railway has announced 
the following appointments: C. E. Eaton, eastern general pas- 
senger agent, New York; James J. Grogan, assistant traffic 
vice-president, Chicago; Tracy L. Bothwell, general freight 
traffic manager, Chicago; James P. Hackler, freight traffic man- 
ager, Chicago; Florus R. Ebersole, assistant general freight 
agent, Amarillo, Tex.; Elmer B. Johnson, freight traffic man- 
ager, San Francisco, succeeding Albert M. Reinhardt, who 
died; Clark Davis, freight traffic manager, Galveston, Tex.; 
Fred H.. Rockwell, assistant to traffic vice-president, Chicago, 
and Ralph E. Brandt, assistant general freight agent, San 
Francisco. Henry C. Vincent has been appointed traffic man- 
ager for the Panhandle and Santa Fe Railway, Amarillo. 


Carl Howe has been appointed resident vice-president in 
charge of all departments at Chicago for the Erie Railroad. 
He has been succeeded as vice-president in charge of traffic at 
Cleveland by Harry W. Von Willer. 


W. M. Jeffers, president, Union Pacific, has announced the 
following appointments: T. W. Bockes, western general coun- 
sel, succeeding A. C. Spencer, who died; T. F. Hamer, general 
solicitor; W. R. Rouse, assistant western general counsel; C. 
B. Matthai, assistant general solicitor; George C. Holdredge, 
general attorney for Nebraska and Iowa, and W. J. Schall, as- 
sistant general attorney, all at Omaha, and F. N. Finch, ex- 
ecutive assistant, and M. C. Williams, general superintendent, 
both at Portland, Ore. 


Frank J. Haley has been appointed executive assistant for 
the Waterman Steamship Agency at New York. He recently 
served as traffic adviser and chief of the ocean traffic branch 
of the War Department’s transportation division at Washing- 
ton, D. C. 

The Pennsylvania Railroad has announced the following 
appointments: W. R. Elsey, assistant to vice-president in charge 
of real estate, purchases and insurance; George F. West, gen- 
eral superintendent of motive power, eastern region, Philadel- 
phia; E. C. Gegenheimer, general superintendent, central Penn- 
sylvania general division, Williamsport; J. L. Cranwell, super- 
intendent, Philadelphia terminal division; J. S. Fair, Jr., pur- 
chasing agent, Philadelphia, and E. G. Adams, Jr., assistant 
real estate agent, Philadelphia, succeeding H. L. Thomas, Jr., 
who has been granted leave of absence for military service. 

J. M. McDermott has been appointed general agent for the 
Burlington Lines at Birmingham, Ala., succeeding W. T. Varda- 
man, who died. F. J. Petagna has been appointed commercial 
agent at Mobile, Ala., and J. W. Grady has keen appointed 
general agent at New Orleans. P. L. Smithbur, has been ap- 
pointed assistant to the vice-president, traffic department, Chi- 
cago, succeeding E. G. Swanson, who died. 

William A. Rogers, air express consultant for the Railway 
Express Agency, has been commissioned as a lieutenant-com- 
mander in the United States Navy. 





TRAFFIC WORLD 


T. H. Martin has been appointed traffic manager, and C. W. 
Smith, superintendent of transportation, in the express depart- 
ment of the Canadian National Railways, at Montreal. Staff 
changes in the operating department include: Alfred J. Lomas, 
superintendent, Toronto, Ont., terminals, succeeding Walter J. 
Yearsley, who retired; Wellington J. Hotrum, superintendent, 
Capreol, Ont., division; John B. Currah, superintendent, Black 
Rock, N. Y., terminals, and Grant Gordon, assistant superin- 
tendent, and Ernest J. Harrison, chief traffic supervisor, Toronto 
terminals. 

T. C. Britten has been appointed district manager, Canadian 
National Steamships, at Kingston, Jamaica, succeeding Thomas 
Cree, who has retired after serving with the company and with 
the Grand Trunk Railway for 35 years. 

J. W. Hill, general freight traffic manager for the Rock 
Island Lines, has announced the following appointments: 
William B. Futrai, western freight traffic manager, Los Angeles; 
A. L. Talkington, assistant freight traffic manager, Little Rock, 
Ark.; Thomas F. O’Kane, general freight agent, Fort Worth, 
Tex.; G. W. Stewart, general eastern freight agent, New York; 
Jack L. Kerby, general agent, Detroit; John E. Capps and Eldon 
A. Tharp, assistant freight traffic managers, Chicago, and Joseph 
Sander, general freight agent, Chicago. E. E. Strickland, assist- 
ant freight traffic manager, has transferred his headquarters 
from Chicago to Kansas City. 

J. J. King has been appointed traffic manager in charge of 
rates for the Akron, Canton and Youngstown Railway and the 
Northern Ohio Railway. R. J. Hanson has been appointed traffic 
manager in charge of sales and service. Both appointments 
are at Akron, O. 

The alumni association of the Academy of Advanced Traffic, 
New York, has elected the following officers: President, Charles 
H. Trayford, terminal manager, East Coast Freight Lines; 
vice-president, Gerard J. Donovan, transport division, Recon- 
struction Finance Corporation; secretary, John W. Markert, 
Union Pacific, and treasurer, John W. Peterson, Chicago, Rock 
Island and Pacific. John B. Palmer, Phelps-Dodge Corpora- 
tion, the outgoing president, will continue as chairman of the 
board of directors. The association has suspended meetings 
until September. 

C. M. Black has been appointed assistant general freight 
oe for the Pittsburgh and West Virginia Railway at Pitts- 

urgh. 

Rupert L. Murphy has been appointed manager for the 
Georgia-Alabama Textile Traffic Association, Atlanta, Ga., suc- 
ceeding C. T. Kilgore, who resigned. 


K. J. Pedersen has been appointed head of Acme Steel 
Company sales work in North and South Carolina, with head- 
quarters at Charlotte, N. C. He will assume duties formerly 
held by F. G. German, who died, and G. R. Easley, who has 
been granted leave of absence to serve as an officer in the U. S. 
Army. H. L. Bills, director of public relations, Chicago, was 
recently elected president of the Industrial Relations Associa- 
tion of Chicago. 


Russell J. Cleland has been appointed general agent, pas- 
senger department, for the Western Pacific at Oakland, Calif. 
He succeeds A. H. Moffitt, who has retired after 30 years of 
service with the company. Talbot T. Kelly has been appointed 
district passenger agent at Los Angeles. 


J. E. McDonald has been named manager for the Spring- 
meier Shipping Company at Boston, Mass. He succeeds J. E. 
Cunningham, who is serving as a captain in the U. S. Army. 


William H. Boozer has been appointed freight service rep- 
resentative, Staunton, Va., for the Chesapeake and Ohio, suc- 
ceeding T. W. Atkinson, who retired. 

Robert L. Wedding has been appointed manager at ‘South 
Bend, Ind., for the American Carloading Corporation. Charles 
T. Marlowe has been appointed manager at Toledo, O. Howard 
F. Snure, president, American Transportation Company, has 
announced that that organization’s name has been changed to 
the American Freight Forwarding Corporation, and that as 
soon as practicable the company will conduct freight forwarding 
operations of the American Carloading Corporation, which will 
afterwards continue exclusively as a common carrier trucking 
company. 

Arch G. Warren, head of the traffic channel section, division 
of traffic movement, Office of Defense Transportation, died in 
Washington July 1 after an “operation. 

A. P. Plunkett has been appointed general perishable freight 
agent for the Minneapolis, St. Paul and Sault Ste. Marie Rail- 
way, at Minneapolis, Minn., succeeding J. O. Klapp, who retired. 
The railroad has also made the following appointments as gen- 
eral agents: C. O. Norwick, Eau Claire, Wis.; R. C. Thorne, 
Menasha, Wis., and J. J. Pearce, Portland, Ore. 

G. C. Whitlaw has been appointed assistant general freight 
agent for the Chesapeake and Ohio, at Richmond, Va. 

Special flag raising ceremonies will be held at the Eighteenth 
Street, Chicago, yards of the Atchison, Topeka and Santa Fe, in 
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commemoration of Richard W. Graff, son of car repairer, Frank 
Graff, who died in action on Bataan. The parents of the young 
hero will receive from the American Legion a gold star cer- 
tificate. 

J. C. Warren has been appointed general agent in charge 
of divisions for the Seaboard Air Line Railway at Norfolk, Va. 

V. A. Roane has been appointed traffic manager for the 
Ashley, Drew and Northern Railway, at Crossett, Ark., succeed- 
ing G. F. Thomas, who retired. 

James E. Doyle has been appointed assistant to the vice- 
president in charge of traffic of the Chesapeake and Ohio and 
the Pere Marquette railways at Cleveland, O. 

F. P. Sackbauer has been appointed traffic manager for 
the Missouri-Illinois Railroad at St. Louis, Mo. 


E. H. Martin has been appointed general agent for the 
Missouri Pacific at Colorado Springs, Colo. 


DOCKET OF THE COMMISSION 
(Continued from page 57) 


July 15—Indianapolis, Ind.—U. S. Court—Examiner Seaman: 
1. & S. M-2025—Beer empties to or from IIll., Ind., Ky., Mo., Wis. 
points. 
* MC 79604 Sub. 
operations. 


July 15—Madison, Wis.—Public Service Comm.—Jt. Bd. 13: 
MC 57562 Sub. 2—Midland Coach Line, Burlington, Wis. 
July 15—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 146: 
MC 76266 Sub. 23—Merchants Motor Freight, Inc., St. Paul, Minn., 
certificate to extend operations. 
July 15—Philadelphia, Pa.—Hotel Philadelphian—Examiner Price: 
MC 59583 Sub. 24—Mason & Dixon Lines, Inc., Kingsport, Tenn., 
certificate to extend operations. 
1. & S. M-2027—Metal cans, Baltimore to Pa. points. 


July 15—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 108: 
MC 59238 Sub. 13—Virginia Trailways, Charlottesville, Va., certificate 
to extend operations. 
July 15—Santa Rosa, Calif.—County Court—Examiner Malquist: 
* Finance 13639—Application of northwestern Pacific for certificate per- 
mitting abandonment of line extending from Sonoma to Glen Ellen, 
Calif. 


1—O. Trimble, Richmond, Ind., permit to extend 








VVessELs of the McCormick fleet, pioneers in the in- 
tercoastal and coastwise services are now integral links in 
the nation’s wartime effort and while we cannot serve 
you directly as in past years, there will be a time when 
our ships return to resume handling your shipments 


with care and dispatch. 
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July 15—Tulsa, Okla.—Mayo Hotel—Examiner Card: 
MC 75482 and Sub. 2—Safeway Van Lines, Los Angeles, Calif. 
July 15—Washington, D. C.—Argument: 
MC C-137—Mid-Western Motor Freight Tariff Bureau, Inc., vs. Or- 
scheln Bros. Truck Lines, Inc., et al. 
1. & S. M-665—Knaus Truck Lines, rates between Ill., Kan. and Mo. 
July 16—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
l. & S. M-1943—Juices, flavoring compounds, Columbus, Ga., to 
southwest. 
MC 14133 Sub. 2—Consolidated Van Storage Cos., Inc., Atlanta, Ga. 
July 16—Charleston, W. Va.—Public Service Comm.—Exam. Proudley: 
* MC 14751 Sub. 1—Nelson Transfer & Storage Co., Charleston, W. Va., 
certificate to extend operations. 
July 16—Davenport, la.—U. S. Court—Examiner Dillon: 
MC 45419—R. Galloway, Olin, Ia., certificate or permit. 
July 16—Detroit, Mich.—Hotel Fort Shelby—Examiner Englehart: 
* MC F-1854—A. F. Posnik, purchase, Petroleum Transportation Cor- 
poration of Ind. 
* MC F-1855—Michigan Transportation Co., purchase, Frank Lis. 
July 16—Fargo, N. D.—U. S. Court—Examiner Livingstone: 
MC 103602—H. Richardson, Fargo, N. D., certificate. 
July 16—Indianapolis, Ind.—U. S. Court—Examiner Seaman: 
MC 102132 Sub. 1—Gas City Company, Inc., Gas City, Ind., permit 
to extend operations. 
July 16—Jamestown, N. Y.—Samuels Hotel—Examiner Myers: 
MC 87868 and Sub. 1—George L. Besson Transfer, Cory, Pa. 


MC 3246 Sub. 1—Masterson Transfer Co., Warren, Pa., certificate to 
extend operations. 


July 16—Madison, Wis.—Public Service Comm.—Examiner Carpenter: 
MC 796 and Sub. 1—Universal Service, Inc., Janesville, Wis. 
July 16—Minneapolis, Minn.—Hotel Nicollet-—Examiner Mackley: 
W-764—Upper Mississippi Towing Corporation, common carrier ap- 
plication. 
W-466—Hennepin Barge Line Co., contract carrier application. 
July 16—Montgomery, Ala.—State Comm.—Examiner Croft: 
MC C-333—LeRoy R. Burnham, lease of equipment. 
July 16—Montpelier, Vt.—U. S. Court—Jt. Bd. 132: 
MC 103557—F. A. Greatorex, North Stratford, N. H., certificate. 
MC 103558—W. J. McNeely, North Stratford, N. H., certificate. 
July 16—Omaha, Neb.—Hotel Fontenelle—Examiner Harrison: 


MC 3508 Sub. 2—Boseck Transfer Co., Griswold, Ia., certificate to 
extend operations. 


MC 66394 Sub. 1—Mauk’s Transfer Co., Griswold, Ia., certificate to 
extend operations. 
July 16—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 67: 
MC 52667 Sub. 2—East Side Trucking Co., Philadelphia, Pa., certifi- 
cate to extend operations. 
July 16—Roanoke, Va.—Hotel Patrick Henry—Examiner Henderson: 


MC 68860 Sub. 2—Russell Transfer, Roanoke, Va., certificate to ex- 
tend operations. 


* MC 55604—Smith’s Transfer Co., Staunton, Va. 
July 16—Washington, D. C.—Examiner White: 
1. & S. M-2031—Roofing, shoes, etc., to and from Pa. and Va. points. 





CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





WANTED—Rate clerk. Give full details. 


Address Box 60, Traffic 
World. 


FOR SALE—Eight wood sections of twelve drawers each (drop 
end) mahogany finished Tariff Files complete with two tops and bases. 
Address Box 61, Traffic World. 


SELL VICTORY with EVERY PACKAGE 
SRM AET BN, 


—carries the patriotic spirit plus good- 

will—every package sealed by Magnet 
victory printed gummed tape. Col- Y 
orful, decorative, inexpensive. 





Choice of Slogans 
In red, white and blue, with choice 


AN 





of two stock patterns and slogans, 
ae imprint Vv \ Cc T re) R Y 
———— ee —‘<ié TO 
a en - 7ircaccaaaae your G U M M E D 
ee — 


There’s a Dealer near you, or write * 


Product of TAN G LE FO OT 


TRADE MARK REG U S PAT OFF 





345 Straight Ave., S. W., Grand Rapids, Mich. 

















